


Among the Chief Essentials 


“There have been new inventions and new de- 
vices, but still the railroad picks up its burdens 
and runs from inland town to port city, from 
production areas to manufacturing towns, be- 
cause it still is among the chief essentials. 
“Progress has never been able to leave the 


railroads on a blind siding. 


Topeka, Kans., “STATE JOURNAL” 
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Studebaker salutes the members 


Septem 


With fewer motor trucks, 


they’re transporting 


a new peak production of 


121,237,000,000 pounds 


of milk and milk products 


this year 


LL milk produced on the na- 
tion’s farms during the 1944 
“Spring flush” was transported to 
market despite the fact that there 
were fewer motor trucks available. 
Colonel J. Monroe Johnson, 
Director, Office of Defense Trans- 
portation, has commented appre- 
ciatively on the co-operation his 
office has received from the dairy 
farmers, haulers, dealers and 
processors of milk and milk 
products. 

To insure conservation of trans- 
portation throughout the dairy in- 
dustry, the 616 dairy advisory com- 
mittees, functioning as of June 16 
this year, put programs into effect 
that delivered all the milk pro- 
duced—result in annual savings of 
over 55,552,000 truck miles, more 
than 305,540,000 tire miles, about 
5,550,000 gallons of gasoline and 
well over 3,703,000 man hours. 

The Studebaker organization, 


active itself in promoting transpor- 
tation conservation during the war 
emergency, extends its congratula- 
tions to the dairy industry for a 
great job well done. 

Studebaker and its dealers have 
had many opportunities to aid 
dairy industry members in con- 
serving their trucks and tires. Two 
important Studebaker contribu- 
tions are the comprehensive hand- 
books entitled “Care and Mainte- 
nance of the Farm Truck in War- 
time” and “Wartime Information 
for the Delivery Truck Operator.” 

Sample copies of these hand- 
books are available free from any 
Studebaker car or truck dealer or 
by addressing The Studebaker Cor- 
poration, Truck Division, South 
Bend 27, Indiana. 


MAIL THIS COUPON 


Studebaker Truck Division, Dept. TW-8, South Bend 27, Indiana 
Send free material checked: 

O “Wartime Information for the Delivery Truck Operator”’ 
O ‘Care and Maintenance of the Farm Truck in Wartime” 


STU DEBAKER 
Chomeer and pacemaker 
in Automotive Cuoguess 


NOW BUILDING WRIGHT CYCLONE ENGINES 
FOR THE BOEING FLYING FORTRESS— MULTIPLE-DRIVE 
MILITARY TRUCKS— THE ARMY'S NEW M-29 "WEASEL." 


Pee I ao Son boss cue snicctasedanuskuninnecceaueseunes : 
Firm (if any) 
Address 
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Fuel for a Thousand Fires at Phoenix 
... with DIAMOND T reliability 


HOUSANDS of Arizona homes and army posts 

look to this Diamond T Model 910 for their 
daily cooking fuel, “bottled gas,” which must be 
trucked over the 500 miles of mountain and desert 
road from Pacific coast refineries to Phoenix. Tem- 
peratures often reach 120° and there are stretches 
where it’s 100 miles between towns. Utmost reli- 
ability is essential. 


Mr. Fannin writes that three and a half round 
trips a week are being completed with unfailing 
regularity. That’s the kind of reliable performance 
thousands of operators all over the United States 


and Canada have come to expect from Diamond T. 


Your Diamond T dealer knows the tradition. It’s 
his business to carry it forward in the service he 
gives your trucks. Let him help you keep those vet- 
eran Diamond T’s rolling until such time as he is 
able to replace them with the new and finer Dia- 
mond T trucks to come. 


Diamond T has been authorized to build a limited number 
of new commercial trucks this year. See your Diamond T 
dealer if your service qualifies for Rationing Board approval. 


DIAMOND T MOTOR CAR CO. CHICAGO 
Established 1905 


<> DiamonpD T TRUCKS 
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For Forty Years a Dream 


. MARKS the introduction 
of the most important advance in 
tire making since America’s synthetic 
rubber program was launched. 


For 40 years—ever since the rubber 
industry learned that mixing carbon 
black with rubber would make tires 
wear longer—chemists have dreamed of 
some method of doing this mixing while 
the rubber was still in latex (liquid) form. 


To make this dream come true The 
General Tire & Rubber Company 
assigned its large corps of scientists to 
intensive research. It entered into agree- 
ment with the chemists of Carnegie 
Tech and Purdue Universities. It ex- 
panded its own research staff by the 
addition of many experienced scientists. 


AND THESE SCIENTISTS CAME 

THROUGH 

The long sought method was found 
and the result is being introduced to the 
public today. 


It means to the average motorist that 
he will get better tires sooner. It means 
to the truck owner that the critical trans- 
portation problem confronting him will 
be greatly eased. 


It is a great contribution to the rubber 
industry . . . and because it is so impor- 
tant General is turning over this scientific 
secret of compounding to all competi- 
tive companies . . . and thus every tire 
user will be benefited. 


In its government-owned synthetic 
plant at Baytown, Texas ... General Tire 
now is mixing carbon black with syn- 
thetic rubber in liquid stage. 


America can look forward to a sub- 
stantial increase in the number of syn- 
thetic tires produced . . . and to a better 
tire . . . because: 


...milling time is reduced one-third 


...consumption of essential power 
is reduced 20% 


... manpower needed for milling is 
reduced sharply, with men freed 
to operate tire building machines 


..mileage-adding carbon black is 
evenly dispersed throughout the 
rubber .. . giving equal wearing 
qualities everywhere. 


SO IMPORTANT IS THIS new de- 
velopment that highest priorities were 
granted to permit immediate production. 
Millions of pounds of this new rubber 
will be produced by General Tire at 
Baytown. 


THE DREAM OF RUBBER 
CHEMISTS has come true. Great new 
avenues of research have been opened. 
From this beginning, new processes ... 
and better rubbers . . . can be expected 
in the near future. 


THE GENERAL TIRE & RUBBER CO. 


AKRON, OHIO + WABASH, INDIANA + HUNTINGTON, W. VIRGINIA 
BAYTOWN, TEXAS o> BARNESVILLE, GEORGIA + WACO, TEXAS 
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..and for 8 Home-Front Factories... 


SOLUTION... 
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How Freight-Flow Was Improved...for the Seabees 
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2 e Here is one, out of hundreds of cases, where trailers have done 
just as war-vital service in speeding home front production: 


AMERICAN CAN COMPANY has 4 factories in Maywood, Ill.; 3 in Chicago; 


1 in Joliet, Ill. 


These 8 factories were “snowed under” with a vast criss-crossing 
volume of materials . . . plus over-the-road deliveries of finished prod- 


With 45 truck-tractors and nearly 
130 Trailmobiles, the company’s 
mobile equipment maintains ex- 
press schedules between-factories 
and direct-to-customers. This sys- 
tem is controlled from the dis- 
patching center at Maywood—by 
direct telephone and teletype com- 
munication with shippers at all 
8 factories. 

It works! So efficiently, that an 
over-all ratio of one tractor to 214 
trailers is kept in average use. 
The design of the Lapeer Trail- 
mobiles — permitting automatic 







ucts through the congested surrounding market area. 





coupling to, and automatic un- 
coupling from truck-tractors—is 
a mighty help in speeding de- 
liveries. 
New Trailmobiles 

Until recently, nearly a// of Trail- 
mobile’s production has been 
devoted to war equipment. 

Now, Government allocations 
permit us to build several thou- 
sand new commercial Trailmo- 
biles. We are building them — 
without neglecting production of 
military equipment. See your Trail- 
mobile distributor! 


LRAILMOBILE 


/. Following our invasion 
troops — often landing with 
them, our Seabees rush to pre- 
pare beachheads! Clearing 
away debris! Building roads, 
airstrips! Moving up equip- 
ment—fast! Trailers play an 
increasingly vital part in the 
Seabees’ work of getting sup- 
plies, proper tools, housing 
and equipment to where they 
are needed . .. to prepare ter- 
rain for our invading armies. 


<< 























Keep your present equipment 
rolling! Use Trailmobile Service 
Centers — 52 of them, strategic- 
ally located. Write for list. 


THE TRAILER COMPANY 


OF AMERICA 
Cincinnati9,Ohio Berkeley 2, Calif. 


Commercial Trailers for War and Peace e The Vital Link In Flexible Transportation 
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It isnt the Miles... 
Ln our expertence tts the YEARS~" 


... says William C. Winkler, whose Winkler Motor Service Whites 
have been a familiar sight on Chicago streets since the last war 


WINKLER MOTOR SERVICE, 
contract hauler for many of Chicago’s 
leading wholesalers, distributes vast 
tonnages of mostly food and groceries 


“Because of the heavy traffic conditions 
we face—especially in the ‘Loop’ dis- 
trict of Chicago, where much of our 
work is done—ours is not a high- 






















FROM WORLD WAR | TO WORLD WAR Ii 
—This photo, taken in 1918, shows 
Mr. Winkler’s original White fleet. 
Third from the right is the first 
double reduction White in Chicago. 
It bore Engine No. 2. At the extreme 
left is Mr. Winkler’s first pneumatic 
tired truck. Two of these Whites 
were in daily service until less than 
two years ago. 
* 


WILLIAM C. WINKLER, Past 
President and present 
Director, Cartage Ex- 
change of Chicago; 
Director, Central Motor 
Freight Association, 
Member of the O.D.T. 
Labor-Management 
Committee of the A.T.A. 






a par with those in effect 30 years ago, 
despite the fact that labor costs have 
risen 100 per cent,” Mr. Winkler said. 
“Increased vehicle efficiency has made- 
it possible to maintain low rates for 
shippers and at the same time give 
them much better service.” 


ent to retail stores and restaurants in mileage operation,” Mr. Winkler said. Mr. Winkler has always placed great 
vice downtown Chicago and within a “Our trucks average about 30,000 importance on proper maintenance 
; radius of 50 miles of the city. Now- miles a year, but we consider this and, except for body work and engine 
gic- adays, a great deal is delivered to mil- equivalent in truck wear and tear to reboring, his trucks are completely 
itary camps, training stations and air 100,000 miles in over-the-road service. maintained in his own garage. “White 

fields in the Chicago area. The fact that our Whites continue to . ° ; 
ant ; deserves great credit for pioneering 

a . O it year after year at low cost is the : - . 

Winkler Motor Service was founded chief reason we like them.” Inciden- Personalized Service,” Mr. Winkler 
Y in 1914 by William C. Winkler with tally, Mr. Winkler’s cost record system 214. “We have had the plan in 
one truck. In 1918, he bought his first is considered an industry model. effect for some time and it is prov- 
-alif White and today his fleet numbers ing a daily help in keeping our 


more than 60 Whites. 





“Some of our present-day rates are on 


trucks on the street.” 














THE WHITE MOTOR COMPANY ¢ CLEVELAND 


WHITE PERSONALIZED SERVICE is an extra plus of White ownership...available to help you keep your White trucks 
running efficiently and longer. Your local White Service Station has the skilled mechanics, special equipment and 
Personalized Service material to put the Plan to work for you... regardless of where your service work is done. 


FOR MORE THAN 40 YEARS THE GREATEST NAME IN TRUCKS 
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Next Gest “Thing \ 
fo a SKY HOOK! 


NE of the objectives of war is to put the 
S.... fellow’s war machines out of action. 
The job of the Army’s Heavy Wreckers is to 
move in and remove damaged equipment to 
a point of safety, where it can be made ready 
to fight again. 
These ten-ton trucks, with ten-wheel drive 
are made and equipped by the hundreds in 
our Elmira Factories for the Rochester Ord- 


nance District. They can go just about any- 
where, and perform amazing feats, because 
they are engineered to their specific job. 


You may never have need of a Heavy 
Wrecker (although a surprising number of 
inquiries have indicated a need for just such 
a vehicle), but whatever job your motor fleet 
has to do can be done better, and at lower 
cost, if the trucks are designed and built for 
the specific job they are to do... Our Sales 
Department will be glad to work with you 


now on your requirements. 


WARDLAFRANCE 


GREAT AMERICAN 


e INDUSTRIES, INC. 
a\ 
ELMIRA —--— / NEW YORK 
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EXPERIENCE 
THE PORT OF 
SAN FRANCISCO 


Has had over 


80 YEARS 


of exporence 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Buildiné — San Francisco, California 
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(wsPector FRANK MAGOLAN 


KEEPS THE ‘‘400s’’ ROLLING WHILE HIS 4 SONS FIGHT 


@ When a sleek, streamlined “400” stops at Milwaukee 
to discharge or take on passengers, it’s more than 
likely that Frank Magolan is a member of the efficient 
crew that inspects the cars of this famous train. Frank 
has been a “North Western” car inspector for years— 
an alert, keen-eyed workman who prides himself on 
doing a thorough job. 


Frank’s thoughts, these days, are largely with his boys, 
especially the four in service. Harry, the oldest, is the 
family’s representative in the Navy—he’s an aviation 
radio technician. Raymond and Arnold enlisted for 
service with the Marines. Raymond is somewhere in 
the South Pacific; Arnold at present is at Pearl Harbor. 





Corporal Jerry favored the Army. He first went to } 


Africa, then saw service in Sicily, then moved on to 


Italy where he was seriously wounded in the Battle of } 


Cassino. He’s now recuperating in this country. 

* * * 
Wonder if you feel as we do about the Magolan 
family. Somehow they seem to exemplify the spirit of 
the thousands of other families whose boys have gone 
into service. While the older folks are doing what 


they can on the home front, their uniformed sons are} 


overseas, moving determinedly forward toward victory. 


“North Western” families are represented on fighting } 
fronts all over the world. To say we are proud of them 


is putting it mildly. 


CHICAGO and 


NORTH 
WESTERN 


SYSTEM 
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ON EVERY U.S. 
HIGHWAY 


\_U.S. / 


ROGRESS toward peace has been swifter than anyone dared 
predict, thanks to our courageous fighters and their wise 
leadership. Backing up those fighters here at home, Highway is 
proud of its part in a superb wartime motor transport job—glad 
that progress toward peace warrants a partial return to the manu- 
facture of commercial trailers. 

The new improved Highway “Clipper” trailers are now in 
production. They are built to meet the demand for increased pay- 
load, lower maintenance costs, and easier service. No special 
service equipment is necessary. 

See the new Highway ‘“‘Clipper”’—a great value to buy—an 
economical trailer to operate. At your nearest Highway repre- 
sentative now—or soon. 


HIGHWAY TRAILER COMPANY 


Edgerton, Wisconsin 


Truck Trailers and Bodies « Earth Boring Machines e 
Winches and other Public Utility Equipment 


HIGHWAY 


AMERICA’S QUALITY 


TRAILERS 
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IT’S MERELY A MATTER OF HOURS BETWEEN 
PACKING and UNPACKING 






When you ship to Mexico 
“Via American Airlines International Air Express” 


How long should a shipment take to reach its destina- 


You save time, trouble, and expense when you 
tion? Just long enough to get there — AND NO LONGER! 


send your cargo speeding to and from Mexico this 


It makes a lot of difference to your business whether A merican air way. Mark yo shipments “Via 
there are days and weeks—or MERELY HOURS—between American Airlines International Air Express.” 
the packing and unpacking of your goods. ~ PREPAID, C. 0. D. and COLLECT service 
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AMERICAN AIRLINES Jc. 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 
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“Out where the West begins” is where 
important food for war begins too. 
The thundering herds of our western 
ranges stand for a basic food men eat 
to fight on, men eat to work on. 
When the war cry went out for meat 
and still more meat, America’s western 


ranchers, stockmen and farmers respond- 
ed by raising the greatest number of 
beef cattle, hogs and sheep in the history 
of this country. 

Put her there, partner! You're doing 
a great job in that fighting Home on 
the Range! 


SANTA FE SYSTEM LINES 


""ALONG THE ROUTE TO TOKYO" 
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Bees are storing honey for the winter days ahead. 
Let’s be wise, too, and plan an abundant future now. 
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NIMEANS EVERYTHING 


4 


WO BASIC THINGS always have spelled satisfaction 
to the fleet-owner tire buyer. One is, lowest cost per 
ton mile, and the other is—a trusting relationship 


with his source of supply. 


Often, a tire deal is based on confidence in the other’s integ- 


rity as much as on service, or price, or public acceptance. 


Mansfield, through a system of friendly large-volume jobbers, 


has made possible tires as low in cost as any obtainable. 
Quality is the equal to any—and tires made by Mansfield 


are as quickly available as local transportation can handle. 


Of equal importance, is the year-after-year satisfaction that 
can be yours from an association with your local jobber 


based on proven confidence and a mutual desire to serve. 


* * * * 


Long after a tire purchase has been made, after price has been forgotten, you will 
remember your fine contacts with the men with whom you do business. 
Make such associations the basis of lasting friendships — the 


keystone for your greatest satisfaction in buying tires. 
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Are you really up to date ? 





Bt Do you know that river shipping has become “‘big 
ANS H-A A business?” ... that Pittsburgh has become the 
SX! Z : 
Sad OF third largest tonnage port in the entire world? ... 
——r4 yb eer ‘ — 
LES 1am Pt tl that no other transportation can offer the positive 
. wasted aa, AT, : , 
ee ee oe Yo 000 0 saving mile for mile that you get when you use 


inland waterways? ... that Union Barge Line with 

; : its modern towboats and barges, its systematized, 

Bye bo precision traffic control, has become one of America’s 
most important shipping systems?—Today, canned 

goods and cotton, matches and machinery, auto- 

mobiles and sugar, lumber, steel, grain, oil and 


countless other commodities and products go by 






Union Barge—to key distributing centers 
throughout the mid-continental area— 
and at a saving in shipping costs that 
goes a long way toward solving the prob- 
lems of sales competition and short profit margins. 
Write for our booklet —it will help you see how 
Union Barge fits so perfectly into your trans- 


portation picture. 


DRAVO BUILDING ¢ PITTSBURGH 22, PA. 








Union Barge Line Corporation 
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And Still No Travel Rationing 


One. of the quirks in human nature and methods of 

reasoning is the tendency to make the facts, what- 
ever they may be, fit the theories or desires of the one 
doing the reasoning. We have pointed this out before in 
connection with the matter of rationing passenger 
travel, which we are convinced should be attempted 
but to which the O. D. T. and the railroads are opposed. 

For instance, we note that Director Johnson, of 
the O. D. T., expresses himself as “very much pleased” 
because Labor Day travel this year was only “slightly 
above last year.” Now we, who think passenger travel 
should be rationed and that the constant appeals made 
to the public not to use the trains fall on deaf ears, 
would say it this way: “In spite of all the appeals that 
have been made by the O. D. T. to the public to stay 
off the trains all the time and last Labor Day especially, 
there was more travel in that holiday season this year 
than there was last year—which seems to show that 
such appeals have little or no effect. If they had any 
effect, travel would have been at least somewhat lighter 
this year than last.’”’ Perhaps we are affected by the 
same quirk that we have mentioned, but the facts seem 
to bear us out. 

Director Johnson’s glee over the fact that travel 
this year on Labor Day was only a little higher than it 
was last year might have some justification if travel 


last year had been light, but the fact is that last year 
(see Traffic World, September 11, 1943, page 591), the 
same kind of report was put out by the O. D. T. Pas- 
senger travel, it said then, was extremely heavy though, 
again, ‘‘was generally less than had been expected.” It 
would seem, would it not, that even the O. D. T. does 
not expect its appeals to be regarded? One does not 
know what it expected travel would be either this year 
or last year and one cannot tell with certainty to just 
what the increase was due, but, certainly, if appeals to 
patriotism are worth anything, it could be expected that 
there would be at least some lightening in the passenger 
load after all that has been said. 

The cold, hard fact is that appeals to the public on 
the ground of patriotism to deny itself anything are, 
for the most part, valueless. If you don’t believe that 
and, perhaps, think you may be the only one “chiseling,”’ 
just talk to your friends or listen to conversations any- 
where you may happen to be. When the talk gets around 
to the subject, you will hear people who think they are 
good citizens not just admitting but bragging how they 
get extra food points, or extra gasoline, or use their 
“pulls” to get Pullman space. Don’t you know some 
“good citizen” who gets a “C” card because of some 
Official position he holds and then uses the gasoline to 
which he thinks himself to be “entitled” hardly at all 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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in pursuit of the purpose for which it was granted but 
for some purpose that would not entitle him to it? 
Don’t you know people who can’t get extra gasoline 
legitimately, but who salve their consciences with some 
sort of excuses and patronize the black market? Don’t 
you know people who do the same thing with beef or 
butter? If you don’t, you don’t know many people or 
they don’t talk frankly to you. As a matter of fact, 
don’t you do something like that yourself? Do you stay 
off the trains when you want to go some place if you 
can possibly wangle a space reservation? 

And there, by the way, is one of the annoying fea- 
tures of present travel conditions. You ask for a reser- 
vation, your name and address are taken, and you are 
told you will be served in turn when and if space is 
found. But are you? You are not, unless you have some 
kind of “pull.’”’ Some important shipper, or a friend of 
an important shipper, or a friend of a railroad official, 
or a railroad official himself, gets to the right railroad 
man and your name is pulled out and that of the favored 
one put in ahead of yours. 

The truth is that the only thing that acts as a de- 
terrent on passenger travel is the knowledge that travel- 
ing, due to the crowds and the uncertainties, is uncom- 
fortable. Therefore, a good many people stay at home 
who would otherwise travel. They don’t stay at home in 
order to conserve railroad facilities; their gripe is that 
they don’t know some one who could “fix them up.” 

It may, of course, be pointed out that many pro- 
posed conventions have been canceled because of ap- 
peals by the O. D. T. to conserve transportation, but, on 
the other hand, many have not been, and among the 
latter are some the sponsors of which are, or should be, 
fully aware of the situation and the appeals, but who 
not only hold their conventions as usual but include 
entertainment features and invite those attending to 
bring their “ladies.” 

We think every aspect of the situation supports us 
in our view that passenger travel ought to be rationed. 
The “impossibility” of the task is just an excuse for not 
doing it. No scheme would work to perfection any more 
than other rationing systems work one hundred per 
cent, but there should be rulings as to what constitutes 
“necessary” travel to be permitted and what is not 
necessary and not to be permitted. Prospective pur- 
chasers of tickets should be compelled to sign state- 
ments as to their desires and necessities and should be 
turned down when their replies are not satisfactory. To 
be sure, a lot of them would lie and it would be diffi- 
cult, if not impossible, to check on them, but there would 
not be enough liars to equal the number of unnecessary 
travelers now. In other words, a good many people 
would not lie on paper, just as a good many people do 
not lie now when appearing before their ration boards. 
The fear of penalties is a powerful deterrent. 

Not that it is proof, one way or the other, as to 
whether appeals to stay off the trains are having ef- 
fect—there are too many other factors to be considered 
—but because it is interesting and has at least some 
bearing, here are the Interstate Commerce Commission 
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statistics as to the number of passengers carried by the 
railroads and the passenger miles for September of the 
four years, 1940-1943: 1940—40,055,200 passengers car- 
ried and 2,144,130,819 passenger miles; 1941—41,812. 
970 and 2,534,007,989; 1942—61,553,015 and 5,499,821. 
239; 1943—74,494,242 and 7,850,903,795. Those figures 
represent huge increases; of course, a lot of the increase 
is due to military travel—in which, by the way, econ- 
omies could be effected—but they don’t look as if there 
had been much corresponding reduction in civilian 
travel. Why not do something worth while about a very 
serious situation? 


Transport Board Failure 


Though it has spent more than a million dollars 

appropriated for it by Congress, the Board of In- 
vestigation and Research created by the transportation 
act, 1940, will pass out of existence September 18 with- 
out having made any important contribution toward 
meeting the objectives of that act. It has made recom- 
mendations, to be sure, but they could have been made 
without the expenditure of anything like a million dol- 
lars. It made a fatal mistake when, seeking further 
appropriation for its work, it agreed to make a report 
and recommendations with respect to the controversial 
interterritorial rate problem in return for the appro- 
priation. How it thought it could thereafter command 
respect for its recommendations we do not know. 
Whether it took the point of view of southern interests, 
as it did, or the view of northern interests, it was bound 
to lose any reputation it might have had for impar- 
tiality in passing on broad questions of transportation 
policy. It would have been better if it had refused to 
“knuckle” to the southern senatorial bloc that made 
possible the voting of the appropriation and closed its 
doors then than to have done what it did. As it turned 
out, Congress grew tired of appropriating money for the 
board and, in the last few months, the board has been 
scraping the bottom of the barrel to keep going with a 
handful of employes. Bills were introduced in the Senate 
and House providing for extension of its life beyond 
September 18, the expiration date under existing law 
and proclamation of the President, but nothing has been 
done with them. 

Thus ends what many hoped would result in a turn 
for the better in national transportation policy. Con- 
gress asked the board for enlightenment on three major 
issues—the relative economy and fitness of carriers by 
railroad, motor, and water for transportation service, 
with a view of determining the service for which each 
type of carrier was especially fitted; the extent to 
which the several classes of carriers had been subsidized 
by the government; and the extent to which taxes were 
imposed on such carriers by governmental agencies. 
Instead of devoting its whole time to seeking the an- 
swers Congress wanted, the board set about it to in- 
quire into many phases of transportation and the regu- 
lation thereof. It decided on an investigation as to how 

(Continued on page 716) 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Larson Transportation Purchase 


By a report and order in MC F-2340, Denver & Rio Grande 
Western Railroad Co. (Wilson McCarthy and Henry Swan, 
Trustees)—Control; Rio Grande-Motor Way, Inc.—Control— 
Larson Transportation Co., the Commission, division 4, has ap- 
proved and authorized, subject to condition, acquisition by Mo- 
tor Way and the D. & R. G. of control of Larson Transportation 
Co., of Denver, Colo., through purchase of all of the latter’s 
outstanding capital stock. The report said that the acquisition 
would enable the D. & R. G. W., through its subsidiary, the 
Denver & Salt Lake Railway Co., to use service by motor 
vehicle to public advantage in its operations and that it would 
not unduly restrain competition. It noted that savings to the 
D. & S. L. through the elimination of train stops at certain 
points, ‘in freight car per diem,” and through other economies, 
resulting from the proposed service, were estimated at $5,000 a 
year. It said that, in addition to coordinated rail-truck service, 
Larson Co. would continue its all-truck local and through serv- 
ice not connected with rail service. 

The report said the Larson Co. operated as a common car- 
rier of general commodities and high explosives between Den- 
ver and Craig, Calif., over U. S. highway 40, serving 13 inter- 
mediate and 5 off-route points and that it had filed “registra- 
tion application” in MC 68370, Sub. 2, supported by a Colorado 
intrastate certificate, describing operations in interstate or for- 
eign commerce under the exemption of the second proviso of 
section 206(a) of the interstate commerce act in the transpor- 
tation of freight between Denver and Steamboat Springs, and 
within 50 miles of the latter point, household goods between 
points in that territory and all points in Colorado, and fruit 
from western Colorado to points in the said territory, and that 
it held additional intrastate rights in Colorado. The report said 
it would discontinue all operations under the aforementioned 
exemption in the event of. approval of the instant application, 
and that ‘our findings so contemplate.” It said that the con- 
sidered route, 213 miles, was complementary to routes of Motor 
Way, except between Denver and the junction of U. S. highway 
40 and 6, 41 miles. Denver was the only point served in com- 
mon by the two carriers, the report said, and that Denver was 
the only point served in common by the railroad and Larson 
Co. It added that all points served by the latter were stations 
on the D. & S. L., except Idaho Springs. Approximately 85 per 
cent of the Larson Co. revenue was derived from intrastate 
traffic, the report said. None of the employes of Larson Co. 
a be displaced as a result of the proposed transaction, it 
said. 

The report pointed out that the D. & S. L. had formerly 
operated a daily 1. c. l. freight service between Denver and 
Craig, but that, in order that the railroad might more effi- 
ciently handle war traffic through the Moffat tunnel, the D. S. 
& L. now provided tri-weekly service, consisting of a mixed 
train leaving Denver at night and arriving at Craig the follow- 
ing morning, adding that it maintained pick-up and delivery 
service at Steamboat Springs, Hayden, and Craig. At all other 
points, it said, freight must be called for and delivered at the 
rail station. Such service had not proven satisfactory to ship- 
pers, it said, and that, under “proposed coordinated rail-truck 
service, 1. c. 1. freight from Denver to points between and in- 
cluding West Portal and Kremmling would move over the D. S. 
& L. to Kremmling and thence back to destination by truck. 
Similar service to other points would be by rail to either 
Phippsburg (a division point on the D. & S. L.) or Steamboat 
Springs and thence by truck to destination. It is expected that 
such coordinated traffic would comprise about 15 per cent of 
the total handled by Larson Co. It is estimated that from 100 
to 150 freight car days per month would thus be made avail- 
able for service elsewhere.” 


WESTERN CARLOADING ACQUISITION 


The Commission, division 4, by an order in FF-79, Western 
Carloading Co. Acquisition by Western Carloading Co., Inc., 
has approved and authorized acquisition by Harry F. Leveson, 
Eleanor Hahn, and Western Carloading Co., Inc., of the operat- 
ing rights of Harry F. Leveson and Eleanor Hahn, doing busi- 
hess as Western Carloading Co., under permit issued August 11, 
authorizing the forwarding of commodities generally from all 
points in Alabama, Connecticut, Delaware, Georgia, Maine, 


Maryland, Massachusetts, New Hampshire, New Jersey, New 
York, North Carolina, Pennsylvania, Rhode Island, South Caro- 
lina, Tennessee, Vermont, Virginia, West Virginia, and the Dis- 
trict of Columbia, to all points in California. The order required 
that the authority granted be exercised on or before Novem- 
ber 9. 

It further required that any amounts appearing in the ac- 
counts of Western Carloading Co., Inc., representing good will, 
the value of the permit, or the value of any other intangible 
asset, as a result of this acquisition, be amortized by charges to 
income over a period of five years or by writing off in any one 
year within the five-year period the entire unamortized balance. 

The order further said that the authority granted was con- 
ditioned on Western Carloading Co., Inc., conducting separately 
from the operations of any other freight forwarder subject to 
the interstate commerce act the services authorized by the per- 
mit issued August 11. 





WESTERN PACIFIC REORGANIZATION 

The Commission, division 4, by a report and order in 
Finance No. 10913, Western Pacific Railroad Co. Reorganiza- 
tion, has approved a maximum limit of $197,111.23 for reason- 
able and necessary expenses incurred and to be incurred by the 
reorganization committee, exclusive of fees and expenses of 
their attorneys, in carrying out and putting into effect the plan 
of reorganization of the Western Pacific. The order required 
that $60,638.48 should constitute the maximum limit fixed for 
contingent tax liability, and that the remainder, $136,472.75 
should constitute the maximum limit fixed for all other purposes 
specified in the petition of the committee and in the report. The 
reorganization committee had asked for the amount granted. 


Gannon Contract Rights 


The Commission, division 5, by a report in MC 90904, John 
J. Gannon, Contract Carrier Application, has found that opera- 
tion by the applicant, in interstate or foreign commerce, as a 
contract carrier by motor vehicle of paper bags from New York, 
N. Y., to points in Bergen, Hudson, Passaic, Essex, Morris, 
Somerset, Middlesex, Monmouth, and Union counties, N. J., over 
irregular routes, and of rejected shipments in the reverse direc- 
tion, would be consistent with the public interest and the na- 
tional transportation policy. The report said an appropriate per- 
mit would be issued on compliance by the applicant with the 
requirements of sections 215 and 218 of the interstate commerce 
act. 


The report pointed out that in August or September, 1934, 
the applicant began to transport paper bags for the Brooklyn 
Standard Bag Corporation, and that since then he had served 
only that firm, transporting paper bags from its Brooklyn plant 
to numerous points in northern New Jersey. It said that, had 
he timely filed his application, he would have been entitled to 
certain “grandfather” rights, but that, under an honest but 
erroneous belief that his interstate operations were within a 
metropolitan area and therefore not subject to federal regula- 
tion, he had been negligent in filing for authority and in prose- 
cuting his application. It said that his original application, for 
lack of prosecution and his failure to respond to a “show cause” 
order, was dismissed by the Commission February 3, 1939, and 
that, as a result of this, and at the suggestion of a Commission 
field representative, he had discontinued operations on June 15, 
1943. On September 28, 1943, it said, he had filed another appli- 
cation and had petitioned for vacation of the dismissal order. 
The report said the Commission had vacated that order, and 
had provided that the second application would be considered 
as an amendment to the restored original application, and that, 
in the meantime, the applicant had resumed his operations. 

The report said that, based on the applicant’s personal 
knowledge of the distribution of the manufacturer’s products 
and its shipping practices, and the manufacturer’s preference 
for the applicant’s service, ‘we conclude that there is a need 
for applicant’s long continued service.” 

The division granted authority to serve Morris county. It 
said that certain exhibits submitted by the applicant showed 
substantial service to a great number of points in the nine 
counties named as destination counties, except Morris, adding 
that “that county is partially surrounded by other counties in 
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the territory and is logically a part of it. Its omission would 
merely leave a gap in the territory. In view of this, and of the 
uncontradicted oral testimony, it will be included in the au- 
thority granted.” It added that a return service for rejected 
goods had been an essential part of the operation. 

The report said that, in his exceptions, the applicant for 
the first time had contended that he should be authorized to 
transport paper bags between New York, N. Y., on the one 
hand, and the nine New Jersey counties, on the other. It said 
that, except for rejected shipments, there was no evidence that 
he had ever transported from New Jersey or that there was any 
need for such a service, but added that “we agree that applicant 
should be authorized to transport from New York, N. Y., rather 
than merely from Brooklyn. An origin limitation to a part of 
the entire city would be unnecessary and unduly restrictive. The 
application will be considered as amended to conform to this 
action.” 


Auto Truck-Away Authority 


Evidence of a growing demand on the part of the public 
that motor vehicles purchased be transported, and not driven, 
from the point of manufacture to the point of delivery, and lack 
of carrier facilities serving the Studebaker plant at South Bend, 
Ind., to satisfy that demand, with the consequent loss of some 
sales, was cited by the Commission, division 5, in granting most 
of the truck-away authority requested by a group of carriers 
serving that plant. The report and order was issued in MC 
1184, Sub. 2, George F. Burnett Co., Inc., Extension, embracing 
MC 35428, Sub. 2, F. W. Myers, Extension; MC 18229, Sub. 4, 
F. O. Bolin, Extension; MC 92722, Sub. 2, Robert R. Walker, 
Extension; and MC 100884, Sub. 1, Caravans, Inc., Extension. 

The report said that numerous rail and motor carriers had 
opposed the applications, and that “Walker and Caravans op- 
pose the application of each other applicant herein;- Burnett, 
Myers, and Bolin oppose that of Caravans; and Myers opposes 
that of Walker... .” At the time of the hearing, it said, the 
parties contemplated that automobile production would increase 
materially but that it had, instead, ceased. Nevertheless, it 
continued, applicants having made cases on which the Commis- 
sion usually granted authority they should be granted certain 
portions of the authority sought, “for presumably they are in 
no worse condition than other automobile transporters.” It 
would be placing an undue hardship on the applicants to com- 
pel them to present their evidence again after conditions should 
have changed, the report said. Commenting on the authority 
sought, the report said, in part: 


The principal authority sought through these applications is in 
truck-away service from South Bend. None of the applicants presently 
holds any truck-away authority, but each holds a certificate, or a permit, 
as hereinafter described, in drive-away service from South Bend. The 
territory sought in some instances is greater and in other instances 
is less than the presently authorized drive-away territory. Walker, 
who now holds a certificate authorizing drive-away operations from 
South Bend to points in 9 states, here seeks truck-away authority from 
South Bend to points in 34 states and the District of Columbia; and 
Caravans, which now holds a permit authorizing contract carrier oper- 
ation by drive-away method from South Bend to St. Louis and Kansas 
City, Mo., and Philadelphia, Pa., here seeks a certificate as a common 
earrier authorizing both drive-away and truck-away operations from 
South Bend to points in 40 states and the District of Columbia. 


The authority granted the carriers was as follows: 


In MC 1184, Sub. 2, new automobiles, new trucks, and new chassis, 
in initial movements (a) in truck-away service, from South Bend, Ind., 
to St. Louis, Mo., and points in Connecticut, Delaware, Illinois, Indi- 
ana, Iowa, Maine, Maryland, Massachusetts, Michigan, Minnesota, Ne- 
braska, New Hampshire, New Jersey, New York, North Dakota, Ohio, 
Pennsylvania, Rhode Island, South Dakota, Vermont, Virginia, West 
Virginia, Wisconsin, and the District of Columbia, and (b) in drive- 
away service from South Bend to points in Indiana, over irregular 
routes. 

In MC 35428, Sub. 2, (1) new automobiles, new trucks, and new 
chassis, in initial movements (a) in truck-away service from South 
Bend, Ind., to points in Connecticut, Indiana, New Jersey, New York, 
Ohio, and West Virginia, and (b) in drive-away service from South 

“ Bend to points in Indiana, and (2) new chassis, in initial movements, 
in drive-away service, from South Bend to points in Connecticut, 
Kentucky, New Jersey, New York, Ohio, and West Virginia, through 
Pennsylvania when necessary, Over irregular routes. 

In MC 18229, Sub. 4, new automobiles, new trucks, and new chassis, 
in initial movements, in truck-away service, from South Bend, Ind., 
to points in Indiana, New York, Ohio, Pennsylvania, and West Vir- 
ginia, over irregular routes. 

In MC 92722, Sub. 2, new automobiles, new trucks, and new chassis, 
in initial movements, in truck-away service, from South Bend, Ind., 
to points in Arkansas, Indiana, Louisiana, Mississippi, and Texas, 
through Illinois, Kansas, Kentucky, Missouri, Oklahoma, and Ten- 
nessee when necessary, over irregular routes. 

In MC 100884, Sub. 1 (also finding operations of Caravans, Inc., to 
be those of a common carrier), new automobiles, new trucks, and new 
chassis, in initial movements, in drive-away and truck-away service, 
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from South Bend, Ind., to St. Louis and Kansas City, Mo., Philadel. 
phia, Pa., and points in Indiana, through Illinois, West Virginia, and 
Ohio when necessary, over regular routes; certificate to be granted on 
condition that the permit issued in MC 37722 be relinquished anq 
revoked. 


The report pointed out that truck-away service was avail- 
able to competitors of Studebaker from other points of origin, 
for the same destinations, and said that, in order to cope with 
this competition Studebaker and its distributors and dealers 
desired also to have such service available. It said that there 
was no evidence of any need for the transportation of motor 
vehicles other than automobiles, trucks, and chassis. 

As to the movement of chassis from South Bend to conver- 
sion or body plants in Indiana, where special bodies were placed 
thereon and the completed vehicles delivered to ultimate desti- 
nation, and as to the transportation of vehicles to points in 
Indiana for transportation by water to points in other states, 
the report said the described movement in Indiana was an in- 
tegral part of through transportation in interstate or foreign 
commerce and was, therefore, subject to the certificate require- 
ments of section 207(a) of the act. 

The report said that Caravans provided tow-bars and hook- 
up service for a large number of dealers who drove their own 
cars from South Bend, and that, on this record, it did not ap- 
pear that this activity constituted transportation by motor vehi- 
cle in interstate or foreign commerce. As to a request for 
authority on the part of three of the carriers to transport auto- 
mobile parts and accessories belonging to and intended to be 
used in the vehicle transported, in initial and secondary move- 
ments, in drive-away and truck-away service, the report said 
these parts and accessories might be transported under the 
authority to transport new trucks or new automobiles and that 
no separate authority therefor was needed. 

Referring to a claim by Robert R. Walker that he should 
have all the authority requested on the ground that he was the 
first to file an application, the report said that this fact in and 
of itself did not entitle him to any special consideration in the 
circumstances. It said that the question of priority in filing an 
application was of minor importance and, unless other things 
were equal, should be given little consideration in determining 
whether public convenience and necessity required a proposed 
operation. 

It said that there was no showing that the granting of the 
involved authority would materially affect any of the pro- 
testants and that the motor carrier protestants transported few, 
if any, automobiles that originated at South Bend. It continued: 


The record also establishes a need for both drive-away and truck- 
away service from South Bend to points in Indiana, in the transporta- 
tion of vehicles or chassis to special-body plants, from whence the 
completed vehicles are transported to destinations in other states. 
The latter authority will be granted to all applicants herein, except 
as to Bolin and Walker, who do not seek drive-away authority and 
who will be authorized to perform only truck-away service to Indiana 
points. 


As to other authority requested and denied, the report said 
there was no convincing evidence of record as to the need for 
any additional service, and that there was no showing that the 
present service to such points was inadequate. F. W. Myers 
was denied authority to perform drive-away service from Lima 
and Bellefontaine, O., in initial or secondary movements. G. O. 
Bolin was denied authority to perform service by drive-away 
and truck-away, between Ardmore, Pa., on the one hand, and 
points in numerous eastern, southern, and middlewestern states, 
on the other. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Boots, Etc. 


I. & S. M-2372, Boots, Moccasins, Shoes, and Rubbers be- 
tween Massachusetts points. By division 3. Discontinued. Pro- 
posed increased any-quantity rates between Boston, on the one 
hand, and Amesbury, Beverly, Brockton, Chelsea, Danvers, 
Haverhill, Lynn, Newburyport, Peabody, Salem, and Worcester, 
Mass., on the other, from 27 cents to 33 cents, unjust and un- 
reasonable, without prejudice to establishment of less-truckload 
rates on the basis of third class, column-D, rates. Proposed 
minimum charge a shipment between Boston and Brockton un- 
reasonable to the extent that it was less than 40 cents a ship- 
ment. As to cancellation of any-quantity rates between Boston 
and Everett, Georgetown, Hudson, Malden, Marlboro, Stene- 
ham, Wakefield, Waltham, Watertown, and Worcester, Mass., 
that would result in the application of higher third-class rates, 
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the report said there was no movement of shoes over respond- 
ent’s lines, except between Boston and Worcester. Respondent 
should not be required to maintain commodity rates on shoes 
between points where there were no movements, it said, but 
that Worcester was entitled to the same basis of rates as other 
points from and to which there were shipments. Respondent 
required to cancel schedules, to the extent found unlawful, on 
or before October 15, on not less than one day’s filing and post- 
ing. Order of February 23, suspending the operation of the 
schedules until September 24, vacated to the extent it suspended 
the operation of the schedules found lawful. 


Sectional Flooring 


No. 29046, Green Lumber Co. vs. Gulf & Ship Island Rail- 
road Co., et al. By the Commission, Commissioner Alldredge. 
Dismissed. Rate of $1.21 charged on sectional flooring, sectional 
roofing, and sectional walls, consisting of lumber fastened to- 
gether with nails and cleats, shipped in carloads, from Laurel, 
Miss., to points in Washington, Oregon, and California, found 
applicable rate and applicable rate not shown to have been 
unreasonable. The report said the evidence was convincing that 
the panels shipped were in fact floors or flooring, roofing, or 
walls in sections, to be used in rough types of buildings, and 
therefore fell within the commodity description published in 
connection with the assailed rate. It said the tariff had provided 
that the rates published therein on commodities were specific 
and must not be applied to analogous articles. 


MOTOR CERTIFICATE REVOCATION 


Authority to conduct long-haul household goods service has 
been revoked by a report and order of the Commission, division 
5, with Commissioner Lee noting a dissent, in MC C-374, Aero 
Mayflower Transit Co., et al vs. William Schafer & Son, Inc., 
permitting the defendant carrier, in MC 74651, to continue 
operations Only between points in Essex county, N. J., on the 
one hand, and, on the other, points in New York in the New 
York City commercial zone. 

The report said the defendant had been authorized to trans- 
port household goods as a common carrier between points in 
Essex, Hudson, Union, Passaic, and Bergen counties, N. J., on 
the one hand, and, on the other, points in New York, Rhode 
Island, Connecticut, Massachusetts, Maryland, Delaware, Vir- 
ginia, and the District of Columbia. It said that the examiner’s 
recommended order became effective as the Commission’s order 
on April 13, 1944, requiring the defendant, within 30 days from 
that date, to institute reasonable continuous and adequate serv- 
ice, and within 10 days thereafter to inform the Commission 
of the manner and details of his compliance with the order. 

The report pointed out that only three local shipments had 
been shown to have been transported and that they had moved 
between points in Essex county and points in the New York 
City commercial zone, in the week beginning March 27. It said 
that there had been no interstate movements even of a local 
character since that date, and that it might ‘“‘seriously be ques- 
tioned whéther defendant has actually bona fide resumed any 
part of its authorized operation.” It added that a bona fide 
local operation such as between New York City and adjacent 
New Jersey points should be marked by a greater consistency. 
of movement than would be expected of a long-haul service and 
that the absence of any interstate service local or otherwise in 
the six weeks prior to the filing of the affidavit of compliance 
was not explained. In authorizing the aforementioned service, 
the report said that “we are not disposed to be unduly exact- 
ing,” and pointed out that that service was somewhat in a class 
with defendant’s local intrastate operations. 





Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 19881, Sub. 2, John F. Griffin and William E. Mc- 
Namara, Albany, N. Y., extension. Certificate denied, but the 
report said the Commission, division 5, on its own motion would 
give consideration to the issuance of authority to operate tem- 
porarily as a common carrier of general commodities, with the 
usual exceptions, between Albany, N. Y., and points in N. Y. 
and Mass., within 25 miles of Albany, on the one hand, and, on 
the other, points in Conn., within 85 miles of Springfield, Mass., 
Over applicants’ authorized routes between Albany and Spring- 
field, and over irregular routes to and from points beyond, not 
including, however, operations applicants were presently au- 
thorized to perform. 

*MC 31021, Sub. 8, Hanson Motor Express, Inc., Chicago, 
lll., extension. Certificate granted. General commodities, with 
exceptions, (a) serving all points in the Chicago commercial 
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zone, except Chicago, and all points in the Cincinnati commer- 
cial zone, except Cincinnati, as intermediate or off-route points 
in connection with applicant’s presently authorized regular- 
route operations; (b) between junction of Ill. highway 1 and 
U. S. highway 24 east of Watseka, Ill., and Kentland, Ind., over 
U. S. highway 24, as an alternate route for operating conven- 
ience only in connection with its other authorized operations, 
with no service at any intermediate points; and (c) between 
Dayton and Vandalia, O., over U. S. highway 25, as an alter- 
nate route, restricted to the movement of empty vehicles to be 
used in conducting operations otherwise authorized. 

*MC 36536, Sub. 1, Hoffman’s Motor Transportation, Belle- 
ville, N. J., extension. Certificate granted. Commodities that, 
because of size or weight, require the use of special equipment, 
and contractors’ materials, supplies, and equipment moving in 
connection therewith that do not necessarily require such spe- 
cial equipment, and dining cars, between all points in Pa. east 
of the Susquehanna River, D. C., Conn., Del., Md., Mass., N. J., 
N. Y., and R. I., over irregular routes, subject to condition that 
applicant surrender for cancellation its certificate in MC 36536. 
The report said the authority granted in the instant proceeding 
duplicated and exceeded in scope that previously authorized in 
MC 36536, and that applicant’s purpose was to obtain authority 
to perform a non-radial service between all points in D. C. and 
the states now served, and to add Va. to the territory. 

*MC 58164, Sub. 1, Thomas W. Finch, Mobile, Ala., com- 
mon carrier. Certificate granted. Household goods, between 
points in Mobile and Baldwin counties, Ala., on the one hand, 
and, on the other, points in Ala., Ark., Fla., Ga., La., Miss., 
and Tenn., over irregular routes. 

*MC 84728, Sub. 14, Safeway Trails, Inc., Washington, 
D. C., extension. Certificate granted. Passengers and their 
baggage, and express, mail, and newspapers in the same vehicle 
with passengers, between Baltimore and Benson, Md., over Md. 
highway 147, serving all intermediate points. 

*MC 93318, Sub. 1, Joe D. Hughes, Inc., Houston, Tex., 
extension, embracing MC 93318, Sub. 2, Same. Amended cer- 
tificate in lieu of outstanding certificates granted, on reconsid- 
eration, and findings in prior reports, 8 M. C. C. 453, and 26 
M. C. C. 859, modified with respect to commodities. Machinery, 
materials, supplies, and equipment incidental to or used in the 
construction of natural gas and petroleum; and pipe, and such 
machinery, materials and supplies as are incidental to or used 
in connection with the construction, operation, maintenance, 
and dismantling of gas, gasoline, and oil pipe lines, applicant to 
surrender outstanding certificates for cancellaiton. 


*MC 103528, Sub. 6,°T. R. Nowlin, Sherman, Tex., contract 
carrier. Permit granted. Shortening, oleomargarine, and cook- 
ing and salad oils, from Sherman, Tex., to certain points in 
Ark., La., and Okla., over irregular routes, and rejected ship- 
ments on return. 

*MC 104724, R. Q. Black, Atlanta, Ga., contract carrier. 
Permit granted. Malt beverages, in containers, from Atlanta, 
Ga., to Fort McClellan, Opelika, and Tuskegee, Ala., and empty 
containers on return, over irregular routes. 

*MC 30938, Sub. 3, Eastern Transportation Co., Boston, 
Mass., extension. Certificate granted. New furniture (from 
specified points and areas in Mass. to points in Me., N. H., Vt., 
R. I., Conn., N. Y., and N. J., and rejected or damaged ship- 
ments on retturn; and (2) from points in the New York com- 
mercial zone to points in R. I., Conn., N. H., Me., and Mass., all 
over irregular routes. 

*MC 3677, Washington, Marlboro & Annapolis Motor Lines, 
Inc., Bradbury Heights, Md., extension. Certificate denied. Pas- 
sengers and their baggage, and express, mail, and newspapers 
in the same vehicle with passengers, over a specified route, be- 
tween Washington, D. C., and Camp Springs Army Air Base, 
Md., serving certain intermediate points. 

*MC 12286, Peter A. Bernacki, Philadelphia, Pa., broker. 
License granted. General commodities, with exceptions, from 
Philadelphia to points in 25 states and D. C. 

*MC 64443, Sub. 2, Harold W. Foster, Winchendon, Mass., 
extension. Certificate denied. The report said that the Commis- 
sion, on its own motion, would give consideration to issuance of 
temporary authority. Forest products and lumber, from points 
in a described area of Vt., to Merrimack, Manchester, Milford, 
Nashua, and Wilson, N. H.; and from points in Vt. and N. H. 
on and south of U. S. highway 4 to Hazardville, Conn., and to 
points in Mass., except Winchendon and Boston and points with- 
in 10 and 20 miles of those points, respectively, over irregular 
routes. 

*MC 70614, Sub. 2, Barnett Trucking Co., Cleveland, O., 
extension. Certificate denied. General commodities, with ex- 
ceptions, moving under bills of lading of freight forwarders, 
between points in O. and certain portions of Pa., N. Y., and 
W. Va., over irregular routes. Commissioner Lee noted a dissent. 

*MC 73381, Sub. 2, Harris Truck Lines, Inc., Omaha, Neb., 
extension. Certificate denied. Fresh meats, packing house prod- 
ucts, and other specified commodities, between Denver, Colo., 
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and Chicago, Ill., from Chicago to Omaha, Neb., and from 
Omaha to Denver. The report said the application was based 
on the broad ground that applicant was limited under its pres- 
ent authority to the handling of special commodities eastbound 
only, among other things, and could not operate economically 
and efficiently, but that the national transportation policy did 
not dispense with the necessity of establishing public conven- 
ience and necessity. Commissioner Lee dissented, saying the 
“grandfather” application should be reopened for formal hear- 
ing, as well as the instant proceeding. One-way operations were 
necessarily inefficient and uneconomical, he said, and that few 
carriers so restricted their operations. 

*MC 103464, Sub. 2, Patrick Griffin, Fort Collins, Colo., ex- 
tension. Certificate granted, and holding by applicant of permits 
in MC 21246, and MC 21246, Subs. 1, 2, and 3, and instant cer- 
tificate, consistent. Cement, lime, and plaster, from specified 
points in Colo., to specified points in Neb. and Wyo., and return 


of empty sacks to specified points in Colo., over designated 
routes. 





FINANCE APPLICATIONS 

Finance No. 9146, Third Supplemental. Guy A. Thompson, trustee, 
Missouri Pacific Railroad Co., asks authority to take such steps as 
may be necessary to make effective delivery to the Reconstruction Fi- 
nance Corporation of $55,000 first mortgage bonds of the Prescott & 
Northwestern Railroad Co., to be dated as of October 1, 1944, and to 
mature October 1, 1949, together with $20,000 in cash, in exchange for 
$75,000 first mortgage bonds of the P. & N. now pledged with R. F. C., 
and due October 1. The old bonds, the application says, are to be 
cancelled and surrendered to the P. & N., the new bonds to be held 
by R. F. C. as part security for a loan heretofore made by R. F. C. 
to the Missouri Pacific, in the same manner as the old bonds. 

MC F-2638, Rose Doudell, dba John Doudell, Drayman, of San Jose, 
Calif., asks change of name on the certificate in MC 52922, and transfer 
of rights under the certificate to Rose Doudell, widow of John Doudell. 

Finance No. 14695, Wilson McCarthy and Henry Swan, trustees 
of the property of the Denver & Rio Grande Western Railroad Co., and 
T. M. Schumacher and Sidney M. Ehrman, trustees of the property 
of the Western Pacific Railroad Co., have asked authority for the 
joint use by them of the union depot in Salt Lake City, Utah, and 
the lands on which the same stands, and facilities appurtenant thereto 
and used in connection therewith, owned by the Salt Lake City Union 
Depot and Railroad Co. ‘The application said the two railroads owned 
all outstanding common and preferred stock of the depot company in 
equal shares, and that their predecessors had used the depot facilities 
under a contract dated November 1, 1908, terminated August 25, 1944. 
The applicants said they had entered into a new contract for the joint 


use of the depot facilities, beginning September 1, for a period of 
20 years. 


Finance No. 10714, Alabama, TenneSsee & Northern Railroad 
Corporation Reorganization. A. T. & N. reorganization committee asks 
authority for the corporation, and John T. Cochrane, Jr., as trustee 
of the debtor, to transfer the railroad and its properties to a new com- 
pany to be formed, the Alabama, Tennessee & Northern Railroad Co., 
and for authority for the latter to acquire the said railroad and proper- 
ties. Authority was also requested for the new company to issue 
$1,718,700 general mortgage bonds, series A. to be dated January 1, 1942, 
maturing January 1, 1992, bearing interest at 4% per cent; and a 
contingent interest 15-year note to Reconstruction Finance Corporation 
for $271,407, said note and collateral to be pledged as security to be 
issued to R. F. C. in exchange for the notes of the debtor now held 
by R. F. C., and interest thereon, and the prior lien mortgage bonds 
of the debtor pledged as collareral, the note to be dated as of January 
1, 1942, and to mature January 1, 1957, with interest at 4% per cent 
a year. The note will be secured by a pledge of $346,700 of the 
series A bonds, and 3,476 shares of common stock without par value 
of the company. Authority was also requested to issue 15,927 shares 
of the new company’s common stock without par value. 

Finance No. 14696, Erie Railroad Co., asks authority to issue 
$13,000,000 of Erie Railroad Co. first consolidated mortgage bonds, series 
E, to be secured by the first consolidated mortgage dated as of 
July 1, 1941, to the First National Bank of the City of New York, as 
trustee, the proceeds from the sale of the series E bonds, together 
with other funds to be furnished by applicant from its current funds, 
for the purpose of retiring $7,430,000 principal amount of consolidated 
mortgage 3% per cent bonds of the Long Dock Co., due October 1, 1950, 
obligation and liability with respect to which bonds was authorized 
by the Commission in Finance No. 11951, according to the application; 
and to retire $5,955,000 principal amount of Erie first consolidated 
mortgage bonds, series C. The application said it was proposed to 
call the bonds of both issues at the earliest date practicable after 
authorization of issuance of the series E bonds, the call in the case 
of the $7,430,000 of Long Dock bonds to be at a premium of 2 per cent, 
and in the case of the series C bonds, at a premium of 4% per cent 
and accrued interest. The applicant said it believed the proposed series 
E bonds could be sold on such terms as would result in substantial 
savings in interest, the amount of such saving being dependent on the 
bids to be received for the bonds. 

MC F-2636, Weicker Transfer & Storage Co., of Denver, Colo., asks 
authority to purchase certain operating rights of Louis J. Johnson and 
Raymond W. Johnson, dba the Johnson Storage & Moving Co., also 
of Denver. 

Finance No. 14400, amended. Joseph B. Fleming and Aaron Colnon, 
trustees of the Chicago, Rock Island & Gulf Railroad Co., and of the 
Chicago, Rock Island & Pacific Railway Co., and Fort Worth & Denver 
City Railway Co., ask that the application be amended to change annual 
rental figure from $126,000 a year to $375,000. The application involves 
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joint lease, by the aforementioned railroads, of that portion of the 
line of railroad and appurtenances (including operating rights under 
contracts) of Burlington-Rock Island Railroad Co., from a point at or 
near Teague to its terminus in the city of Galveston, Tex. 

Finance No. 14642, amended. United Stockyards Corporation asks 
authority to acquire by direct ownership the physical ‘‘railroad’’ prop- 
erties of Milwaukee Stock Yards Co., Milwaukee, Wis.; Fort Worth 
Stock Yards Co., Fort Worth, Tex.; and South San Francsisco Union 
Stock Yards Co., South San Francisco, Calif. The original application 
sought authority for the acquisition of direct control by stock owner- 
ship of the Milwaukee Livestock Handling Co., Fort. Worth Livestock 
Handling €o., and South San Francisco Livestock Handling Co., the 
amended application said, and that the three handling companies held 
and operated the properties of the stockyards companies under lease, 
However, it said, the title ownership and reversionary interest in the 
physical properties was held by the three stock yards companies as 
lessors. 

Finance No. 14699, Bevier & Southern Railroad Co., aks authority 
to lease and extend operations over existing tracks in Macon and Ran- 
dolph counties, Mo., beginning at mile post 9.412 and ending at mile 
post 15.53, a distance of 6.11 miles, to serve bituminous coal field being 
opened up, to produce about 3,000,000 tons at the rate of 600,000 tons 
annually. Lease to be on monthly rental basis to owner of tract, 
Binkley Mining Co., of Missouri, owner of the common stock of the 
railroad. 

Finance No. 14700, Delaware & Bound Brook Railroad Co. asks 
authority to amend its articles of association to change the par value 
of its capital stock from $100 to $25 a share. The applicant said it 
desired to amend the articles of association to provide that the capital 
stock of the company should be $1,800,000, divided into 72,000 shares 
of the par value of $25 each, instead of as at present, when it said 
the $1,800,000 of capital stock was divided into 18,000 shares at $100 
par value. It said that 15,660 of the present shares had been voted in 
favor of the proposed amendment, and none against it. Each stock- 
holder, it said, would receive 4 shares of the $25 par value stock for 
each share of the $100 par value stock now held, and that it was 
expected that the lower par value would result in a broader, more 
active market, for the stock. 

MC F-2639, A. Gugel Trucking, Inc., of Bluepoint, N. Y., asks 
authority to purchase certain operating rights of H. Chester Swezey, 
of Eastport, N. Y. 

MC F-2640, Roy Stone Transfer Corporation, Roy C. Stone and 
Leonard C. Carter, ask authority to purchase certain operating rights 
of Academy Storage & Warehouse, Inc., of Newark, N. J. 

MC F-2641, P. W. Keely, dba Valley Motor Freight, New Castle, 
Pa., asks authority to purchase certain operating rights of E. W. 
Irwin and Roy L. Irwin, dba Irwin Transportation Co., of Erie, Pa., 
and temporarily to operate. 

MC F-2642, J. L. Roy Newlin and J. Harold Bell, dba Bell-Newlin 
Transportation Co., of Houston, Tex., ask authority to purchase certain 
operating rights of W. J. McFarland, of Duncan, Okla. 

Finance No. 14701, Chesapeake & Ohio Railway Co., asks authority 
to assume obligation and liability in respect of $2,200,000 par amount 
of serial equipment trust certificate, to be dated October 1, and to 
mature annually in ten installments, from October 1, 1945, to October 
1, 1954, inclusive, to bear such rate of dividend as shall be named 
by the successful bidder. The application says it is proposed to create 
an equipment trust to be known as ‘‘Chesapeake & Ohio Railway Fifth 
Equipment Trust of 1944’' to provide funds not exceeding 80 per cent 
of the total estimated cost of 10 freight locomotives, $2,811,838.50. The 


balance of the cost above $2,200,000 is to be paid in cash, according to 
the application. 


COMMISSION ORDERS 

W-313, Coal City Towing Co., contract carrier application. Re- 
opened for hearing. 

1. & S. 5258, Morgain Forwarding Co., pickup and storage. 
of June 16, further modified to become effective November 4. 

1. & S. M-2451, Increased rates between points in southern Califor- 
nia. Petition for vacation of order of suspension insofar as it applied to 
Southern California Freight Lines and Pacific Freight Lines, filed by 
respondent, denied. 

MC 59534 Sub. 11, Glenn R. Pitman, extension of operations, Peoria 
County, Ill. Reopened for reconsideration. 

W-237, Dauntless Towing Line, common carrier application. Ef- 
fective date of certificate and order of July 26, postponed to January 
1, 1945. 

W-463, James Hughes, Inc., common carrier application. Effective 
date of amended certificate and order of June 21, postponed to Novem- 
ber 14. 

MC 74588, Marion Trucking Co., Inec., contract carrier application, 
MC 74588 Subs. 1 and 2, Ralph Marcuccilli, extension of operations, 
MC 74588 Subs. 6, 8, 9, 10, 11, and 18, Marion Trucking Co., Ince., and 
MC 74588 Sub. 16, Marion Trucking Co., Inc., extension, glass and fer- 
tilizer, (corrected). Proceeding in MC 74588 reopened for further 
hearing. Proceedings in MC 74588 Subs. 1, 2, 6, 8, 9, 10, 11, 16, and 18 
reopened for further hearing solely to determine whether public con- 
venience and necessity require granting of common carrier certificate 
in lieu of contract carrier permits either issued or authorized therein. 

MC 86045, W. L. Jaax, Chester O. Holten and O. M. Rosvold, dba 
Zephyr Lines, formerly William Quist, and Chester Holten, common 
earrier application. Reopened for reconsideration. 

No. 28954, Kingan & Co. vs. B. & O. et al. Complainant granted 
leave to file petition for reconsideration on or before October 28. 

W-420, Knappton Towboat Co., common and contract carrier appli- 
cation. Petition of applicant for reconsideration accepted and _ filed, 
and time for filing reply to petition is extended to October 4. 

FF-88, J. Nelson Kagarise, freight forwarder application. Applicant 
granted leave to file petition for reconsideration of dismissal order 
of July 4, on or before November 1. 


Order 
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Proposed Reports 





in I. C. C. Cases 


Railroad, Water, and Motor Transport 


Pipe Line Stringing 


Examiner L. B. Dunn, in a proposed report in MC 53580, 
Williams Brothers Corporation Contract Carrier Application, 
a proceeding involving the status of the applicant’s motor vehi- 
cle operations in pipe-line stringing, and the contention of 22 
members of the Midwest Oil Field Carriers Bureau that the 
applicant was a common carrier, has recommended that the 
findings in the prior report, 14 M. C. C. 749, that the applicant’s 
operations were transportation as a private carrier in further- 
ance of its commercial enterprise, and not as a common or 
contract carrier, be affirmed, and the application dismissed. 
He said that the applicant never charged or received payment 
separately for transportation as such, did not hold itself out 
to provide any transportation except as an incident to its prin- 
cipal undertaking as a construction company, and that its 
profits were calculated on its business as a whole, including all 
of the elements of its cost, including the stringing of pipe as 
one of those elements. The examiner summarized the case, and 
stated his findings, as follows: 

As seen, applicant for about 28 years has been continuously 
engaged in the principal business of constructing oil and gas 
pipe lines. The use of motor vehicles in this business is essential to a 
high degree. Even if the controversial element of pipe-line stringing 
were completely eliminated, applicant would still be required to use 
certain motor vehicles, such as caterpillars, excavators, etc., in the 
normal prosecution of its business. Applicant has found according to 
the evidence, that its own stringing of pipe on its own construction 
contracts frequently is conducive to economy, convenience, coordination, 
and efficiency in its operation. The record as a whole is convincing 
that applicant’s profit is calculated in the manner usual to a typical 
private business enterprise, namely upon its business as a_ whole, 
including all of the elements of its cost, of which the stringing of pipe 
is one. Applicant never charges, nor receives any payment, separately 
for transportation as such, nor does it provide, or hold itself out to 
provide, any transportation except as an incident to its principal 
undertaking as a construction company. On the facts stated, the exam- 
iner concludes that applicant’s primary business is the construction 
of pipe lines, and that its transportation of pipe and other materials 
going into the construction of such pipe lines, such as paint, paper, 
supplies, etce., is incidental to, and in furtherance of, its primary busi- 
ness stated, and that accordingly its transportation service is that of a 
private carrier as defined in section 203(a)(17) of the act, for the 
continuance of which no certificate or permit is required. 

Upon further hearing, the examiner finds that applicant’s opera- 
tion in the stringing of pipe and other incidental supplies upon the 
right-of-way of its own construction projects only, is that of a private 
carrier by motor vehicle and subject only to the provisions of section 
204(a)(3) of the act, relating to safety of operations, qualifications and 
maximum hours of service of employes, and standards of equipment; 
that applicant was so engaged on June 1, 1935, and continuously 
since; that applicant is not a common or a contract carrier: that no 
certificate or permit is required, and that the application should be 
therefore dismissed. 


The examiner said that the members of the Midwest Oil 
Field Carriers Bureau had alleged that the applicant was in 
competition with them, each of whom, they said, had been held 
by the Commission to be a common carrier, over irregular 
route, and that the applicant occupied a similar status. He 
said the applicant company was one of the largest pipe line 
construction companies in the United States, with an annual 
business of more than $5,000,000, and an investment in equip- 
ment of between $800,000 and $1,000,000. In a general descrip- 
tion of the applicant’s type of business, the examiner said: 


In the usual course of its business as a pipe line construction 
(frequently referred to otherwise as a general contractor), applicant 
transports or ‘‘strings’’ the pipe for the pipe line which it is con- 
structing. The stringing of the pipe is an essential step in the construc- 
tion of every pipe line, and is frequently, and in fact usually, done 
by companies specializing in the transportation and stringing of pipe, 
by motor vehicle. Such companies, of which some of protestants are 


examples, have been determined by the Commission to be common 
carriers, ... Applicant in nearly all of its construction contracts per- 
forms, or assumes the responsibility for, 


a complete over all, or 
“turn-key”? job. 


_ The examiner noted that the applicant had filed for author- 
ity as a contract carrier, adding that, at that early date, the 
question of status, especially as between common and contract 
carriers, was in much doubt, and that carriers generally ex- 
pected to leave that question for determination by the Com- 
mission. He said that no one now contended that the applicant 





had been, or was, a contract carrier. The real issue, he said, 
was the contention of the protestants that the applicant was, 
like them, a common carrier, since they were all engaged in 
pipe stringing. He said the protestants had also contended that, 
because the applicant could freely bid’ on any project without 
any compulsory adherence to a tariff, it had an unfair advan- 
tage over them, and that they were thus discriminated against. 
Strictly speaking, he said, these contentions were irrelevant 
and beside the point, but that they would receive some con- 
sideration only because of the considerable evidence of record 
along that line. Later in the report he said the evidence fell 
short of establishing that the applicant was driving authorized 
pipe stringing motor carriers out of business, that it indulged 
in any unfair practices, held any undue advantage, or that its 
operation was prejudicial to that of the protestants. 


The examiner said that the line of cleavage between a 
private carrier and one for hire or “for compensation” as de- 
fined in the act was difficult to draw at best, and must be de- 
termined by a careful weighing of all relevant facts in each 
case, following this with a detailed examination of the appli- 
cant’s method of operating. After describing the method of 
taking contracts, and the process of pipe stringing, the exam- 
iner said that though the applicant, through its over-all con- 
tracts, was practically always required, or authorized to do the 
pipe stringing, it did not always do that job itself, but fre- 
quently had it done by a sub-contractor, for whose work it was 
responsible. He said that the applicant had never, or virtually 
never, undertaken a job of pipe stringing alone. 


The examiner pointed out that the applicant was not in 
business as a merchant, and that it was estimated that in only 
one per cent of the contracts handled did it buy, or hold title 
to, the pipe it transported. The pipe line companies, generally, 
bought their own pipe due to their greater purchasing power, 
he said, and that neither the applicant nor the Commission in 
its prior report had relied on any theory of ownership by ap- 
plicant of the pipe it transported to establish its status as a 
private carrier. The act clearly specified that a private carrier 
might include one who transported property as a bailee, he 
said, when such transportation was for the purpose of sale, 
lease, rent, or bailment, or in furtherance f any commercial 
enterprise, adding that, beyond doubt, applicant was a bailee 
of the pipe it transported. This test, however, did not go far 
enough, he said, since a common carrier of property was also 
by common law a bailee of the same. He continued: 


The precise limits of a motor common ecarrier’s liabilities as to 
property it transports cannot be simply or quickly stated. See Motor 
Carrier Insurance for Protection of the Public, 1 M. C. C. 45. There 
can be no doubt that in the instant case, applicant through its own 
individual contracts has assumed virtually absolute liability as to the 
pipe or other property in its care. For example, an exhibit in evidence 
shows that on a particular project, applicant’s successful bid was 
$134,000. In its contract covering this undertaking, applicant was re- 
quired to furnish a bond in the same sum, conditioned upon its 
faithful performance of its contract in all respects. Clearly, applicant's 
liability as a bailee under its private contracts is of a different 
nature, and of a greater magnitude, than its statutory liability as a 
bailee as a common carrier. 


As to the protestants’ contention that the applicant sup- 
plied transportation with a purpose to profit from it, he said 
that the applicant’s officers had freely and repeatedly testified 
or admitted that they hoped to make a profit on all the com- 
ponent parts, including stringing, of their integrated operations. 
In a further analysis of the applicant’s methods of operations, 
the examiner pointed out that contracts generally did not 
specify any separate price for stringing, bids being stated at 
so much a completed lineal foot of pipe line. He said that in 
no instance did the record show an actual bid by the applicant, 
or contract price, for stringing alone. He said there was no 
evidence to establish that, or its cost for a particular stringing 
job, or ultimately where it made an actual monetary profit 
from the stringing apart from the construction job as a whole. 
He added that, even if it had been established that applicant 
occasionally made a_ profit on its transportation in pipe-line 
stringing, that fact alone would not be conclusive, citing Woi- 
tishek Common Carrier Application, 42 M. C. C. 193. He said 
that the applicant’s chief reason for doing its own stringing at 
times was that it was more convenient and conducive to more 
efficient use of the company’s own equipment. Transportation 
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was a necessity, inherent in applicant’s business, to a high de- 
gree, the examiner said. A little later, in the same connection, 
he said that there was no element of possible bad faith involved, 
and that the applicant had been ‘operating thus” long before 
the enactment of federal motor carrier legislation, and that 
it had not sought to avoid or evade regulation. 

“Protestants concede that there is no specific section in the 
act at present forbidding in simple, express terms, anything 
that applicant has done,” said the examiner. ‘However, they 
contend that the act, taken as a whole, considering its general 
broad remedial purpose, particularly as expressed in the pre- 
amble or national transportation policy, forbids any and all 
potential acts of discrimination, including those of applicant... . 

He went on to point out that, in quoting New Haven R. R. 
vs. Interstate Commerce Commission, 200 U. S. 361, which he 
said was decided over 38 years ago, the protestants had not 
cited an expression of the court to the effect that it would not 
direct its attention to determining expressly whether the asser- 
tion by a carrier of a right to deal in the products that it trans- 
ported would not be so repugnant to its general duty as to 
“cause the exertion of the power to deal in the products which 
it transports to be unlawful, irrespective of statutory restric- 
tions.” The language was a little involved, the examiner ob- 
served, but that, as he understood it, it meant that the court 
had declined to do what the protestants would have the Com- 
mission do, namely, adjudge the acts or potential acts of the 
applicant under broad, general, hortatory expressions of leg- 
islative purpose and policy, notwithstanding express provisions 
of the same act showing that the Commission had no jurisdic- 
tion over private carriers, except to a very limited and clearly 
defined extent. 





DEMURRAGE CHARGE RULING 


Examiner E. L. Glenn, by a proposed report in No. 29063, 
Southern California Minerals Co. vs. Union Pacific Railroad 
Co., has recommended finding demurrage charges for detention 
of a car of rock, from Sloan, Nev., received by complainant 
at Los Angeles, Calif., applicable and not shown to be unlawful. 
Concerning other cars involved in the complaint, the examiner 
said there had been no evidence adduced to show that other 
cars received for unloading, or those held for loading in March 
and April, 1941, during a strike at the complainant’s plant, 
contained interstate shipments. He said that, on shipments 
moving wholly intrastate, such as those referred to, the power 
to determine the charges accruing for the transportation and 
all services in connection therewith did not rest with the Gom- 
mission, adding that “the fact that the defendant included de- 
murrage for detention of those cars, in rendering its bill for 
demurrage for the detention of interstate cars, can in no wise 
confer jurisdiction upon this Commission to determine whether 
demurrage did or did not accrue on the interstate ship- 
ments. . . .”” He said the Commission should find that it had 
no jurisdiction over the demurrage charges assessed on cars 
moving in intrastate commerce, and that the complaint should 
be dismissed. 

“Complainant alleges the assailed charges were unjust and 
unreasonable due to defendant’s error in bunching the cars, and 
it assails the average agreement provisions of Rule 9, Section 3, 
(of Agent B. T. Jones’ Tariff I. C. C. No. 3483, as subse- 
quently reissued), as unjust and unreasonable wherein it pro- 
vides no allowance will be made under average agreement 
contracts for cars bunched under the circumstances here pre- 
sented,” said the examiner. “This provision of the above-named 
rule under similar circumstances was found to be just and 
reasonable in Davis Sewing Machine Co. vs. Pittsburg C. C. 
& St. L. R. Co., 51 I. C. C. 191, and the reasonableness of this 
rule found further approval in Pennsylvania R. Co. vs. Kit- 
tanning Iron & Steel Mfg. Co., 253 U. S. 319.” 





Motor Proposed Reports 


rkecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed bu other parties, or 
*he order has been stayed or postpened by the Commission. State 
«n which applicant has home office is shown in “black face’? type, 
with name of town or city following.) 


Wyoming (Thayne)—MC 29702, Sub. 1, Charles M. Hader- 
lie, extension. Certificate proposed. Grain and live stock feed, 
in bulk, between Afton, Wyo., and Pocatello, Ida., over two 
described routes, serving the intermediate points of Montpelier 
and Idaho Falls, Idaho, and those in Wyoming, and the off- 
route points of Auburn, Fairview, Bedford, and Freedom, Wyo.; 
general commodities, with exceptions, serving the intermediate 
points of Irwin and Swan Valley, Ida., and points in Ida., lo- 
cated on Idaho highway 29, within one mile of Alpine, Wyo., 
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and Smoot, Wee. an the off-route points of Turnerville, Wyo., 
and Freedom, Wyo., and points within two miles of Freedom, 
in connection with regular routes presently authorized in MC 
29702, between Afton and Pocatello; cement, from Inkom, Ida., 
to Afton, Wyo., over presently authorized regular routes in 
MC 29702, including a service at intermediate and off-route 
points therein authorized, and also including the intermediate 
point of Smoot, Wyo., and the off-route point of Turnerville, 
Wyo.; and brick and tile, from Ammon, Ida., to Afton, Wyo., 
over presently authorized regular routes in MC 29702, including 
service at intermediate and off-route points therein authorized, 
and also including the intermediate point of Smoot, Wyo., and 
the off-route point of Turnerville, Wyo. 

Wyoming (Afton)—MC 29912, Sub. 3, Don Nield and Arlo 
Miller, extension. Certificate proposed. Grain and live stock 
feed, in bulk, between Salt Lake City, U., and Etna, Wyo., over 
a described route, and return over the same route, serving the 
intermediate and off-route points of Thayne, Grocer, Afton, 
Smoot, Cokeville, Freedom, Bedford, Fairview, and Auburn, 
Wyo., and Ogden, Utah; between Pocatello, Ida., and Etna, 
Wyo., operating from Pocatello over U. S. highway 30N to 
Border, Wyo., thence to Etna as specified in authority granted 
between Salt Lake City and Etna; general commodities, with 
exceptions, serving the intermediate points of Border, Wyo., 
and Geneva, Ida., and the off-route points of Turnerville, Wyo., 
Freedom, Wyo., ‘and points within two miles of Freedom, in 
connection with presently authorized regular routes in MC 
29912, restricted so as not to authorize transportation of cheese 
or other dairy products from points within two miles of Free- 
dom, Wyo. 

Wyoming (Thayne)—MC 58962, Sub. 2, Willard H. Nelson, 
extension. Certificate proposed. Grain and live stock feed, in 
bulk, between Afton, Wyo., and Pocatello, Ida., over regular 
routes authorized in MC 58962, serving intermediate and off- 
route points specified in that certificate; general commodities, 
with exceptions, serving the intermediate points of Irwin and 
Swan Valley, Ida., and points in Ida. located on Idaho highway 
29 within one mile of Alpine, and the off-route points of Tur- 
nerville, Wyo., and Freedom, Wyo., and points within two 
miles of Freedom in connection with presently authorized reg- 
ular routes in MC 58962, between Afton, Wyo., and Pocatello, 
Ida.; cement, serving the off-route point of Turnerville, Wyo., 
in connection with presently authorized regular routes in MC 
58962, from Inkom, Ida., and Thayne, Wyo., and brick and tile, 
from Ammon, Ida., to Geneva, Ida., over a specified route, serv- 
ing all intermediate points in Wyo., and the off-route points of 
Freedom, Bedford, Turnerville, Auburn, Fairview, and Smoot, 
Wyo., and points within two miles of Freedom, Wyo. 


New Jersey (Linden)—MC 101686, Sub. 5, Berwick Trans- 
porters, Inc., permit—liquid asphalt. Certificate proposed, on 
finding applicant’s operations to be those of a common carrier. 
Hot (liquid) asphalt, in insulated tank trucks fitted with heat- 
ing coils, from Baltimore, Md., to York and Lancaster, Pa., and 
Gloucester, N. J., and from Paulsboro, N. J., to Lancaster, over 
irregular routes. 

Maryland (Funkstown)—MC 103720, Sub. 20, William J. 
Sullivan, contract carrier. Denial of permit proposed. Airplane 
wings, and airplane wing parts, including elevators, ailerons, 
rudders, stabilizers, inner and outer flaps, fins, and floats, re- 
quiring the use of special equipment, between Baltimore, Mid- 
dle River, and Hagerstown, Md., the U. S. naval air station 
located on the Patuxent River in Md., Philadelphia and Me- 
chanicsburg, Pa., Jersey City, N. J., Norfolk and Hampton 
Roads, Va., and Elizabeth City, N. C., on the one hand, and, 
on the other, Md., Ala., Conn., Del., Fla., Ga., Ill., Ind., Ky., 
ia. Mass, Nass. N. rN. Jd. No Y., NC. O, Pa, Bf, 38..C. 
Tenn., Va., W Va., and D. C., over irregular routes. The report 
pointed out that the instant application for permanent authority 
was more comprehensive in scope than the combined outstand- 
ing temporary authority under MC 103720, Sub. 1TA, and MC 
103720, Sub. 19TA, and that a witness for the Glenn L. Martin 
Co., the only manufacturer supporting the application, was 
unaware of what future shipping policies of the company would 
be as compared with the present. 

New York (New York)—MC 63072, Sub. 2, Jacobson Bros., 
Inc., extension. Denial of certificate proposed, at applicant’s 
request. Alcoholic beverages, between Hoboken, and Jersey 
City, N. J., on the one hand, and, on the other, points in West- 
chester, Suffolk, and Nassau counties, N. Y. 

North Carolina (Asheville)—MC 61598, Sub. 22, Smoky 
Mountain Stages, Inc., extension. Certificate proposed. Passen- 
gers and their baggage, and express, mail, and newspapers, in 
the same vehicle with passengers, between certain points in 
Ga., and N. C., over specified routes. 

Pennsylvania (Chester)—-MC 22454, Sub. 97, Nu-Car Car- 
riers, Inc., extension. Certificate proposed. Trucks, truck bodies, 
truck cabs, truck chassis, and unfinished trucks, in initial move- 
ment by driveaway or truckaway service from Ardmore, Pa., 
to points in Me., N. H., Vt., Mass., R. I., Conn., N. Y., N. J. 
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De. Del., Ma, D. C., Va, W. Va, X.'C., 3. C, Ga, Fia., O., 
Ind., Ill., Ky., Tenn., Ala., Miss., Mich., Wis., and Mo., over 
irregular routes, and rejected and damaged shipments on re- 
turn. 

West Virginia—(Charleston)—-MC 1504, Sub. 62, Atlantic 
Greyhound Corporation, extension. Certificates proposed. Pas- 
sengers and their baggage, and express, mail, and newspapers, 
in the same vehicle with passengers, between Jesup and Folks- 
ton, Ga., over Ga. highway 23, serving all intermediate points. 

Pennsylvania (Athens)—-MC 35684, Sub. 11, Cole’s Truck- 
ing Service, Inc., extension. Certificate proposed on return and 
cancellation of three present general commodities certificates 
except as to household goods in MC 35684, Sub. 5, and other 
certificates duplicated herein. General commodities, with ex- 
ceptions, (1) between points in Warren, McKean, Potter, Tioga, 
Bradford, Elk, Cameron, and Lycoming counties, Pa., and 
points in central N. Y. as defined; and (2) between Waverly, 
N. Y., and points in Alleghany and Steuben counties, N. Y., 
and aforementioned Pennsylvania counties, on the one hand, 
and, on the other, points in eastern Pa., and northern N. J., 
as defined, and remainder of New York, N. Y., commercial 
zone. 

Ohio (Columbus)—MC 18124, Sub. 4, Aller & Sharp, Inc., 
extension. Permit proposed. Paper, from Chillicothe, O., to 
Hammond, Ind., and cores for paper and returned and rejected 
shipments of paper from Hammond to Chillicothe, over route 
authorized by permit in MC 18124, Sub. 3; paper, other than 
newsprint paper, cores for paper, other than newsprint paper, 
and refused and rejected shipments of paper, other than news- 
print paper, over U. S. highway 30-S, between Lima and Del- 
phis, O., and over U. S. highways 30 and 41 between Valparaiso, 
Ind., and the junction of U. S. highways 6 and 41, near High- 
land, Ind., as alternate segments of a through route between 
Chillicothe and Chicago, authorized by permit in MC 18124, 
Sub. 3, with no service at any points on such alternate routes. 

Indiana (Albany)—MC 55811, Sub. 2, Craig Trucking, Inc., 
extension. Certificate proposed. General commodities, with ex- 
ceptions, between points in a described area in Ind., on the one 
hand, and, on the other, points in Mich., O., and Ill., except to 
the extent now authorized; specified commodities, between cer- 
tain points in Ind., O., Mich., Ill., St. Louis, Mo., Louisville and 
Covington, Ky., and Pittsburgh, Pa., over irregular routes. 

Tennessee (Knoxville)—-MC 8500, Sub. 1, Tennessee Coach 
Co., extension. Certificate proposed. Passengers and their bag- 
gage, and express, mail, and newspapers, in the same vehicle 
with passengers (1) from intersection of an unnumbered high- 
way known as Mascot County Road with U. S. highway 11-E 
near Strawberry Plains, Tenn., to Knoxville, Tenn.; (2) between 
Knoxville and Maryville, Tenn.; (3) between Englewood, Tenn., 
and Etowah, Tenn.; (4) between intersection of Ga. highway 
3-E with U. S. highway 41 near Marietta, Ga., and Atlanta, 
Ga.; and (5) between Marietta and intersection of Ga. highway 
120 with Ga. highway 3-E, near Marietta, over specified route 
in each case, serving all intermediate points except those on 
routes described in (3) and (5). 

Minnesota (Minneapolis)—-MC 35358, Sub. 1, Harold W. 
Berger, extension. Certificate proposed. New and used furniture, 
crated and uncrated, from Anoka, Minneapolis, and St. Paul, 
Minn., to points in Ia., Ill., Kan., Mo., Mont., Neb., N. D., S. D., 
and Wis., and return of rejected shipments, over irregular 
routes. 


SUSPENDED TARIFFS 


In I. and S. M-2460, the Commission suspended from Sep- 
tember 12 until October 12 the operation of certain schedules 
published in tariff MF-I. C. C. No. 2 of Paul M. Paulsen, 
Arco, Ida. The suspended schedules propose to establish in- 
creased commodity rates on ore, and ore concentrates, mining 
machinery, equipment and supplies between Arco, Ida., and 
Era Mine, Horn Silver Mine and Ella Mine, Ida. 


RAILROAD ABANDONMENTS 


The Louisville & Nashville Railroad Co., in Finance No. 
14697, has applied to the Commission for authority to abandon 
a part of its Chenoa branch, extending from Olcott to the end 
of the branch at Chenoa, about one mile, lying wholly in Bell 
county, Ky. The application said the abandonment should be 
authorized because the line had not in recent years provided, 
and would not provide in the future, any necessary transporta- 
tion service. 

In Finance No. 14698, the Chicago & North Western Rail- 
way Co. has asked the Commission for authority to abandon 
a branch line of railroad extending from Lyons to Anamosa, Ia., 
approximately 68.22 miles, in Clinton, Jackson, and Jones 
Counties. The applicant said that in June a flood had severely 
damaged the line and made it unserviceable, particularly be- 
tween Nashville and Onslow, where, it said, eleven bridges 
were damaged, several thousand feet of track washed off the 
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roadbed, many yards of embankment and ballast washed away, 
and other incidental damage done. The applicant estimated 
that the cost of repairing the line would exceed $43,000, adding 
that the line had been damaged by flood waters in 1941 and 
that repairs then required an expenditure of more than $14,000. 
It said that the branch segment was no longer economically 
useful nor otherwise required in connection with the operation 
of its lines of railroads. The applicant also said there was an 
urgent and increasing need for the recovery of salvageable 
materials from the line, such as rails and fastenings, for use 
— in transportation or otherwise in the nation’s war 
effort. 


CLASS RATE DECISION NEAR? 


Commission officials, September 14, refused to confirm or 
deny a newspaper “story” to the effect that a “high source” in 
the Commission had said it was “hoped” that in October the 
Commission would issue its decision in No. 28300, Class Rate 
Investigation, 1939, and No. 28310, Consolidated Freight Classi- 
fication. Inquiries about the accuracy of such reports are 
usually received with horrification at the Commission and the 
inquiries about the report in question were so received. One 
official suggested that if any responsible Commission official 
made such a statement he must have been “out of his head.” 
The Commission tries to maintain secrecy as to when its deci- 
sions will be made public. Argument in the class rate proceed- 
ings was concluded June 23. 





Ex Parte 148 Rate Suspension 


The Commission has been requested by state commissions 
to issue a citation in Ex Parte 148, Increased Railway Rates, 
Fares, and Charges, 1942, directed to the applicant railroads 
and other interested parties, requiring returns to be filed show- 
ing cause, if any there be, why the freight rate increases au- 
thorized in Ex Parte 148, now suspended until December 31, 
should not now be permanently cancelled. 

The petition making the foregoing request was filed by the 
National Association of Railroad and Utilities Commissioners, 
the Southeastern Association of Railroad and Utilities Com- 
missioners, and the state commissions of Alabama, Connecticut, 
Florida, Georgia, Idaho, Illinois, Louisiana, Minnesota, Mon- 
tana, New Mexico, Oklahoma, South Dakota, Tennessee, Texas, 
— and Washington, and the states of Iowa and North Da- 

ota. 

It was pointed out in the petition that state commissions 
had previously sought permanent cancellation of the Ex Parte 
148 freight rate increases, but that the Commission had held 
that the question of permanent cancellation was not within the 
issues raised by the show cause orders it had issued. Further, 
said the state commission petition, the Commission did not re- 
spond to the request that, if necessary, the issues be expanded 
so that the question of permanent cancellation could be con- 
sidered. 


It would shortly be time, said the petitioners, if the Com- 
mission followed its past practice in this proceeding, for the 
issuance of a new show cause order directed to the further 
suspension of the freight rate increases for an additional six 
months, or until June 30, 1945. 

“These protestants,” continued the petition, “are desirous 
of obtaining consideration, in any such further show cause pro- 
ceeding, of the question of permanent cancellation of the freight 
rate increases authorized in the order of March 2, 1942, herein.” 

Continuing, the petitioners said: 


Their reasons for requesting permanent cancellation, if granted 
the opportunity to do so, will be the same as set forth in the two 
previous returns of these protestants. Events subsequent to the order 
of March 2, 1942, proved that there never did develop an actual need 
for the freight rate increases authorized in that order. If permitted to 
raise the issue, these protestants will show that there is no reasonable 
probability that there will be any need for such increased rates at 
any time before the termination of the war or six months thereafter 
(when the freight rates increases automatically terminate), and that 
permanent cancellation thereof will best serve the interest of the 
shippers, railroads and general public. 

Unless the Commission will broaden the issues of the next show 
cause proceeding, as herein respectfully requested, there appears to 
be no way in which any party to this proceeding, or any other person, 
may obtain consideration of the question of permanent cancellation. 
Such consideration cannot be obtained under a citation requiring car- 
riers to show cause why the freight rate increases should not be further 
suspended. This is shown by the action of the Commission with respect 
to protestants’ returns to the two previous citations herein, as set 
forth in paragraphs II and IV above. Nor can consideration of the 
issue of permanent cancellation be obtained in a separate proceeding. 
The Commission, on July 26, 1944, dismissed the complaint of 
American Laundry Machinery Company et al., vs. Akron, Canton & 
Youngstown Railroad Company et al. (No. 29148), seeking permanent 


cancellation of the Ex Parte No. 148 freight rate increases, upon con- 
sideration of the motion of defendant railroads that said complaint 














688 


was a collateral attack and that the issue of permanent cancellation 
could be properly considered only in the Ex Parte No. 148 proceeding. 

The Commission may finally conclude that permanent cancellation 
is not wise or practicable at this time. But it is here respectfully sub- 
mitted that such a conclusion should not be reached without an oppor- 
tunity being afforded to protestants to be heard thereon. The above 
named protestants are earnestly of the view that the freight rate in- 
creases, rather than being further suspended after December 31, 1944, 
should be permanently cancelled. By this petition they do not seek 
a ruling upon that issue but only that the Commission provide an 


opportunity for the hearing, consideration and determination of that 
issue. 


In a corrected petition the North Carolina commission was 
added as a petitioner. 


MOTOR FINANCE CASES 


MC-F-2452, Gladys Evans Coggin, et al.—Control; Fayetteville 
Transfer Co.—Lease and Purchase—North Alabama Motor Express, Inc. 
Lease and purchase by Fayetteville Transfer Co. of Fayetteville, Tenn., 
of certain operating rights of North Alabama Motor Express, Inc., of 
Birmingham, Ala., and acquisition of control of said rights by Gladys 
Evans Coggin, Mary Elizabeth Coggin, and Joe Swing, all of Fayette- 


ville, through said lease and purchase, approved and authorized, sub- 
ject to condition. 


MC-F-2419, Charles Allen, Jr., et al.—Control—The Cincinnati, 
Newport & Covington Railway Co. and The Dixie Traction Co., embrac- 
ing No. MC-F-2418, The Cincinnati, Newport & Covington Railway Co.— 
Issuance of Note. 1. Acquisition by Charles Allen, Jr., Rita Allen, 
Herbert Allen, Jr., Harold Allen, and Samuel Elgort, partners, doing 
business as Allen & Co., of New York, N. Y., and Irving K. Weil, 
Walter H. Weil, Walter H. Weil, Jr., and Charles Lob, partners, doing 
business as Lowe Co., of New Orleans, La., of control of The Cingcin- 
nati, Newport & Covington Railway Co., of Covington, Ky., and Dixie 
Traction Co., of Erlanger, Ky., through ownership of capital stock 
of the former, approved and authorized, subject to condition. 2. Author- 
ity conditionally granted The Cincinnati, Newport & Covington Railway 
Co. to issue a 3% per cent, negotiable, unsecured installment promis- 
sory note to Allen & Co., in principal amount of $1,304,597 to refund 
a like amcunt of outstanding income demand notes. 


MC-F-2560, T. R. Middleton et al.—Control—TriState Coach Corpo- 
ration. Application for authority under section 210a(b) of T. R. 
Middleton, Morris Saylor, Eleanor Middleton, and Fannie Saylor, 
doing business as Cumberland Coach Lines, of Cumberland, Ky., for 
temporary operation of motor-carrier properties of Tri-State Coach 
Corporation, of Norton, Va., regranted with conditions. 


MC-F-2189, The Davidson Transfer & Storage Co.—Purchase—The 
American Transfer Company. On reconsideration, purchase by The 
Davidson Transfer & Storage Co., of Baltimore, Md., of certain operat- 
ing rights of The American Transfer Co., also of Baltimore, and acquisi- 
tion of control of said operating rights through said purchase by Day & 
Zimmerman, Incorporated, of Philadelphia, Pa., approved and author- 
ized, subject to condition. Prior reports 39 M. C. C. 378 and 39 
M. C. C. 420. 

MC-F-2607, C. A. MacFall, Jr.—Control; Lee Transportation Co.— 
Purchase—Keeshin Motor Express Co., Inc., and Keeshin Motor Express, 
Incorporated. Application for authority under section 210a(b) of Lee 
Transportation Co., of St. Louis, Mo., for temporary operation of a 
portion of the motor-carrier rights of Keeshin Motor Express Co., Inc., 
and Keeshin Motor Express, Incorporated, of Chicago, Ill., granted 
with conditions. 

MC-F-2611, McDonough Motor Express, Inc.—Control—Dixie Freight 
Lines, Inc. Application for authority under section 210a(b) of Mc- 
Donough Motor Express, Inc., of Meridian, Miss., for temporary opera- 
tion of motor-carrier rights and properties of Dixie Freight Lines, Inc., 
of Atlanta, Ga., granted with conditions. 

MC-F-2596, Marion Trucking Co., Inc.—Purchase—Harwood Truck- 
ing, Inc., and Jaqua Transit Lines, Inc. Application for authority under 
section 210a(b) of Marion Trucking Co., Inc., of Marion, Ind., for 
temporary operation of motor-carrier rights and properties of Harwood 
Trucking, Inc., also of Marion, granted with conditins. 

Application for authority under section 210a(b) of said Marion 
Trucking Co., Inc., for temporary operation of motor-carrier rights and 
properties of Jaqua Transit Lines, Inc., of Muncie, Ind., granted 
with conditions, September 12, 1944, provided within 20 days from 
September 12, 1944, Marion Trucking Co., Inc., shall have (1) complied 
with sections 215, 217 and 218 of the act and rules and regulations pre- 
scribed thereunder, (2) instituted operations pursuant to the authority 
granted, and (3) confirmed, in writing, to the Commission, immediately 


upon commencement of operations, the date operations were com- 
menced. 


MC-F-2351, John Burton Gibbons, et al.—Control; Gerard Motor 
Express, Inc.—Purchase—Hanson Motor Express, Inc. Purchase by 
Gerard Motor Express, Inc., of Terre Haute, Ind., of certain operating 
rights of Hanson Motor Express, Inc., of Chicago, Ill., and acquisition 
of control of said operating rights by John Burton Gibbons, Wilson 
House, Lucile Gibbons, and Jessie House, all of Terre Haute, through 
said purchase, approved and authorized, subject to condition. 

MC-F-2464, Walter F. Wooldridge, et al.—Control; Abb’s Transfer 
& Service Co., Inc.—Lease—Union Express Freight Co., Inc. Lease 
by Abb’s Transfer & Service Co., Inc., of Mobile, Ala., of the operating 
rights of Union Express Freight Co., Inc., also of Mobile, and acquisi- 
tion of control of said operating rights by Walter F., Samuel P., and 
H. Abb Wooldridge, Jr., all of Mobile through said lease, approved and 
authorized. 

MC-F-2357, William Gordon Glendenning—Control; Glendenning Mo- 
torways, Inc.—Lease and Purchase—Roy E. Steller. Lease by Glenden- 
ning Motorways, Inc., of St. Paul, Minn., of operating rights and cer- 
tain property and purchase of certain other property of Roy E. Steller, 
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doing business as Steller Transportation Co., of Minneapolis, Minn., 
and acquisition of control of said operating rights and property by 
William Gordon Glendenning, also of St. Paul, through said lease and 
purchase, approved and authorized. 

MC F-2409, John Ruan—Purchase—The Leonard Lines, Ine. Pur- 
chase by Ruan Motor Freight Co., of Des Moines, Ia., of certain 
operating rights and property of The Leonard Lines, Inc., also of Des 
Moines, approved and authorized, subject to condition. 

MC F-2539, George H. Mickow—Purchase—Boswell Brothers Motor 
Freight, Inc. (Earl Kuhn, Trustee.) Upon reconsideration, application, 
as amended, for authority under section 210a(b) of George H. Mickow, 
dba Hammond Motor Express, of Hammond, Ind., for temporary opera- 
tion of a portion of the motor carrier rights of Boswell Brothers 
Motor Freight, Inc., of Detroit, Mich., granted, with conditions. 

MC F-2603, McClosky and Shaffer, Inc.—Purchase—Frank Korte and 
Ruth Harriett Korte. Application for authority under section 210a(b) 
of McClosky and Shaffer, Inc., of Chicago Heights, Ill., for temporary 
operation of a portion of the motor carrier rights of Frank Korte 
and Ruth Harriett Korte, dba Korte Motor Freight, of Chicago, IIl., 
granted, with conditions. 





UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14600, Delaware & Hudson Railroad 
Corporation et al. Merger, ete., and F. D. No. 14601, Delaware & 
Hudson Railroad Corporation Securities, etc., authorizing the merger 
of the properties of the Rensselaer & Saratoga Rail Road Co. into 
the Delaware & Hudson Railroad Corporation for ownership, manage- 
ment, and operation, acquisition by the Delaware & Hudson Co. of 
indirect control of the Rensselaer & Saratoga Rail Road Co. by operation 
of the merger, and modification of the leases under which the Delaware 
& Hudson Railroad Corporation operates the properties of the Rensse- 
laer & Saratoga Rail Road Co. and, as assignee of the latter, the proper- 
ties of the Saratoga & Schenectady Railroad Co., Albany & Vermont 
Railroad Co., and Rutland & Whitehall Railroad Co.; and also granting 
authority to the Rensselaer & Saratoga Rail Road Co. to issue not 
exceeding $8,729,200 of general-mortgage bonds due 1975, to be sold 
at par and accrued interest to the Delaware & Hudson Railroad Cor- 
poration; and also granting authority to the Delaware & Hudson Rail- 
road Corporation (a) to assume obligation and liability in respect of 
the payment of the principal of, the premium if any, and the interest 
and sinking-fund payments on, not exceeding $8,729,200 of Rensselaer 
& Saratoga Rail Road Co. general-mortgage bonds due 1975, and to 
issue in exchange therefor and upon cancellation thereof an equal 
principal amount of general-mortgage bonds due 1975, all or any part 
of such bonds to be exchanged for an equal par value of the capital 
stock of the Rensselaer & Saratoga Rail Road Co., and any bonds not 
so exchanged to be sold at not less than par and accrued interest and 
the proceeds applied to the purchase of such stock; (b) to assume obli- 
gation and liability in respect of the payment of the principal of, the 
premium if any, and the interest and sinking-fund payments on, not 
exceeding $1,852,000 of Rensselaer & Saratoga Rail Road Co. first- 
mortgage 4 per cent bonds, and to issue in exchange therefor and 
upon cancelation thereof an equal principal amount of first-mortgage 
4 per cent bonds; and (c) to issue at par a promissory note in the face 
amount of not exceeding $8,729,200, and to apply the proceeds to the 
purchase of Rensselaer & Saratoga Rail Road Co. general-mortgage 
bonds due 1975, and also granting authority to the Delaware & Hudson 
Co. to assume obligation and liability, as guarantor, in respect of the 
payment of the interest and sinking-fund payments, including payments 
to retire Rensselaer & Saratoga Rail Road Co. first-mortgage 4 per cent 
bonds, on not exceeding $8,729,200 of general-mortgage bonds due 
1975 and $1,852,000 of first-mortgage 4 per cent bonds of the Rensse- 
laer & Saratoga Rail Road Co., or bonds issued in substitution there- 
for; all in connection with the merger of the properties of the two 
companies. Approved. 

Report and order in F. D. No. 14637, Kansas City Terminal Railway 
Co. Bonds, granting authority to the Kansas City Terminal Railway 
Co. to issue (a) not exceeding $47,000,000 of first-mortgage serial bonds, 
to be sold at par and accrued interest, and the proceeds, with other 
funds, used to redeem $49,121,000 of outstanding Kansas City Terminal 
Railway Co. first-mortgage 4 per cent gold bonds; and (b) appropriate 
interim receipts for not exceeding a like amount in connection with 
such bonds; and also granting authority to the 11 proprietary compa- 
nies of the Kansas City Terminal Railway Co. to assume severally 
obligation and liability in respect of their proportionate shares of the 
principal of, the premium, if any, and the interest upon the bonds 
herein authorized to be issued, pursuant to the provisions of a proposed 
third supplement to an existing operating agreement between the 
terminal company and its proprietary companies. Approved. 

Report and order in F. D. No. 14664, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $2,500,000 of Chesapeake 
& Ohio Railway third equipment trust of 1944 1% per cent serial 
equipment-trust certificates to be issued by the City Bank Farmers 
Trust Co., as trustee, and sold at 100.10 and accrued dividends in 
connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 14672, Prescott & Northwestern 
Railroad Co. Bonds, granting authority to the Prescott & Northwestern 
Railroad Co. to issue not exceeding $55,000 of first-mortgage bonds, 
to be delivered at par in exchange for a like principal amount of 
outstanding first-mortgage bonds, due October 1, 1944. Approved. 


TAMPA NORTHERN REORGANIZATION 


Cody Fowler, successor to George G. Thomas, deceased, 
as sole trustee of the properties of the debtor railroad, under 
order of the federal court for the southern Florida district, has 
asked the Commission, in Finance No. 13500, Tampa Northern 
Railroad Co. Reorganization, to ratify his appointment by the 


court, and to approve the compensation allowed him as trus- 
tee of $4,000 a year. 
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Mixed Carload Rule 


The mixed carload rule proposed by the examiner would 
require “charging more for hauling nothing than for hauling 
something,” said Walter M. Wharton, manager of the trans- 
portation department of the Omaha (Neb.) Chamber of Com- 
merce, in exceptions on behalf of that department and the 
Chambers of Commerce of Hastings and Lincoln, Neb., to the 
proposed report by Examiner Claude A. Rice in No. 28989, 
Illinois Territory Industrial Traffic League vs. Union Pacific 
Railroad Co. et al. (see Traffic World, July 15, p. 133). 

The examiner recommended that the Commission find un- 
reasonable the present rule 10 of the western classification and 
that the rule should be amended to provide, among other things, 
that transportation charges on a mixed carload be determined 
by applying to the actual weight of each article therein the 
rate on a straight carload of such article, subject to minimum 
weight as set forth in the report. 

“The examiner finds that the charge for a deficit in mini- 
mum weight should not be based on the lowest rated article 
in the car and I fully agree with him in that respect,” said 
Mr. Wharton, ‘but I do not agree that a rule which would 
require charging more for hauling nothing than for hauling 
something is reasonable. . Under the proposed rule the 
charge for hauling 30,000 pounds of nails from Chicago to 
Omaha would be $200, but if 30,000 pounds of nails and 10,000 
pounds of beverages were hauled in the same car between the 
same points the charges thereon would be only $184. Instead 
of being paid for hauling the additional 10,000 pounds the 
carrier would be penalized $16 for so doing. If ... the deficit 
in carload minimum weight should not be charged for at 
the rate applicable to the lowest rated article in the mixed 
shipment, then why should a shipper be permitted by a rule 
prescribed by this Commission to accomplish practically that 
same purpose by shipping more of that lowest rated article and 
thus eliminating the deficit in weight?” 

Mr. Wharton explained that the carload rate on nails from 
Chicago to Omaha was 50 cents a hundred pounds, minimum 
40,000 pounds, while the rate on beverages from Chicago to 
Omaha was 34 cents a hundred pounds, minimum 40,000 pounds, 
adding that the charges on 30,000 pounds of nails from Chicago 
to Omaha would be $200, but that if the nails were shipped in 
the same car with 10,000 pounds of beverages the total charges 


would be $184, consisting of $150 for the nails and $34 for the 
beverages. 






“Privilege of Carriers” 


He contended that establishment of mixed carload rules 
was a privilege of the carriers, in the exercise of their man- 
agerial discretion, and was beyond the Commission’s regula- 
tory powers if otherwise justified as required by the statute. 
He cited, in support of that view, the following statement from 
the Commission’s decision in Three Forks Portland Cement Co. 
vs. C. M. & St, P. R. BR. Co, 139 1. C. Cc. Ws: 


We have always recognized the right of the carriers to so adapt 
their rates and practices to the needs of localities and industries 
which they serve as to promote the welfare of shipper and carrier 
alike, where that can be done within the limits of reasonableness and 
without undue prejudice and unjust discrimination which the law 
forbids. In this we have recognized their right to do what we could 
not require them to do. 


Mr. Wharton said that the present rule 10 was not pre- 
scribed by the Commission and that neither was the exception 
to rule 10 now in effect in Official territory prescribed by the 
Commission. Under the rule proposed by the examiner, he said, 
the carriers would be deprived of the right to exercise discretion 
in the matter of mixed carload rules. 


Nebraska Commission 


The Nebraska State Railway Commission, in exceptions to 
the examiner’s report filed with the Commission, has asked the 
Commission to find: 


(1) That the examiner’s report is not based on findings of fact; (2) 
that Rule 10, as published in Consolidated Classification for application 
in Western Classification Territory, should be found reasonable; (3) 
that there should be a marked difference between carload and less- 
carload rates; (4) that this record does not show unlawfulness, there- 
fore carriers can not be deprived of the managerial right to publish 
and follow reasonable rules of their own construction; (5) that ship- 
pers in one classification territory have no legal right to impose upon 
carriers and shippers in another territory a rule which-does not fit 
their situation; and (6) that complainants’ proposed Rule 10 would 
create undue preference and unjust discrimination. 


The Nebraska commission said that the complaint should 
be dismissed, and asked for oral argument. It said that ship- 
pers in Western Classification Territory were so well pleased 
With the present rule that they had specifically requested that 
it be not disturbed in any way, particularly stressing the fact 
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that they would not be favorable to a modification of the rule, 
and “certainly not a modification such as proposed by com- 
plainant.” Business in that territory, it said, was built on the 
provisions of the present rule and that to change it would 
mean a disruption of long established business methods and 
was not warranted by the record. 

The proposed report, said the Nebraska commission, would 
have the effect of requiring the carriers to transport what in 
substance were less-carload shipments at carload rates, and 
that an order so made would have the partial effect of destroy- 
ing provisions for moving less-carload tonnage. Carload rates 
were made lower than less-carload rates for certain good rea- 
sons, it said, adding that the “mixing of commodities of vari- 
ous kinds and different classifications in one car at the carload 
rate applicable to each commodity will have a tendency to 
destroy the less-carload rate.” 

In connection with its contention that shippers in one ter- 
ritory might not impose a rule on those in another territory 
that would not fit the latter’s requirement, the Nebraska com- 
mission said both the carriers and the shippers were satisfied 
with the present rule. Carrier representatives, through the 
medium of managerial discretion, had gone beyond the require- 
ments of the Commission in establishing Rule 10 in its present 
form it said. Under such circumstances, it asked if the Com- 
mission was empowered to set aside these privileges that had 
been granted to shippers by the carriers. It said that “after 
the Commission has set a maximum the carriers may volun- 
tarily establish rates, rules and regulations lower than this 
maximum and it is the contention of this intervener that a 
railroad’s strictly private rights are as much beyond legisla- 
tive control as are the rights of purely private corporations.” 
It continued: 


Again, after the Commission has set the maximum the Commis- 
sion, itself, says (and it has been upheld by the court) that the 
earriers may voluntarily do many things which they may not lawfully 
be compelled to do. In a territory as vast as Western Classification 
Territory, comprising as it does 73.02 per cent of the entire area of 
the United States, all of which vast territory was represented by 
shippers coming from the far reaches of said territory to protest 
the application of complainant’s proposed rule in Western Classification 
Territory in lieu of the present rule voluntarily established by the 
carriers and satisfactory to carrier patrons, can this Commission legally 
enter an order requiring the carriers in Western Classification Territory 
to change western classification so that it would carry complainant’s 
proposed rule therein and be applicable to the movement of property 
in said Western Classification Territory? 


Swift and Co. 


Swift & Co. has filed exceptions in No. 28989 asking that, 
if the proposed rule should be adopted in whole or in part 
by the Commission, there be inserted a specific proviso to the 
effect that it should not be applicable to mixed carload ship- 
ments of fresh meats, packing house products, dairy products 
and other articles commonly shipped therewith in mixed car- 
loads. Such application of the rule, it said, would go beyond 
the issues of the complaint as amended, and pointed out that 
the amendment to the complaint, and counsel for the complain- 
ant, had convinced Swift & Co. that the complaint was intended 
to omit the mixing rules applicable to such products. It had, 
therefore, introduced no evidence, the company said. 

It added that the rule, if applied to fresh meat and pack- 
ing house product mixtures, would produce increased charges 
not justified by any evidence of the record or otherwise, and 
that such an application of the rule would destroy a highly 
competitive situation as between wholesole grocers, producers 
of dairy products, and meat packers, that was settled by the 
Commission after extended hearings in National Wholesale 
Grocers’ Association vs. Director General, 61 I. C. C. 375, and 
69 I. C. C. 669, and that had operated to the satisfaction of 
all interested parties “for some twenty-two years.” 


Miscellaneous 


Exceptions to the report of the examiner in No. 28989, ask- 
ing that the present rule 10 be found lawful, have been filed 
with the Commission by the Public Utilities Commission of 
Idaho; the Texas Wholesale Hardware Association; the Minne- 
apolis Traffic Association and the Duluth Chamber of Com- 
merce, jointly; and the Sheffield Steel Corporation. 

The Illinois Industrial Traffic League, complainant in the 
proceeding, asked that the findings be modified to read as fol- 
lows: 


The Commission should find that rule 10 of the consolidated Classi- 
fication, and the corresponding rules in westbound transcontinental 
tariffs and westbound tariffs of rates to Montana, are and for the 
future will be unreasonable and should be amended to provide (1) 
that transportation charges shall be determined by applying to the 
actual weight of each article in a mixed carload the rate which would 
apply on a straight carload thereof, subject to minimum hereinafter 
noted; (2) that if an article in a mixed carload is subject to the 
alternative carload rates and minimum weights, it shall be charged 
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for at the straight carload rate which would produce the lowest 
charge on the mixed carload, provided the rate so charged shall not 
be lower than the rate which would apply if the same quantity of 
that commodity were shipped as a straight carload; (3) that the mini- 
mum weight to govern a mixed carload shipment shall be the highest 
provided for any article in the mixed carload; and (4) that the minimum 
transportation charge on each item enumerated in the bill of lading 
of a mixed-carload shipment shall be the straight carload rate per 100 
pounds. 


In the fifth of five exceptions, the league said that the pro- 
posed report did not fully set forth the complainant’s theory 
and contentions concerning the unreasonableness of the present 
practice as to assessment of charges on mixed carload shipments 
authorized by classification rule 10, or fully describe the evi- 
dence sustaining the complaint. It asked, therefore, that its 
opening brief be considered as amplifying the exceptions and 
setting forth the case. “Detailed exceptions” followed these re- 
marks, occupying six pages. After then setting forth the afore- 
mentioned modified findings, the league said that in suggesting 
those changes in findings, it reiterated its position that the pro- 
posed rule set forth on pages 22 to 24 of the abstract of testi- 
mony, and of which the principal provisions of section 1 were 
set forth on page 81 of the complainant’s opening brief, would 
be just and reasonable and should be required to be substituted 
for rule 10 as in the present Consolidated Classification. 

The Public Utilities Commission of Idaho, and the Utah 
Citizens Rate Association, interveners, jointly asked that the 
examiner’s proposed report be rejected and that the Commis- 
sion find that the present rule 10 was reasonable, non-prejudi- 
cial and entirely appropriate within and throughout the Western 
Classification Territory. 

J. R. Watkins Co., McConnon & Co., and Dr. Wards Medi- 
cal Co. excepted to that part of the proposed report which said 
that arbitraries should be added to compensate the carriers for 
the expense involved in rate checking, billing, and test-weighing 
of mixed carloads, the arbitrary to be one dollar on each mixed- 
carload shipment on which it was necessary to apply not more 
than 5 rates, $2 if more than 5, $3 if more than 10, $4 if more 
than 15, etc. This arbitrary scale should be found unreasonable 
and without foundation from the facts of record, they said. They 
said it was their position that the billing and determination of 
applicable rates and charges under the proposed rule involved 
less computation and less expense than under the assailed rule. 


Western Interests 


Exceptions to the examiner’s proposed report in No. 28989 
by various western interests carry the request that the Com- 
mission reject the proposed report and find that the present 
rules under review just and reasonable. The same position 
was taken in exception filed by western trunk line and trans- 
continental raliroads, which said that the present rules had 
been in effect over a period of many years. Rule 10 of the 
classification, the railroads said, had been approved by the 
Commission and that there was, therefore, a strong presump- 
tion of the lawfulness of the rules and that they should not 
be changed, as proposed by the Examiner, except on a very 
clear showing that they had resulted in excessive charges 
to the shippers. The record would not support any such find- 
ing, they said. 

The Topeka Traffic Association said that it had been 
demonstrated in the instant proceeding that the west did not 
want a modified Rule 10; that such a rule would not be in the 
best interest of the west; that the present rule had not been 
shown to have been or to be unjust and unreasonable; and 
that the Commission should dismiss the complaint. 


The El Paso Chamber of Commerce and the El Paso 
Freight Bureau said there had been no evidence submitted 
to over-turn the testimony of witnesses on behalf of rail car- 
riers that the prescription of the requested rule would result 
in heavy losses in revenue, or to justify a finding that com- 
mercial conditions required the establishment of the proposed 
rule. There had been no proof, the El Paso group said, that 
present rules retarded the free movement of traffic in straight 
or mixed carloads. 


The Los Angeles Chamber of Commerce said that the pro- 
posed rule had been disapproved for intercoastal lines by the 
Maritime Commission in Mixed Carload Rule—McCormick 
S.S. Co. 2, U.S.M.C. 506, decided February, 1941. A similar 
rule had there been proposed the chamber said, for applica- 
tion by other carriers in the intercoastal westbound trade, 
adding that the Maritime Commission had required Calmar 
Steamship Co. to cancel the rule out of its tariff. Referring 
to another case, decided by that commission in 1939, in which 
the Los Angeles chamber said it had condemned proposed 
drastic reductions in intercoastal schedules of class and com- 
modity rates westbound, carloads and less-carloads, to the 
level of the water-rail route rates on carload traffic from New 
York piers to California, identical in amount, quite largely, 
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with rates from Chicago territory to California, the chamber 
said that the proposed rule, if applied on transcontinental west- 
bound traffic would be something the Maritime Commission 
had declined to approve; would set the precedent for inter- 
coastal application; and would result in lower rail rates from 
Chicago territory to the coast than the intercoastal lines had 
tried to publish in the last-mentioned proceeding before the 
Maritime Commission. 


The Seattle Traffic Association said that “in reviewing 
the drastic conclusions which the examiner recommends as 
being warranted on the record made, there is complete failure 
to demonstrate by sensible discussion either the reason or 
process of logic by which it is thought that the recommended 
findings are supported by facts of record.” The report showed 
lack of consideration of the injurious effect that the proposed 
rule would have on the commercial and industrial welfare of 
“a vast territory extending over more than one-half of the 
United States,” and the fact that the proposed rule would 
cause the western railroads to sustain losses running “up- 


wards of millions of dollars annually,” said the Spokane as- 
sociation. 


Blaw-Knox Co., the Pennsylvania Drilling Co., the Pitts- 
burgh Piping & Equipment Co., and Marsh Wall Products Co., 
saying that the examiner’s recommendation would give them 
the rates sought on contractors’ equipment, added that it did 
not discuss their evidence, nor state whether or not a con- 
tractor’s outfit was to be considered individually and that the 
rates on such outfits were to be considered as straight carload 
rates. They would agree with that conclusion, they said, but 
added that the failure of the examiner to clarify the point might 
lead to some confusion. They asked the Commission to make 
this clear, and to find that transportation on past shipments 
should be adjusted to those based on the carload rates con- 
temporaneously applicable on contractors’ outfits comprising 
each shipment. 


West Coast 


The Oakland, San Francisco and Sacramento, Calif., cham- 
bers of commerce, and the Industrial Traffic Club of San Fran- 
cisco, in joint exceptions to the examiner’s proposed report in 
No. 28989, said that the case required an unusually careful 
analysis of the facts and a full realization of the ultimate effect 
that substitution of the proposed rule would have on the de- 
fendants’ revenues and the industrial and economic development 
of the territory where rule 10 or the corresponding rules in 
transcontinental tariffs now applied. They said that ‘the meager 
discussion of the evidence, the abruptness with which the con- 
clusions are reached, and the lack of any explanation for those 
conclusions, indicates that such an analysis was not made of 
facts of record, and that a full realization of the ultimate effect 
of substitution of the proposed for the present rules is sin- 
gularly lacking.” The proposed finding should be rejected, 
and the Commission should find the assailed rules not unjust 
or unreasonable, and dismiss the complaint, they said. 


Laying emphasis on the factors that made Western Terri- 
tory different from Eastern or Southern Territory, and calling 
attention to the fact that those supporting the present rule 10 
were all located, with few exceptions, in the interior of West- 
ern Territory, while the complainants and those supporting 
them were mostly located or doing business in other territories 
or on the edge of Western Territory, the chambers of commerce 
of Springfield and Kansas City, Mo., and the Industrial Traffic 
Managers Association of Kansas City, said it was clearly shown 
that shippers in Western Territory as a whole did not desire 
the extension of the eastern and southern rule 10 into that 
territory. They were unable to use it to advantage, the ex- 
ceptors said, and that it would injure them and favor their 
eastern competitors who would be able to use the rule. They 
contended that the present rule 10 in Western Territory had 
not been shown to be unreasonable. 


Southwestern railroads, defendants in the proceeding, filed 
two exceptions to the examiner’s report, one to the proposed 
rule, and the other to what they said was the examiner’s failure 
to recommend that his findings should apply only to rates pre- 
scribed by the Commission as reasonable maxima and not to 
subnormal rates voluntarily established by the carriers to meet 
competitive conditions or otherwise. The railroads said it was 
not within the province of the Commission to apply to less- 
than-carload quantities in mixed carload shipments depressed 
carload rates established by them in their managerial discre- 
tion, that were less than corresponding carload rates that the 
Commission had itself prescribed as reasonable maxima. They 
asked that the Commission find that the present rule 10 did 
a violate section 1 of the act, and that it dismiss the com- 
plaint. 


As to the arbitraries that the examiner recommended 
should be added to compensate the carriers for the expense 
involved in rate checking, billing, and test-weighing of mixed 
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carloads, the railroads said this arbitrary charge would itself 
increase the accounting expense of the carriers, since it would 
have to be carried through all interline settlements. While it 
was obvious that the examiner had recommended the arbitraries 
with an idea of compensating the carriers for additional ac- 
counting expenses, the railroads said the amendments to the 
rule would materially reduce the carriers’ revenue, and that 
the compensation procured as a result of the arbitrary charges 
would not compensate the carriers for loss of revenue that 
would result of rule 10 was amended. 


Wrought Pipe to Southwest 


Pan-Atlantic Steamship Corporation, Seatrain Lines, Inc., 
and Southern Steamship Co., allege that the rail carriers peti- 
tioning for further postponement of the effective date of the 
Commission’s order in I. and S. 4815, Wrought Pipe to the 
Southwest, were following a “deliberate policy of delay,” and 
that the carriers had been so successful in ‘‘thwarting the Com- 
mission’s decision’ that, prior to their latest petition, they had 
merely written the Commission a letter asking further post- 
ponement. In doing this, the steamship companies said, in their 
reply to the petition, the carriers had “presumed a little too 
much” and that their request had been denied, adding that the 
carriers had now returned with a formal petition that was 
merely ‘‘a rehash of their previous contentions.” In their pe- 
tition, the rail carriers said that the Commission was requiring 
them to do the impossible in requiring them to establish rates 
on the involved traffic for application over rail-ocean, ocean- 
rail, and rail-ocean-rail routes formed of their lines because 
some steamship lines had cancelled their concurrences in the 
applicable tariffs, and others had suspended their operations 
(see Traffic World, Sept. 2, p. 560). 

The time had come, the steamship companies said, to ask: 
“Do we have an order here or do we not? If we do, then it 
also seems to us that the time has come when, to quote our 
founding fathers, ‘Patience has ceased to be a virtue.’” The 
steamship companies said that since the original order of the 
Commission, entered April 13, 1942, to become effective on 
August 7, 1942, “certain” rail carriers had filed (prior to the 
pending petition) “some six formal petitions” for postponement 
of the effective date of the order. After denial of their request 
for postponement, made by letter, the steamship companies 
said that the carriers had “burned the wires” to discover what 
they had known all along, viz., that three of the coastwise lines 
had withdrawn their concurrences. This, coupled with suspen- 
sion of coastwise service, they said, had caused the railroads 
to say that it was impossible to comply with the Commission’s 
order, adding that the delay had been stretched to two full 
years and more and that, so far as the “many petitions” 
showed, the carriers had done nothing toward “progressing the 
mechanics of publication.” Instead, the steamship lines said, 
the carriers had ‘sat back with an assurance amounting to 
smugness, content in the faith that they can forever secure 
additional postponements. They present this last petition on 
a date, which allowing for reply, will merge into the ‘30-day 
notice’ period contemplated in the last order of the Commission 
and thus force it into a further postponement.” 

The steamship lines said they hoped the Commission “by 
some means or other” would serve notice that the time for 
delay was over so that the rates it prescribed more than two 
years ago might become effective. 

They appended an “addenda” to their reply saying that, 
since its preparation, they had received advice that the South- 
ern Pacific Lines (Texas & New Orleans) had issued instruc- 
tions to Agent Knobeloch, on August 30, (and the Texas & 
Pacific, on August 25) to take the necessary steps to effect 
publication of the prescribed rates for their account to become 
effective October 8, the present effective date of the Commis- 
sion’s order. 


“GRANDFATHER” OPERATION QUESTION 


The fact that periods of nonoperation had been caused by 
the loss of business to a competing water carrier was not a 
circumstance beyond the control of the applicant, said southern 
rail carriers replying to a petition of the applicant in MC 71516, 
Alabama Highway Express, Inc., Common Carrier Application, 
in which the applicant asked for reconsideration of the report 
In so far as it denied authority to conduct operations between 
Alabama and Georgia, on the one hand, and, on the other, 
points and places in Maryland (see Traffic World, Sept. 9, p. 
631). The railroads asked that the petition for reconsideration, 
anc the further request for postponement of the effective date 
of the order in that proceeding, September 16, be denied. 

“It must be borne in mind that applicant is not claiming 
to perform a highly specialized service, i. e., the handling of 
Canned goods only, but is a general-commodity irregular-route 
common carrier, and a mere holding out, we submit, will not 
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alone suffice to bridge the gaps of four months and a year 
and five months, at different times, in operations to and from 
Maryland, which is in reasonable proximity to applicant’s base 
area,” said the railroads. “It is only reasonable to assume that 
if applicant had used such means as were lawful and necessary 
to secure other business to and from Maryland it would have 
secured a reasonable amount of traffic consistent with a bona 
fide holding out to serve that state.” 

In the circumstances, the railroads said, it must be con- 
cluded that these interruptions of service were voluntary and 
fatal to claimed “grandfather” rights to serve Maryland. 

In reply to the applicant’s contention that division 5 had 
not considered the oral testimony, the railroads said that a 
reading of the division’s decision clearly revealed that it had 
considered the oral testimony, and had given it such weight 
and consideration as it merited, considering it along with other 
evidence, principally documentary, to determine whether actual 
operations were consistent with the oral testimony as to its 
claimed “holding out.” 


Serap Rubber Transit 


The Mississippi Valley Barge Line, and the American Barge 
Line, have petitioned the Commission either to suspend item 
2152, supplement No. 61 to Southwestern Lines Tariff No. 
174-N, Agent J. R. Peel’s I. C. C. No. 3514, to become effective 
September 21, or to enter into an investigation of the item 
without supending it, if injury would be done to shippers 
by suspension. The water carriers said the rail lines, parties 
to the tariffs, proposed to establish the privilege of sorting, 
grading, cutting, storing and reshipment of scrap rubber, car- 
loads, at St. Louis, Mo., East St. Louis, Ill., Little Rock, Ark., 
and Memphis, Tenn., the through rate to be applied from 
station of origin to final destination to be “not less than the 
rate applicable via all-rail from and to the same points.” This, 
they said, would result in confining the privilege to all-rail 
shipments, by observing all-rail rates as minima. 

The water carriers cited Ex Parte 102, 182 I. C. C. 521 and 
Ex Parte 99, 178 I. C. C. 224, 182 I. C. C. 512, in which they 
said the Commission had found that joint rates ordered to 
be established should be governed by the same general or spe- 
cial rules, regulations, and privileges as covered, applied, or 
were available in connection with corresponding all-rail rates. 
They said, also, that in No. 28754, Storage in Transit of Im- 
ported Rubber, 256 I. C. C. 183, embracing I. and S. No. 5063, 
Storage of Crude Rubber at Birmingham and Mobile, the Com- 
mission had held that a restricted transit privilege similar to 
that proposed in the schedules complained of in the instant 
petitions would be unjust and unreasonable, as well as dis- 
criminatory. 

“That differences under all-rail rates are required over 
joint barge and rail routes is well known and is based upon 
the solid foundation of public interest and national policy,” 
said American. “It is a matter of common knowledge that ton- 
nage cannot move in connection with inland water routes on 
the level of railroad rates between the same points. This eli- 
mination of the water routes is precisely and exactly what 
the rail carriers are seeking to do on this scrap rubber, and 
unless curbed will undoubtedly extend this practice to other 
commodities. The protested provision has the effect of saying 
to the shipper or receiver ‘if you use the barge line joint routes 
and you want to use this transit at an intermediate point you 
can do so but you will have to pay the all-rail rate.’ If such 
a structure were permitted to go into effect, the result would 
be the complete destruction of any movement over barge 
routes...” 

The carriers each said that it had been unsuccessful in 
obtaining amendment or removal of the protested item. 

Inland Waterway Corporation, operating the Federal Barge 
Lines, has joined the Mississippi Valley Barge Line in asking 
the Commission either to suspend item 2153, supplement No. 
61 to Southwestern Lines Tariff No. 174-N, or to enter into an 
investigation of the item without suspending it. 

H. Muehlstein & Co., of New York, N. Y., told the Commis- 
sion that it “strenuously” protested the proposed suspension. 
The company said that suspension of the item would seriously 
handicap its operation at Memphis, placing Memphis at a dis- 
advantage from a competitive standpoint as against E. St. Louis, 
Ill., and other points. The company suggested that the Commis- 
sion institute an investigation without suspending the tariffs. 


CERTIFICATE REVOCATION HEARINGS 


A total of twenty-one motor carriers in the New York 
area have been ordered by the Commission, division 5, to 
appear at hearings October 2, 3, and 4, at the Hotel St. George, 
Brooklyn, N. Y., to show cause why an order should not be 
issued requiring them, within a reasonable time, to resume 
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operations that the orders said appeared to have been discon- 
tinued, and to comply with the requirements for filing and 
approval of evidence of security for the protection of the 
public, and why, in default thereof, their certificates should 
not be revoked (see Traffic World, Sept. 9, and elsewhere in 
this issue). 

Nine of the hearings, involving carriers domiciled in New 
York state, and three hearings, involving carriers domiciled 
in New Jersey, were assigned for hearing before Examiner 
Paul Coyle; six of the hearings, involving carriers domiciled 
in New Jersey, were assigned for hearing before joint board 
No. 42; one hearing, involving a New Jersey carrier, was 
assigned for hearing before joint board No. 119; one hearing 
involving a Connecticut carrier was assigned for hearing before 
joint board No. 227; and one hearing, involving a New York 
state carrier, was assigned for hearing before joint board No. 
305. 

The investigations were instituted by division 5, and were 


assigned motor complaint docket numbers from MC C-412 to 
MC C-432, inclusive. 


Motor Transport for Meat Packers 


Examiner T. B. Johnston held a hearing at Chicago, Sep- 
tember 12 to 14, in Ex Parte MC 38, modification of permits of 
motor contract carriers of packing house products, reopened on 
a request by the American Meat Institute of Chicago for action 
by the Commission, through exercise of its powers under the 
second war powers act of March 27, 1942, to effect uniformity 
for the war period in the description of commodities that motor 
contract carriers serving meat packers are authorized to trans- 
port. The Contract Carrier Conference of the American Truck- 
ing Associations, intervening in support of the institute, seeks 
similar action, but on a permanent basis, by the Commission’s 
exercise of its power under section 204 of the act (see Traffic 
World, March 18, p. 715). 


Witnesses for the institute, for individual meat packers, 
and for several contract motor carriers testified generally that 
at present some motor contract carriers have permits authoriz- 
ing them to haul meats and packing house products, or packing 
house products only, or packing house products and such dairy 
products as butter, eggs, and cheese, or any or all of the above 
and equipment, material and supplies used by the packers in 
connection with the distribution of their food products. Packer 
witnesses testified that recently some district supervisors for 
the Commission had ruled that permits authorizing truckers to 
haul ‘packing house products and supplies,’ for example, did 
not provide authority to haul meat or butter, for example. 
Testifying that commodity descriptions embodied in the truck- 
ers’ permits varied widely, the witnesses said that a narrow 
interpretation of commodity lists by Commission officials would 
prevent many of the contract truckers from continuing to haul 
meats, butter, cheeses, office equipment, and many other com- 
modities shipped by packing houses. The packer witnesses said 
that motor common carriers and railroads could not provide 
the necessary refrigerator service to handle the packers’ traffic. 
They said that Commission should, in the interest of efficiency 
in the war period, authorize all the contract motor carriers 
hauling packer products and supplies to handle any or all of 
those commodities. They added that most of the truckers in- 
volved were not familiar with methods of Commission pro- 
cedure and, having for many years hauled meats, butter and 
the like under the impression that such commodities were pack- 
ing house products, were not aware that the Commission would 
restrict their authority so as to exclude those commodities. It 
would take at least two years to obtain uniformity in the truck- 
ers’ commodity authorities under regular Commission procedure 
for amendment of permits, they said. 

The witnesses were cross-examined by counsel for the rail- 
roads, the Regular Common Carrier Conference of the A. T. A., 
and for individual common carrier truck lines. The protestants 
sought to show that the railroads and motor common carriers 
could amply provide refrigerator service to the packers; that 
the problem stated by the packer witnesses was not a new one 
and should be handled by the Commission in the regular man- 
ner of amending permits on a showing by carriers that public 
convenience and necessity were involved; that each large packer 
operated packing plants, dairy and other plants, many of which 
shipped and received only a few of the commodities and sup- 
plies involved; that the packers’ petition was based not so much 
on current difficulties in obtaining transport service as on their 
fears that difficulties might arise in the future. The protestants 
did not submit any testimony. 

Appearances were entered by the following: 


Ross Dean Rynder, American Meat Institute; C. D. Todd, Contract 
Carrier Conference; Frank Goldapp, a contract carrier of Council Bluffs, 
Ia.; Adolph Solie, Madison, Wis., for Joseph Pomprowitz, doing business 
as L, C. L. Transit Company of Green Bay, Wis.; James W. Nisbet, for 
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Class I railroads; A. R. Eldred and F. C. Culkin, Official Territory rai]- 
roads; Frank Overmyer, Illinois-Minnesota Motor Carrier Conference; 
David Axelrod, Motor Carriers Conference of Illinois; Robert Des 
Roches, Associated Truck Lines and C. A. Conklin Truck Lines; S. L, 
Foote, Oscar Mayer and Company; Zachary D. Ford, Keeshin Motor 
Express Company; William B. Browder, for the southern railroads: 
H. L. Lewis, Regular Common Carrier Conference; F. J. Van Osdel, 
Midnite Express et al.; H. C. Stiening, for Janke Transfer Company; 
L. S. Hamilton, Milwaukee Road; L. Z. Whitbeck, Great Atlantic and 
Pacific Tea Company. 


Ww. & L. E. Control 


R. S. Marshall, senior vice-president of the Chesapeake & 
Ohio, the Nickel Plate, and the Pere Marquette, appeared as 
a witness in a hearing before Examiner R. R. Molster in Fi- 
nance No. 14367, Wheeling & Lake Erie Control, involving an 
application of the C. & O. to purchase 5,472 additional shares 
of common stock of the W. & L. E. from the Alleghany 
Corporation, at a price of $59.60 a share (see Traffic World, 


Aug. 25, p. 494). George H. Gardner, of Washington, repre- 
sented the C. & O. 


Mr. Marshall said he regarded the purchase of the stock 
at that price as a good investment for the C. & O., and cited 
sales on the New York stock exchange of 30 shares at $71 a 
share on August 28, and 150 shares at $70 a share on Septem- 
ber 6. In answer to a question by the examiner, Mr. Marshall 
said the C. & O. had no plans at present to purchase additional 
shares, explaining that he meant that “we do not know of any 
shares that are for sale at the moment.” He agreed with the 
examiner that sales in smaller lots were bringing higher prices 
than sales involving large lots, and the examiner suggested 
that if the C. & O. attempted to buy a large number of shares 
in the open market the price would be higher than that in- 
volved in the instant transaction since the acquisition involved 
control of the corporation and the holder of such stock might 
think he had some of value to sell. 


In a discussion of the Ohio law, requiring consent of two- 
thirds of the stockholders to a merger of roads, Mr. Gardner 
agreed to furnish information as to whether the consent of two- 
thirds of each type of stock outstanding was required. In an- 
swer to a question by the examiner, Mr. Marshall said he did 
not think that the C. & O. expected to reimburse itself later 
for the purchase of the W. & L. E. stock by the issuance of 
C. & O. securities. He said he did not want to say that it would 
not, at any time in the future, ask to issue its own securities, 
but that he did not expect anything to be done “this year.” 


The examiner asked Mr. Marshall if the C. & O. could not 
induce Alleghany to accept C. & O. stock in exchange for the 
W. & L. E. stock. Mr. Marshall said he did not know, adding 
that they did not have any C. & O. stock available at the 
moment. He said he thought the company would have to ask 
the Commission for authority to issue stock, and that that 


would seem to be a cumbersome transaction in view of the 
amount involved. 


NEW MEXICO PERMIT RULING 


The Commission has served notice on a group of indi- 
viduals, partners, dba Doc’s Feed & Fuel, Lordsburg, N. M., 
that desired to register a New Mexico motor carrier permit 
with the Commission, and that had notified the Commission 
that it proposed to engage in transportation in interstate or 
foreign commerce under the second proviso of section 206(a) 
of the interstate commerce act, that they might not lawfully 
engage in such transportation within the state of New Mexico. 
The notice was issued in MC 58406, A. L. Myers, Anne Myers, 
and L. A. Bradbury, dba Doc’s Feed & Fuel, Lordsburg, N. M. 

The notice said it appeared that the grant of authority to 
the carrier under the New Mexico motor carrier law, as 
amended, had not been granted on a showing by the carrier that 
public convenience and necessity required the service and that 
it was not a certificate of public convenience and necessity 
within the meaning of the second proviso of section 206(a). 


PETITIONS FOR REHEARING, ETC. 


Finance 14418, Wisconsin Central et al., abandonment. Wisconsin 
Central and M. St. P. & S. S. M. ask to substitute name of reorgan- 
ized M. St. P. & S. S. M. for trustees of property of M. St. P. & S. S. M. 

MC-F 2503, Stanley L. Wasie, control; Merchants Motor Freight, 
Ine., purchase, George Harris. Merchants Motor Freight, Inc., asks 
for reopening and reconsideration of application for temporary authority 
under Section 210a(b) of Act. 

No. 28930, Aberdeen Plywood Corp., et al. vs. Amador Central, et al. 
Complainants ask for reconsideration of decision of Division 2, of 
July 20. 

W-420, Knappton Towboat Co., common carrier application. Appli- 
eant asks for reopening for reconsideration. 
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Missouri Pacific Reorganization 


W. Seymour Smith, Donald D. Wilson, and William H. 
Biggs, directors of the Missouri Pacific, arguing that the rail- 
road has no need of reorganization, and that, when all classes 
of securities were informed as to the facts concerning the pres- 
ent financial position of the railroad, the rejection of any re- 
organization plan “bearing the slightest resemblance to the one 
approved by the Commission would follow,” have petitioned the 
Commission in Finance No. 9918, Missouri Pacific Railroad Re- 
organization, to modify its order in that proceeding. They asked 
that the order be modified so as to provide in the plan “fair 
and equitable treatment to the stockholders of M. O. P., or in 
the alternative to determine that M. O. P. is entirely solvent 
and in no need of reorganization. .. .”” They also asked for oral 
argument, rehearing, “and other consideration.” In the M. P. 
reorganization proceedings, the Commission, by a supplemental 
report and order, modified the plan it had previously approved 
and modified, and adopted, with some exceptions and some 
changes, the so-called compromise plan introduced in evidence 
at the further hearing in October, 1943. The Missouri Pacific 
recently filed a petition asking reconsideration of the plan on 
the ground that holders of preferred and common stock of the 
railroad were entitled to recognition (see Traffic World, Sept. 
9). 

The directors, in the instant petition, reviewed the improve- 
ment in the situation of the railroad that they said had taken 
place under the trustee’s management and said that “it is diffi- 
cult to believe that, if the foregoing facts had been clearly 
brought to the attention of the Commission, its conclusions 
would not have been materially altered. The picture of M. O. P. 
today is materially different from that of January 1, 1940.” They 
said it was reasonable to suppose that with the present large 
sums of cash on hand, and with, in effect, only one key creditor 
interest to deal with, some reasonable accommodation could be 
reached with that creditor interest fair to all and better for 
both creditor and road than anything offered in the present plan. 

The directors quoted a resolution, adopted at a meeting of 
the directors of the Missouri Pacific, that they had presented, 
to the effect that the board opposed the plan approved by the 
Commission. This resolution, they said, had been adopted with- 
out a dissenting vote on August 11. Some days after that date, 
they said, Robert Young, chairman of the Alleghany Corpora- 
tion, that had voted about 633,000 shares and elected ten di- 
rectors in May, stated that Alleghany would continue to support 
the plan approved by the Commission. Immediately thereafter, 
the directors said, they had sent a telegram to the secretary 
of the Missouri Pacific, calling for a special meeting of the 
board on August 23. The meeting was held in the office of the 
company in New York on August 23, they said, and that the 
only other director appearing was Marion B. Pierce. They 
pointed out that in their telegram asking for the special meet- 
ing they had cited, as among the reasons for its necessity, “the 
conflict of interest in which Marion B. Pierce as counsel for 
the debtor finds himself by reason of his representation of 
Alleghany ‘interests. . . .”” The directors said that, due to the 
failure of the other directors elected by Alleghany to appear, 
there was no quorum and that, under the terms of the by-laws, 
no action could be taken by the directors present. They added 
that counsel for the debtor had stated that he intended to pre- 
pare a petition for modification of the plan, and that he would 
not submit a draft of the petition to the directors for their 
consideration and comment before submission to the Commis- 
sion. 

‘Inasmuch as petitioners (together with John G. Rolph) 
are the only directors representing the stock of M. O. P. held by 
the general public, and inasmuch as the stockholders’ interest 
is completely eliminated by the proposed plan, no course is open 
to petitioners other than to submit this petition on behalf of 
all the stockholders of M. O. P.,” said the directors. 

The directors said that the Missouri Pacific was the first 
railroad in the history of section 77 of the bankrupty act “where 
creditors and stockholders have exercised the statutory pre- 
rogative to reject a plan,” and that at the time of the rejection 
the situation of the system was much less favorable and the 
security holders knew much less than they did now about the 
asseis and earnings of the road. They said that the proposed 
plan would not receive support from any group other than those 
for whom full payment was provided. 


The hope and belief of proponents that this plan will have 
enough support from public security holders to put it into 
operation is predicated, in the last analysis, on the notion that 
security holders are tired and that practically any plan is better 
than a continuance of bankruptcy proceedings,” said the di- 
rectors. “In that belief, proponents may be keenly mistaken. 
... A plan born of ennui will not succeed. The alternative is 
Simple: Vote it down and take the road out of bankruptcy.” 

Melen J. Comstock, holder of capital stock of the New 
Orlcans, Texas & Mexico Railroad Co., has filed a petition with 
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the Commission asking that its order be modified. She said that 
the Commission had erred in failing to give adequate considera- 
tion to the assets and earnings of the N. O. T. & M., and in 
failing to award to its stock a fair and equitable equivalent in 
the securities of the new company. She said, in addition, that 
the Commission had erred in failing to find that the N. O. T. 
& M. was solvent and in no need of reorganization. She adopted 
that portion of the petition of Andrew W. Comstock, holder of 
5% per cent secured serial gold bonds of the Missouri Pacific 
in so far as it dealt with the securities of the N. O. T. & M. 
Mr. Comstock took the position, concerning the secured 5% per 
cent bonds, that the Commission had erred in failing to give 
consideration to the rights of the holders of those bonds, and 
asked that the plan be modified as to them. 

Fred D. Wilson, holder of $150,000 of general mortgage 4 
per cent bonds of the Missouri Pacific took the position that 
the Commission had erred in its treatment of holders of these 
bonds which, he said, were a second lien on the entire road of 
the Missouri Pacific. He asked that the plan be modified in 
respect of the holders of such bonds, and that a rehearing, re- 
argument, oral argument, and other consideration be granted. 

The Reconstruction Finance Corporation and the group of 
institutional holders of Missouri Pacific first and refunding 
mortgage bonds, have asked the Commission, in a joint brief, 
to deny the application of Charles H. Albers, et al., for au- 
thority as a committee to represent holders of the company’s 
secured serial 5% per cent bonds. Among the ground assigned 
for denial of the application was that the application was “be- 


lated,” and that there was no substantial function for the pro- 
posed committee to perform. 


Commercial Barge Application 


Commercial Barge Lines, Inc., has filed an application in 
W-751 with the Commission asking a revised scope of operating 
authority as follows: 


Operations as a common carrier by water by non-self propelled 
vessels with the use of separate towing vessels, in interstate or foreign 
commerce of motor vehicles and trailers and parts and accessories 
thereof (as described herein). 

Between Cincinnati, O., Evansville, Ind., and Louisville, Ky., on 
the north to Memphis, Tenn., Vicksburg and Greenville, Miss., Baton 
Rouge and New Orleans, La., and all other points and ports on the 
Mississippi and Port Arthur, Houston and Galveston, Tex., on the 
Intracoastal Canal on the south and all points on the Tennessee River, 
Chattanooga, Tenn., and west; 

Between all points on the Illinois Waterway, the Chicago area and 
south, and all points on the Mississippi River south of the point of 
confluence of the Illinois River and the Mississippi River and to Port 
Arthur, Houston and Galveston, Tex., on the Intracoastal Canal, and 

Between ports and places on the Illinois Waterway, Mississippi 
River and Intracoastal Canal, as described above, on the one hand, 
and all ports and places on the Tennessee River, on the other; and 
the transportation of commodities generally between Cincinnati, O., 
Evansville, Ind., and Louisville, Ky., on the one hand and all ports 
on the Tennessee River, Chattanooga, Tenn., and west, on the other. 


The applicant said its service, in part, was direct all-barge, 
port-to-port service. In other instances, it said, the barge serv- 
ice was part of a combination service involving highway trans- 
portation, by both the truckaway and driveaway methods. It 
said the purpose of the application was to afford its specialized 
service, with the use of a special type of equipment and spe- 
cially trained personnel to motor vehicle and trailer manufac- 
turers located in the Chicago area, at St. Louis, Mo., at Mem- 
phis, and at New Orleans. The applicant said it would further 
offer this service to all receivers and manufacturers of such 
commodities located on or near the rivers involved, and to such 
persons as were located near the rivers involved when its barge 
traffic had received a prior or subsequent handling by the 
highway transportation methods. Thus, said the applicant, vehi- 
cles manufactured at Detroit might be trucked or driven to 
Chicago and from that point transshipped by barge over the 
operations covered by the instant application. It added: 


The inherent advantages of cheaper transportation cost would be 
available to the public. Shoring, crating or packing of any kind is 
avoided in our service and we make delivery to our destination port 
of the motor vehicle with all accessories attached. 


The applicant described its present operations under the 
certificate in W-51, as comprising the transportation of general 
commodities between Cincinnati, Louisville, and Evansville, on 
the one hand, and all points on the Tennessee River (Chat- 
tanooga and west) on the other; and the transportation of 
motor vehicles between Cincinnati, Louisville, and Evansville, 
on the one hand, and all points on the Tennessee River (Chat- 
tanooga and west), Memphis, Vicksburg, Greenville, Baton 
Rouge and New Orleans on the Mississippi River, and Port 
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Arthur, Houston, and Galveston, Tex., on the Intracoastal 
Canal, on the other. 

It added that Examiner Brown had recommended the issu- 
ance of a certificate that would extend all operations in the 
handling of both motor vehicles and general commodities on 
the Tennessee River east to Knoxville, but that such order was 
not yet effective. 


W. & O. D. PURCHASE 


The Commission, division 4, has issued an order in Finance 
No. 14447, Washington & Old Dominion Railroad Purchase, in- 
volving an application of the W. & O. D. to purchase from the 
Southern Railway Co., its so-called Bluemont branch, consisting 
of 46.44 miles of main track, extending from Alexandria to 
Purcellville, Va., and 5.9 miles of spurs and sidings, assigning 
the proceeding for further hearing at a time and place to be 
designated. 

The order said the further hearing would be “for the pur- 
pose of receiving evidence as to the applicant’s ability to finance 
the purchase of the line of railroad involved, and particular as 
to (1) savings effected by the substitution of diesel-electric 
locomotive power for electric trolley power, (2) the financial 
results of operation after January 1, 1937, assuming that diesel 
power had been used, (3) revenues from coal traffic, (4) income 
account, balance sheet, profit and loss account and traffic statis- 
tics as of the latest dates available, and (5) common carrier 
motor and other truck operations in the area served by the 
line.” 


RUTLAND REORGANIZATION 


By orders in Finance No. 14635, Rutland Railroad Co., 
Reorganization, the Commission, division 4, has filed in, and 
made a part of, the record in the proceeding, a report of the 
Commission’s Bureau of Valuation on the elements of value 
as of December 31, 1942, of the property of the company, and 
a report of the Commission’s Bureau of Accounts on its ac- 
counting investigation of the net income of the company for the 
years 1937 to 1943, inclusive. 

The report of the Bureau of Valuation showed the original 
cost, except land and rights, as $26,993,651; the cost of repro- 
duction new as $35,579,098; the cost of reproduction less de- 
preciation as $21,962,366; value of land and rights was shown 
as $1,900,256, and working capital as $562,600, for the Rut- 
land. Original cost, except land and rights, of Addison Rail- 
road Co., was shown as $312,073; cost of reproduction new, 
as $456,724; cost of reproduction less depreciation, $304,256; 
and value of land and rights, $2,490. 

The report of the Bureau of Accounts showed the seven- 
year total of net railway operating income as $631,752, and 
the yearly average as $90,250. Total net deficit for the seven 
years was shown as $1,718,211, and the yearly average as 
$245,459. The report showed a deficit in three of the seven 
years in income available for payment of interest. 


Motor Temporary Authority 


Harry S. Elkins, counsel for petroleum transporters, has 
pointed out that December 31, 1944, is “an interesting date” 
to many motor carriers, particularly petroleum transporters, 
who have obtained from the Commission temporary operating 
authorities which expire on that day. Tariffs containing rates 
for such operations are dated to expire at the same time. 

“Carriers are beginning to consider the changes which may 
be required if such operating rights are then to be terminated 
wholly or in part,” said Mr. Elkins in reviewing the situation. 

The second war powers act, 1942, eliminated from section 
210a of the motor carrier act the provision that limited the 
Commission to issuing temporary operating authority for more 
than 180 days, but that act, as Mr. Elkins points out, will 
expire December 31, 1944. The 180-day limitation may be 
revived unless the second war powers act is amended. Provision 
for such amendment is contained in H. R. 4993, introduced by 
Chairman Sumners, of the House judiciary committee. This 
bill would continue the provisions of the act in effect until 
December 31, 1945, or until such earlier time as Congress or 
the President might designate. 

“It is significant that the Commission, when the 180-day 
clause was eliminated, adopted December 31, 1944, as the date 
upon which many operating authorities would expire,” said 
Mr. Elkins. 

“Obviously if the bill (H. R. 4993) becomes law, the sus- 
pension of the 180-day limitation will continue, and where the 
need for continuance of operations until December 31, 1945, 
may be reasonably anticipated, the Commission may extend 
essential temporary operations until that date,” he continued, 
adding: 

Nevertheless, it should be observed that the Commission's authority 
to authorize temporary operations stems from section 210a of the 
interstate commerce act, and that section requires it to find that “‘there 
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is an urgent and immediate need to a point or points or within a 
territory having no carrier service capable of meeting such need.” 
Thus, the Commission must inform itself, or be informed, that there 
is a need for continuance of operations after December 31, 1944. There 
are many hundreds of applications on file due to expire at the end of 
this year. Many operations necessary because of the war or conditions 
growing out of it, will continue to be essential for the duration, but 
it does not follow that conditions with respect of all such operations 
have remained unchanged or will continue to do so, and the Commission 
may believe it has no authority to continue by a blanket order bulk 
operations expiring December 31, 1944. If the Commission must con- 
sider each individual operation on its merits,*require proof of con- 
tinuing need, and make a finding before December 31, 1943, whether 
or not the need for extension of each authority exists, a considerable 
burden will be placed upon the Commission and its staff. It is possible 
for the Commission to obtain information without relying solely upon 
representations of individual operators. Its field offices, the Office of 
Defense Transportation, and other government agencies may furnish 
much data with respect to needs of each field. But if operations may 
be continued only after each applicant has applied for an extension 
and has presented facts showing a need for it, the Commission has a 
considerable task ahead if the job is to be completed before December 
31, 1944. 

An announcement by the Commission concerning the procedure 
would remove uncertainty. Operators may aid themselves and the 
Commission by calling the attention of their congressmen to the need 
for early passage by Congress of H. R. 4993. 


TRANSPORTATION OF EXPLOSIVES 


The Commission, division 3, has issued an order in No. 
3666, In the Matter of Regulaitons for Transportation of Explo- 
sives and Other Dangerous Articles, superseding and amending 
the list of explosives and ather dangerous articles in its orders of 
Aug. 16, 1940, and Oct. 14, 1943, among other things. The 18-page 
order also carries amendments to the Commission’s regulations 
concerning the packing of explosives, tracer fuzes and tracers, 
poisons, paints, etc., acids, and dealt with compressed gases 
shipped in tank cars. The remainder of the order was given 
over to amendments to specifications for seamless or welded or 
brazed steel cylinders, and to regulations as to waybills and 
leaking tank cars. 

The order was made effective on and after September 7. ° 


RED RIVER LUMBER SWITCHING 


The Commission should affirm the conclusions reached in 
the report of division 3 on further hearing, 256 I. C. C. 379, 
reversing the findings in the prior report, 234 I. C. C. 287, hold- 
ing that the allowances paid by the respondent railroads to the 
industry for performing service beyond the present points of 
interchange at Westwood, Calif., were not excessive or other- 
wise unlawful, said the respondents in Red River Lumber Co. 
Terminal Allowances, Ex Parte No. 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 
Services. 

The respondents, Southern Pacific Co., and the Western 
Pacific Railroad Co., said they had assumed “all along’ that 
they were legally obligated to deliver loads, spot empties, and 
pick up outbound loaded cars at a reasonably convenient place 
on the tracks of the industry under the line-haul rates. They 
said that the inadequacy of the railroad yard, under present 
traffic conditions, to permit of the handling and classification 
of all of the inbound cars of logs and outbound empty log cars, 
inbound loads of other freight, inbound empty and outbound 
loads of lumber and veneer, and the practical inability of the 
respondents either to assign switch engines and crews to the 
switching service at Westwood, or jointly to switch the lumber 
company’s plant with the line-haul power, was no concern of 
the industry. That, they said, was purely a railroad problem 
that they had attempted to solve by the arrangement under 
review. The arrangement with the industry, they said, did not 
run counter to any of the principles laid down in the deciding 
cases. 

The respondents pointed out that, following the report of 
division 3 on further hearing, the entire Commission had entered 
an order reopening the case for rehearing on its own motion. 
They said that the present allowance of $2.70 a loaded car paid 
the industry did not exceed that which was reasonable. They 
added that the record showed beyond controversy that the cost 
of the services for which the allowance applied, if performed 
by them, would greatly exceed the payment to the industry. 


SEABOARD REORGANIZATION 


The Commission’s Bureau of Finance has been advised that 
the federal district court at Philadelphia, Pa., has approved 
certain amendments of the plan of reorganization of the Sea- 
board Air Line Railway Co. set forth in the report by the Com- 
mission, division 4, in Finance No. 14500, Seaboard Air Line 
Railway Co. Receivership, including the extension of the ma- 
turity period of the first mortgage bonds of the new company 
to 50 years from 40 years and the extension of the maturity 
period for the new company’s income mortgage bonds from 
50 years to 70 years (see Traffic World, Aug. 19, p. 424). 
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September 16, 1944 


War Dept. Wharfage Complaint 


Alleged failure on the part of three hundred and forty- 
five railroads to assume wharfage expense of shippers on export, 
import, intercoastal, and coastwise traffic involving War De- 
partment shipments moving over the wharves operated at New 
Orleans by the War Department, while assuming such ex- 
penses on shipments moving over wharves operated by the 
Board of Commissioners of the Port of New Orleans, was made 
the basis of a complaint filed by the Secretary of War with 
the Commission, in No. 29185, Henry L. Stimson, as the Secre- 
tary of War, vs. Aberdeen & Rockfish Railroad Co. et al. 

The secretary said that the Congress Street and Pauline 
Street wharves, owned ,.by the state of Louisiana and formerly 
operated by the New Orleans port board, called the Dock 
Board in the complaint, were leased to the government for the 
use of the War Department January 19, 1942, and had been 
operated by the department since that date. He said that, in 
the past, other wharves owned by Louisiana in Orleans parish, 
and controlled by the Dock Board, had been leased for varying 
periods of time to the United States for the use of the War 
Department. He said that, in the periods when such wharves 
were operated by the Dock Board, it made a wharf tollage 
charge for the use of the wharves of 10 cents a ton of 2,000 
pounds on bananas and coconuts, and 15 cents a ton of 2,000 
pounds on all other commodities (except liquid and bulk cargo) 
moving over or under the wharves, and that the tollage was 
due from the owners of the commodities on which the charge 
was assessed. The secretary also said that the army wharves 
(Poland Street), except for a wharf constructed since the be- 
ginning of the present war, were under the control and opera- 
tion of the Dock Board for many years following the close of 
the 1917-18 war, and that during the operation of the facilities 
by the board, the wharf tollage aforementioned had been 
assessed. 

Additional facilities for the handling of general cargo 

between vessels and railroad cars in Orleans parish, the secre- 
tary said, were general cargo wharfage facilities owned by 
Louisiana and operated by the Dock Board, and the Stuyvesant 
Docks, owned and operated by the Illinois Central. 
__ The secretary said that the defendant railroads had pub- 
lished terminal tariffs providing generally, with certain ex- 
ceptions in the case of specified commodities, kinds of traffic, 
and traffic originating at or destined to certain points in South- 
ern Territory, for the absorption and payment by them of 
the wharf tollage charge assessed by the Dock Board, but that 
neither these terminal tariffs, nor other tariffs of the defend- 
ants, contained provisions for the absorption of the expense 
and the payment to the War Department of an allowance for 
the use of its wharfage facilities. Although demand for such 
payment had been made, the secretary said, no allowance or 
payment, except as to certain defendants that made payments 
in the early part of 1942, had been made to the government 
for the use of the War Department facilities. 


The secretary said that the failure and refusal of the de- 
fendants to make or pay such an allowance was in violation 
of sections 1, 2, 6, and 15 of the interstate commerce act. He 
asked that the Commission issue a cease and desist order; that 
the defendants be ordered to establish and pay in the future a 
just and reasonable allowance; and to pay reparation on past 
shipments and on shipments during the pendency of the pro- 
ceeding, with interest. 


FALTIN MOTOR RIGHTS 


_ Harris J. Klein, of New York, attorney for the applicant 
in MC 48388, Joseph E. Faltin Common Carrier Application, 
has asked the Commission to reopen the proceeding in connec- 
tion with the applicant’s original claim for authority between 
Manchester, N. H., and a 20-mile radius of Manchester, on the 
one hand, and the states of Massachusetts, Rhode Island, and 
Connecticut, on the other, over irregular routes, on the ground 
that the applicant had been convinced “by his then practitioner 
that to reveal to his competitors the source of all his business 
would be detrimental to his interests, and, therefore, the appli- 
cant failed to fully disclose all of the traffic that was moved 
on his truck and in his operations.” 

The applicant was granted authority, on further hearing, 
to continue operations as a common carrier of general commod- 
ities, with exceptions, between Concord, N. H., and Boston, 
Mass., over regular routes, serving intermediate and specified 
off-route points and territories, and of general commodities, with 
exceptions, and specified commodities, over irregular routes, 
from and to specified points or territories in Massachusetts, 
New Hampshire, New York, Rhode Island, Connecticut, Maine, 
Vermont, and New Jersey. 

_Made a part of the petition for reopening was a 345-page 
exhibit and a summary of that exhibit, showing shipments han- 
dled from 1932 to and including 1943, and the petition said 
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it must be borne in mind that the exhibit was in addition to 
those already furnished to the Commission. The combination 
of the exhibits, it said, would clearly point out that “the 
applicant herein has been wronged; been ill-advised as to his 
needs; have been ill-advised as to procedure; has been ill- 
advised as to his presentation of the necessary evidence to the 
Commission so that he would be granted the operating authority 
that he is entitled to under the provisions of the motor carrier 
act.” The petition said the applicant had been “misguided, mis- 
lead and ill-advised” in agreeing to stipulations (with pro- 
testants) that would compel it to curtail its operations and 
might seriously endanger its present successful existence. 


BEARDSLEE LAUNCH TEMPORARY AUTHORITY 


By an order in W-63, Beardslee Launch & Barge Service 
Temporary Authority Application, the Commission, division 4, 
has authorized the applicant to operate, until December 31, as a 
contract carrier by non-self-propelled vessels with the use of 
separate towing vessels, in interstate or foreign commerce, in 
the transportation of mahogany logs from Pensacola, Fla., to 
Mobile, Ala., by way of the Gulf Intracoastal Canal. The order 
said the carrier had shown that there was an immediate and 
urgent need for the service, and that there was no other carrier 
service capable of meeting that need. 


PETROLEUM RATE INCREASE WITHDRAWN 


Motor carriers that had issued supplements to their tariffs, 
making reference to Associated Motor Carriers Tariff Bureau 
tariff No. 13-A, MF-I. C. C. No. A-28, effective September 12, 
carrying a 15 percent increase in petroleum rates, had with- 
drawn the proposed increases, according to the Commission’s 
Board of Suspension. Skelly Oil Co., of Kansas City, Mo., had 
asked the Commission to suspend the bureau tariff and the 
supplements making reference to it, saying that it was de- 
pendent on the service of certain of the carriers filing the 
supplements (see Traffic World, Aug. 26, p. 499). 


DOCKET SECTION APPOINTMENTS 


The Commission has appointed Luther B. Jackson as chief 
of the Section of Dockets, vice Frank C. Stratton, who re- 
tired on July 1, 1944; and Charles F. Swetnam has been 
appointed to succeed Mr. Jackson as assistant chief of the 
Section of Dockets. Both appointments became effective Sep- 
tember 7, according to an announcement by Secretary Bartel, 
of the Commission. 

“Both Mr. Jackson and Mr. Swetnam entered the service 
of the Commission more than 30 years ago and both have 
served continuously in the office now known as the Section 
of Dockets, except that Mr. Swetnam was absent during the 
first world war when he was in the armed services,” the 
secretary said. 


MOTOR MINIMA RESTRICTIONS 


The Commission, division 2, by an order in I. and S. M-2449, 
Minimum Class Rate Restrictions in the East, in which the 
Commission suspended from July 24 until February 24 the 
operation of certain schedules proposing to increase minimum 
class rates on which particular traffic would be transported by 
Harrison Motor Freight, has denied the application of Middle 
Atlantic States Motor Carrier Conference, agent, for vacation 
of the order of suspension. The conference, in asking that the 
order be suspended, said that the Office of Price Administration 
had withdrawn its protest (see Traffic World, Aug. 19, p. 440). 
The conference, as agent, published the schedules in supple- 
ment No. 26 to MF-I. C. C. No. A-102. 


INTRASTATE CERTIFICATE RULINGS 

The Commission, division 5, has issued a “notice” in two 
motor carrier proceedings in which the carriers, operating solely 
within a single state, had given the Commission notice of in- 
tention to engage in interstate operations under the second 
proviso of section 206(a) of the interstate commerce act. In 
each case the Commission informed the carrier that it might 
not lawfully engage in the transportation of property by motor 
vehicle in interstate or foreign commerce in its state. 

In MC 58422, James R. Caton, dba Caton Transfer Co., 
Andalusia, La., the notice said that a permit had been issued 
in MC 60684 to James R. Caton and Bethea Caton in 1941, 
authorizing operation in interstate or foreign commerce in 
Alabama, Florida, and Georgia, and that James R. Caton was 
not lawfully engaged in operation solely within Alabama within 
the meaning of the proviso. 

In MC 58438, The Galion Transfer Co., Galion, O., the 
notice said that Galion Transfer and F. J. Egner & Son, Inc., 
also of Galion, had common officers, directors, and stockholders, 
and that F. J. Egner & Son, Inc., was a motor common carrier 
of property lawfully engaged in operation in interstate or 
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foreign commerce between points in Ohio and Michigan under 
temporary authority in MC 103506, Sub. 1TA, and MC 103506, 
Sub 4TA, and that Galion Transfer Co. was not lawfully en- 
gaged in operation solely within Ohio within the meaning of 
the proviso. 


MEATS VIA MISSISSIPPI RIVER CROSSINGS 


At a brief hearing before Examiner M. V. Walsh at Chi- 
cago, September 14, in No. 29126, Armour and Company vs. 
Alton et al., and four sub-numbered cases involving Armour, 
Swift and Company, Wilson and Company, and Cudahy Packing 
Company, counsel for the complainants and the railroad de- 
fendants stipulated that the issues in the cases were the same 
as those involved in No. 29069, Swift and Company vs. Alton 
et al., hearing on which has been held by Examiner W. A. 
Disque. The attorneys stipulated that they would agree to let 
the decision in No. 29069 determine the present cases. Leo P. 
Day, New York Central; Paul Blanchard, Armour and Com- 
pany, and Ross D. Rynder, Swift and Company, made the 
stipulation. The packers seek cease and desist orders against, 
and reparation from the railroads on a finding by the Commis- 
sion that railroad rates on carload shipments of meat moving 
from Missouri River points to destinations in the east were 
collected on the basis of a combination of rates to and from 
Mississippi River crossings in violation of section 6 of the act. 


FORWARDER AUTHORITY PROTEST 


The applicant in FF-121, Porto Rican Express Co. Freight 
Forwarder Application, has asked the Commission to deny the 
petition of Acme Fast Freight that the Commission reconsider 
that part of the report and order of division 4 authorizing the 
applicant to forward imported general commodities from the 
port of New York to points in Arkansas, Connecticut, Georgia, 
Illinois, Iowa, Kentucky, Maryland, Massachusetts, Michigan, 
Minnesota, Missouri, New Jersey, New York, Ohio, Pennsyl- 
vania, South Carolina, Vermont, Virginia, Wisconsin and the 
District of Columbia (see Traffic World, Sept. 9, p. 628). Acme 
said the authority granted was far broader than was warranted 
by the evidence. 

The applicant said that the contention of Acme that it had 
performed its services without compensation was “absolutely 
farcical.” Its balance sheets, introduced in the record indicated 
substantial profits, it said, and that it had not been and was 
not a philanthropic institution. It said that Acme’s ‘wholly 
inaccurate description” of its activities were inconsistent with 
the unrebutted and uncontested evidence. 


Contending that it handled import traffic from the port of 
New York, not only originating in Puerto Rico, but in all coun- 
tries in South America, the West Indies, etc., the applicant 
said that, if the protestant could induce the Commission to re- 
strict its future activities in the handling of import traffic wholly 
to traffic originating in Puerto Rico, “it will be just as logical 
for protestant to then seek to have restrictions imposed upon 
the applicant limiting it to handle traffic from Puerto Rico mov- 
ing into this country only via certain steamship lines, only via 
certain vessels, and ad infinitum.” 


Intrastate Fares 


The state of Alabama and the Public Service Commission 
of Alabama; the state of Kentucky and the Railroad Commis- 
sion of Kentucky; and the state of Tennessee and the Railroad 
and Public Utilities Commission of that state, have asked the 
federal court for the western Kentucky district, Louisville divi- 
sion, to grant an appeal to the Supreme Court of the United 
States from the decision of the Louisville court sustaining the 
Commission’s order requiring railroads to bring intrastate fares 
in those three states up to the interstate level. The Commis- 
sion’s order was entered in four consolidated proceedings, No. 
29036, North Carolina Intrastate Coach Fares; No. 28963, Ala- 
bama Intrastate Fares; No. 29000, Kentucky Intrastate Fares; 
and 29037, Tennessee Intrastate Fares (see Traffic World, April 
1, p. 897). The state of North Carolina, the North Carolina 
Utilities Commission, the Charlotte Shippers and Manufacturers 
Association, Inc., the North Carolina division of the Travelers 
Protective Association of America, and B. F. Russell, were 
recently granted appeal by the federal court for the eastern 
North Carolina district, Raleigh division, which had also up- 
held the Commission’s order in so far as North Carolina intra- 
state fares were concerned (see Traffic World, Aug. 12, p. 372). 

The Alabama, Tennessee, and Kentucky authorities as- 
signed thirty grounds of error in the decision of the Louisville 
federal court. Among other things, in their ‘jurisdictional 
statement,” the authorities of those states said that the first 
finding of the Commission, that the interstate coach fares were 
just and reasonable, was founded almost entirely on the Com- 
mission’s findings and orders in Ex Parte 148. In that proceed- 
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ing, they said, the primary question was whether the railroads 
were entitled to additional revenues because of actual ang 
anticipated increases in expenses due to war conditions. They 
said that the question of the per se reasonableness of individual 
rates and fares was not before the Commission, but was spe- 
cifically excluded therefrom in the Commission’s original re- 
port, 248 I. C. C. 545, in which, they said, the Commission 
stated that “the increased rates and charges were not pre- 
scribed within the meaning of Arizona Grocery Co. vs. Atchi- 
son, T. & S. F. Ry. Co., 284 U. S. 370.” 

At another point the state authorities said that the Com- 
mission had made no finding of discrimination against inter- 
state localities, and they said that, under the decision in Rail- 
road Commission of Wisconsin vs. Chicago, B. & Q. R. Co,, 
257 U. S. 563, the finding of undue preference of intrastate 
passengers and undue prejudice against interstate passengers, 
set forth in one of the Commission’s findings, could not be sus- 
tained on a mere showing of the intermingling of these two 
classes of traffic. 

Saying that the question was substantial, the state authori- 
ties said the order of the Commission would require the intra- 
state passengers of the three states to pay the railroads of 
those states about $1,750,000 additional revenues a year. Of 
even greater movement, they said, was that ‘the decision of 
the district court, if sustained, will give the Interstate Com- 
merce Commission absolute power to increase any intrastate 
rate or fare up to the level of the corresponding interstate rate 
or fare, irrespective of the carriers’ need of revenues and re- 
gardless of the reasonableness of the existing intrastate rates 
and fares, and thereby deprive the respective state regulatory 
bodies of their jurisdiction over said rates and fares.” 
























IRREGULAR ROUTE SUIT DECISION 


The federal court for the northern Alabama district, south- 
ern division, has entered a decree dismissing the suit filed 
by Jack Cole Co., Inc., of Birmingham, Ala., asking the court 
to set aside the Commission’s order in MC 73464, Jack Cole 
Co., Inc., Common Carrier Application. The carrier alleged 
that the Commission had ignored the fact that, since the statu- 
tory date and continuously thereafter it had operated as an 
irregular route carrier providing service on call-or-demand be- 
tween a rather limited base territory on the one hand, and 
a broad radial territory on the other, and that the Commission 
had applied to its operations “a standard of proof applicable 
to regular route scheduled operations.” (See Traffic World, 
April 15, p. 1053.) 

The court said that the order of the Commission was sup- 
ported by substantial evidence, and that where there was 
such evidence, an order of the Commission would not be an- 
nulled or enjoined unless the order exceeded the statutory 
authority of the Commission or violated some provision of 
the constitution. It said that the Commission’s order did neither 
of these things. 

The suit was docketed as civil No. 5499, Jack Cole Co., Inc., 
vs. Interstate Commerce Commission and United States of 
America, in the Alabama federal court. 
































ALLIED VAN SUIT DISCONTINUED 


According to a memorandum from Chief Counsel Knowlton, 
of the Commission, his office has been advised that the com- 
plaint filed last December in the district court of the United 
States for the District of Columbia (civil action No. 22344) by 
Independent Movers & Warehousemen’s Association, Inc., and 
others, alleging that the Commission had delayed inexcusably 
in determining the claimed “grandfather” rights of Allied Van 
Lines, Inc., has been dismissed, and the suit discontinued (see 
Traffic World, Dec. 11, p. 1454). Independent, and those joined 
with it in the suit, alleged that the Commission had permitted 
Allied to operate throughout the United States for nearly eight 
years without any shadow of right, to their injury. 

The chief counsel’s “memo” said that Assistant Chief 
Counsel Payne, to whom the case had been assigned, had been 
advised informally that the complaint was being dismissed and 
the suit discontinued because the plaintiffs had become satis- 
fied with the progress being made by the Commission toward 
the disposition of Allied’s “grandfather” application. The chief 
counsel said his office had been advised by the Bureau of 
Motor Carriers that rehearing on the application had been held, 
an examiner’s proposed report issued, exceptions and answers 
to exceptions filed, and that a final report was now being 
prepared. 








MACAULEY REAPPOINTMENT TO M. C. 


President Roosevelt has nominated Captain Edward 
Macauley, U. S. Navy (retired), of California, for reappoint- 
ment as a member of the Maritime Commission for a term of 
six years from September 26. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





(District Court, S. D. New York.) Evidence, including bill 
of lading by which respondent admitted that amusement crane 
was delivered aboard respondent’s vessel “in apparent good 
order,” was sufficient to discharge libelant’s burden of proof 
that crane, which was badly damaged when discharged at port 
of destination, was delivered to claimant in good order. Car- 
riage of Goods by Sea Act Secs. 3(2), (3) (c), 46 U. S. C. A. 
Secs. 1303(2), (3) (ce). 

In libel for damage to a giant amusement crane, respond- 
ent’s evidence that part of voyage was rough but that weather 
was normal for that time of year was insufficient to establish 
that damage to crane resulted from perils of the sea or was 
within any of the excepted provisions of the Harter Act or of 
the Carriage of Goods by Sea Act. Harter Act Sec. 1 et seq,., 
46 U. S. C. A. Sec. 190 et seq.; Carriage of Goods by Sea Act 
Sec. 1 et seq., 3(2), (3) (c), 46 U. S. C. A. Sec. 1300 et seq., 
1303(2), (3) (ce). 

Where respondent failed to deliver libelant’s giant amuse- 
ment crane at port of destination in as good order and condi- 
tion as it was when delivered to vessel and respondent failed 
to show that damage came within excepted provisions of Harter 
Act or Carriage of Goods by Sea Act, libelant was entitled to 
recover damages reasonably sustained. Harter Act Sec. 1 et 
seq., 46 U. S. C. A. Sec. 190 et seq.; Carriage of Goods by Sea 
Act Secs. 1 et seq., 3(2), (3) (c), 46 U. S. C. A. Sec. 1300 et 
seq., 1303(2), (3) (c). 

The words “freight unit,” as used in section of Carriage 
of Goods by Sea Act providing against liability in an amount 
exceeding $500 for loss in connection with transportation of 
goods not shipped in packages per “customary freight unit,” as 
applied to a giant amusement crane shipped in 125 parts, re- 
ferred to separate pieces rather than to entire shipment. Car- 
riage of Goods by Sea Act Sec. 4(5), 46 U. S. C. A. Sec. 1305(5). 
(Stirnimann vs. The San Diego, 55 Fed. Supp. 798). 

(District Court, D. Maryland.) Under statute limiting 
liability of water carriers for damage to shipment to $500 “per 
customary freight unit,’’ unit referred to is a unit of quantity, 
weight or measurement of the cargo customarily used as a 
basis for calculation of the freight rate charge and limited a 
carrier’s liability for loss of oil shipped in bulk under a bill of 
lading specifying freight charges of “$22 per 1,000 kilos’ on the 
basis of $500 for each 1,000 kilograms of oil. Carriage of Goods 
by Sea Act, Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 

Generally, in maritime contracts, word ‘freight’ is used 
to denote remuneration or reward for carriage of goods by 
ship, rather than the goods themselves. Carriage of Goods by 
Sea Act, Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 


A clause in a bill of lading which did not set up any valua- 
tion for oil shipped, but merely stated the basis for the deter- 
mination of the value thereof in event of short deliveries, was 
a valuation rather than a limitation clause, and did not over- 
ride the limitation of liability clause in the Carriage of Goods 
by Sea Act, where there was no insertion in bill of lading of 
any specific valuation of the oil. Carriage of Goods by Sea 
Act, Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 


Clause of bill of lading which did not set up any valuation 
for oil shipped, but merely stated the basis for determination 
of the value thereof in event of short deliveries, did not con- 
stitute “another maximum amount” than that mentioned in the 
Carriage of Goods by Sea Act so as to override the statutory 
limitation of liability provided for therein. Carriage of Goods 
by Sea Act, Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 


In libel for loss of oil, libelant was entitled to interest at 
6 per cent on amount of damages awarded, from time of de- 
livery of the oil at point of delivery, and also taxable court 
costs notwithstanding amount of damages awarded was amount 
respondent contended was due instead of amount libelant con- 
tended was due. (The Bill, 55 Fed. Sup. 780.) 

(Circuit Court of Appeals, Second Circuit.) In libel for 
loss of cargo as result of fire, where there is no claim or reason 
io believe that fire was caused by design of owner of vessel, 
burden of proving that neglect of owner caused fire rested on 
libelant. 46 U. S. C. A. Sec. 182. 

In libel for loss of cargo by fire, where there was expert 
iestimony pointing to a possible cause of fire connected with 
wner’s neglect and testimony just as expert pointing to a pos- 
sible cause unconnected with any neglect, and evidence was 
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insufficient to establish correctness of either theory, trial court 
properly found that libelants had not discharged their burden 
under the statute and entered a decree for owner. 46 U. S. 
C. A. Sec. 182. 

In libel for cargo loss and damage by fire, negative finding, 
supported by substantial evidence, that cause of fire was not 
proved with the consequence that it was not shown that any 
neglect of owner caused fire, must be given effect on appeal. 
46 U.S. C. A. Sec. 182. 

In libel for cargo loss and damage as the result of a fire, 
libelants’ proof of unseaworthiness of vessel, absent proof that 
such unseaworthiness was cause of fire, was not alone sufficient 
to deprive respondent of benefit of fire statute. 46 U. S. C. A. 
Sec. 182. (Hoskyn vs. Silver Line, 143 Fed. 2d 462.) 











































































Motor Act Prosecutions 


(Digests 0} statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Western Arkansas district, at Hot Springs. Hubert T. 
Crawford, doing business as Glenwood Transfer & Storage Co., 
of Glenwood, Ark., was fined $200 and placed on probation for 
three years, September 4, following entry of his plea of guilty 
to an information charging him with operating as a common 
carrier ‘of property by motor vehicle in interstate commerce, 
for compensation, without a certificate having been issued to 
him by the Commission authorizing the particular operations 
that were performed, and with failing to require the drivers 
of his vehicles to prepare and keep drivers’ logs. The fine 
was required to be paid in full. 

Northern Ohio district, western division, at Toledo. Ken- 
neth White, of Chicago, Ill., was fined $95, including $20 costs, 
June 19, following his plea of guilty to an information charging 
him with falsifying his driver’s logs in violation of section 
222(g) of the interstate commerce act. At the times charged 
in the information the defendant was employed as a driver by 
Otto L. Jankison, receiver of Midwest Haulers, Inc., of Toledo. 
The fine and costs were paid in full. 

District of Connecticut, at Hartford. Trudon’s Overland 
Motor Express Co., Inc., of Bristol, Conn., was fined $750, Sep- 
tember 6, following entry of its plea of guilty to an information 
charging it with offering, granting, and giving rate concessions, 
with operating as a common carrier of property by motor 
vehicle in interstate commerce, for compensation, without a cer- 
tificate having been issued by the Commission authorizing the 
particular operations described in the information, with failing 
to require the keeping of drivers’ logs, and with failing to have 
- file physicians’ certificates of medical examination for new 

rivers. 





Motor Terminal Limits Suit 


Motor Freight Express, of Baltimore, Md., has filed suit in 
the federal court for the eastern Philadelphia district, asking 
the court to set aside an order of the Commission in MC 59957, 
Sub. 14, Motor Freight Express, Extension, in which the Com- 
mission on reconsideration affirmed a denial by division 5 of 
authority to perform collection and delivery services, serving 
points within 10 miles of Baltimore, and those within 5 miles of 
Philadelphia, as intermediate and off-route points in connection 
a applicant’s regular route operations authorized in MC 

9957. 

The complainant said that, from the time it was granted its 
certificate in “grandfather” proceedings in May, 1941, until the 
spring of 1943, it had not been interfered with in collection and 
delivery services, performed at all times on and subsequent to 
the statutory date, at outlying communities, both incorporated 
and unincorporated, near the corporate municipal limits of 
Philadelphia and Baltimore. It said that such localities had 
“during all such time been within the plantiff’s own ‘terminal 
areas’ respectively reached by it through its Philadelphia and 
Baltimore terminals. . . .” On recommendation of a field agent 
of the Commission, it said, it had filed the extension application 
for authority to perform the service within 5 miles of Phila- 
delphia and 10 miles of Baltimore, such points to be identified 
as “intermediate and off-route points” in connection with the 
applicant’s regular route operations. It said that, under the 
interstate commerce act, it was not required to possess “cer- 
tificate identification” of communities or an area (incorporated 
or not incorporated) nearby large metropolitan centers for the 
terminal receipt and delivery of property “in as much as it 
possesses under the grandfather clause of the act a certificate 
reading ‘Philadelphia’ and ‘Baltimore’ and which in law carries 
with it the ‘terminal area’ privilege hereinabove described.” 
The complainant said it did not deny the Commission’s 
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power to fix the outer limits of its “terminal areas” around such 
large cities so that they might not become an unauthorized 
“extension” of its line, but that it did aver that the action of 
the Commission in seeking to circumscribe its terminal areas 
to the actual corporate municipalities of Philadelphia and Balti- 
more was beyond its statutory authority: 

Charles E. Cotterill, counsel for Motor Freight, sent copies 
of the complaint to the Commission saying it would be “a 
courtesy” if the Commission’s general counsel signified accept- 
ance “of this informal service,’ although he said that, if the 
general counsel desired it, he would have formal service made. 


Truck Freight Claim Meeting 


Members of the general freight claim committee of the 
freight claim section, American Trucking Associations, met with 
representatives of shippers’ organizations at the Stevens Hotel, 
Chicago, September 14, to discuss progress in the handling of 
loss and damage claims by truckers since a similar meeting last 
June (see Traffic World, June 10, p. 1577). At the earlier meet- 
ing, shipper representatives agreed to withhold further and more 
formal steps to bring about what they insisted were needed 
reforms in truck claim practices for a period of ninety days. 
The meeting of this week was to permit the truck committee to 
report to the shippers on the progress made in the interval. 
Carl Jackson, secretary of the A. T. A. committee, reported. 
He told about the completion of the organization of the com- 
mittee by regions and of the way in which its members had held 
themselves out to be of service to shippers in the solving of claim 
problems. They had proved their helpfulness, he said, but he 
pleaded with the shippers not to ask the committee members 
to assist as claim collectors or in the settlement of disputes with 
motor carriers over individual claims. A number of local and 
regional claim conferences had been established and were func- 
tioning efficiently, he said. In general, he said, efforts by the 
committee and the freight claim section of the A. T. A. had 
brought about some reduction in the number of pending claims 
and, he thought, in the time required for the payment of claims. 
The most important accomplishment, however, he said, was in 
instilling a “claim consciousness” in truckers, as evidenced by 
an increasing tendency on the part of operators to appoint 
responsible men in their own organizations. 

He pleaded with the shippers not to expect too much in too 
short a time. In addition, he said, there were still things the 
shippers might do to assist in solving the truck claim problem. 
Between 30 and 40 per cent of claims currently being filed, 
he said, were for loss of entire packages. These, he added, were 
largely the result of improperly marked or unmarked packages. 
Related to this, he said, was the fault of shippers in not oblit- 
erating marks from second-hand containers and in carelessness 
in filling out bills of lading. Badly selected and overloaded 
second-hand cartons were also important factors in truck freight 
loss and damage, said he. 

D. G. Griffin, manager, Southwestern Motor Carriers’ Claim 
Association, Dallas, Texas, covering the states of Arkansas, 
Louisiana, New Mexico, Oklahoma and Texas, reported on the 
activities of that association which, he said, included the con- 
ducting of an overs and shorts clearing bureau, the arbitrating 
of claim questions, and the conducting of classes for truck claim 
men. Walter Miles, manager, Motor Carriers’ Southern Claim 
Conference, Atlanta, Ga., outlined plans of that recently organ- 
ized group, operating in eleven states in the southeast. 


Following a brief session behind closed doors, the shipper 
representatives expressed, generally, the belief that there had 
been little or no improvement in motor carrier claim practices 
in the past three months, but that the efforts of the A. T. A. 
ommittee had been so sincere that another three-months’ period 
ought to be allowed to it before further action was taken. It 
as agreed that the two groups would continue to meet jointly 
each ninety days. Jack Moss, receiving and traffic manager, 
Strouss-Hirshberg’s, Youngstown, O., speaking for the traffic 
group of the National Retail Dry Goods Association, said his 
group would probably be willing to go along with the others, 
but that it would not withdraw its petition with the Commission 
for a general investigation into truck freight claim practices. 
e said he thought it would be a salutary thing to have that 
petition in the background as an incentive to the truckers to 
ontinue their efforts toward improvement. Other organizations 
represented at the meeting included the National Industrial 
raffic League, the Chain Store Traffic League, the National 
Retailers’ Transportation Conference, and the Chicago Associa- 
ion of Commerce. 

In sessions on September 13 and the morning of September 
4, the general freight claim committee of the freight claim 
section, A. T. A., voted against proposals to permit carrier agents 
o settle directly claims under any specified minimum and to 
waive inspection on small claims. It considered a proposed 
formula for the settlement of claims for partial loss and damage 
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to shipments under released valuation and decided that, if and 
when such a formula were adopted, it ought to be on the basis 
of the comparative weight of the damaged or lost freight and 
the weight of the entire shipment, rather than on a comparison 
of the money loss and damage to the value of the entire ship- 
ment. It also decided to send a circular to its members advising 
those who found it practicable to put the address of their gen- 
eral offices or nearest terminals on freight receipts. It also 
agreed to urge truckers generally to retain copies of claim files 
where the original papers were sent to connecting carriers. It 
voted against supporting the petition for an investigation of 
truck claim practices by the Commission. 

The committee voted to create a freight claim prevention 
committee of five members, names of which were to be an- 
nounced later. 

It accepted the resignation of its chairman, W. D. McClain, 
freight claim agent, Mason and Dixon Lines, Inc., Kingsport, 
Tenn., and elected F. A. FitzGerald, freight claim agent, Keeshin 
Motor Express Co., Chicago, to fill that position. Mr. FitzGerald 
presided at the committee meeting and the joint meeting with 
shippers which followed. Lee M. Neff, Pierce Auto Freight 
Lines, Inc., Portland, Ore., was elevated from the post of second 
vice-chairman to that of first vice-chairman, formerly held by 
Mr. FitzGerald, and Miss J. C. Speed, Silver Fleet Motor Ex- 
press, Louisville, Ky., was elected vice-chairman. 





MOTOR EMBARGO DECREASE 


An improvement in the automotive parts situation, enabling 
motor carriers to keep older equipment in operation, and the 
fact that the manpower situation, while slightly improved in 
some areas was no worse in the others, together with a decrease 
in traffic, were said, in the Commission’s Bureau of Motor Car- 
riers, to be some of the factors explaining the decrease in the 
number of motor embargo notices filed with the Commission in 
the last four or five weeks by motor carriers. 

It was pointed out that while the preparations for the 
European invasion were being made, the carriers desired to do 
the patriotic thing and had refused commercial traffic in order 
to take care of war traffic. It was said that, in the pre-invasion 
period, about six embargo notices were filed each day with the 
Commission. In the recent period, it was pointed out, the daily 
filing of notices had fallen to one or two, with none at all on 
some days. 


c. S. M. F. B. BOARD ELECTS 


Chester G. Moore was reelected chairman by the board of 
directors of the Central States Motor Freight Bureau, Inc., at 
a meeting in Chicago September 14. Morgan Parlin, Huber and 
Huber, Inc., Louisville, Ky., was elected first vice-chairman; 
Walter Mullady, Decatur Cartage Company, Chicago, second 
vice-chairman; F. H. Thompson, Jr., Liberty Highway Company, 
Toledo, O., secretary, and E. J. Guhner, Silver Fleet Motor 
Express, Louisville, Ky., treasurer. 

The board also elected five directors at large, as follows: 


Harry Growcock, Day’s Express, La Porte, Ind.: W. J. Seitz. 
Michigan Motor Freight, Detroit, Mich.; J. F. McGrath, Gateway 
Express, La Crosse, Wis.; A. J. Willengerg, C. and D. Motor Delivery, 
Cincinnati, O.; C. F. Weilbacher, Viking Freight Lines, St. Louis, Mo. 








NATURAL RUBBER IMPORTS 


The Rubber Development Corporation of the Foreign Eco- 
nomic Administration, in connection with an announcement of 
the resignation of Douglas H. Allen as president of the R. D. C. 
and the appointment of Francis Adams Truslow, vice president 
of the corporation, as his successor, effective October 1, re- 
ported that the total amount of natural rubber acquired by the 
R. D. C. from Liberia and Latin America in the period from 
April 1, 1942, through August 31, 1944, was about 111,200 short 
tons, of which about 75,600 short tons came from Latin America. 

Substantially all of the rubber procured by the R. D. C. 
since the beginning of its procurement program in April, 1942, 
had come from the plantations of Liberia and from wild rubber 
sources in Latin America, the R. D. C. said. It stated that the 
average cost a pound on a gross disbursement basis was 69 
cents. 

“Present indications are that production of rubber in 
Liberia and in Latin America for the 1944 season will be sub- 
stantially higher than for the producing season of 1943,” it 
continued. ‘Almost all of the rubber produced in the 1944 
season in Latin America will be delivered to the United States 
in the next ten months.” 

Mr. Allen said that victory in Europe would not open any 
new sources of natural rubber to this country, and that, there- 
fore, ‘our critical need for this product will continue, since 
a substantial percentage of natural rubber must be used with 
synthetic rubber for heavy-duty truck tires and other essentia! 
purposes.” 
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Air Transportation 





International Air Services 


The Department of State has announced that more than 
fifty countries have been invited by the United States to an 
international conference on civil aviation to begin in this coun- 
try November 1. J 

“Exploratory conversations with several countries which 
have been held in recent months have indicated the desirability 
of holding such a conference as soon as practicable,” said the 
department. “The course of military events has already freed 
great areas of the world from military interruptions which 
forced the cessation of civil air traffic. When Germany is de- 
feated, military interruptions will have virtually ended in all 
areas save those presently held by the Japanese. The approach 
of German defeat underlines the need for prompt arrangements 
by which peaceful traffic through the air may be promptly 
resumed. 

“The invitation extended by the Department of State sug- 
gests that the forthcoming conference make arrangements for 
immediate establishment of provisional world air routes and 
services which would operate during a transitional period. The 
proposal is also made that an interim council with subordinate 
committees be set up by the conference. 

“Through this council, the data of practical experience ob- 
tained during the transition period could be collected, recorded 
and studied, and further recommendations for improving inter- 
national air transport arrangements could be made in the light 
of that experience. Such a council operating through working 
committees could likewise recommend future action to be taken 
with respect to technical standardization and uniform pro- 
cedures. 

“The conference would likewise discuss the principles and 
methods to be followed looking towards the adoption of a new 
over-all aviation convention.” 


Text of Invitation 
The invitation is quoted below: 


The government of the United States has concluded bilateral ex- 
ploratory conversations with a number of other governments which 
have displayed a special interest on the subject of post-war civil 
aviation, with particular emphasis on the development of international 
air transport. 

These discussions have indicated a substantial measure of agree- 
ment on such topics as the right of transit and non-traffic stops, the 
non-exclusivity of international operating rights, the application of 
sabotage to air traffic, the control of rates and competitive practices, 
the gradual curtailment of subsidies, the need for uniform operating 
and safety standards and the standardization or coordination of air 
navigation aids and communications facilities, the use of airports and 
facilities on a non-discriminatory basis, and the operation of airports 
and facilities in certain areas. It was also generally conceded that in- 
ternational collaboration, probably by means of an international aero- 
nautical body, would be desirable in achieving and implementing the 
aforementioned objectives, although there was some diversity of 
opinion as to the extent of regulatory powers on economic matters 
which should be delegated to this international body. 

The approaching defeat of Germany, and the consequent liberation 
of great parts of Europe and Africa from military interruption of 
traffic, sets up the urgent need for establishing an international civil 
air service pattern on a provisional basis at least, so that all important 
trade and population areas of the world may obtain the benefits of air 
transportation as soon as possible, and so that the restorative processes 
of prompt communication may be available to assist in returning great 
areas to processes of peace. 

The government of the United States believes that an international 
civil aviation conference might profitably be convened within the near 
future for tne purpose of agreeing on an increase in existing services 
and on the early establishment of international air routes and services 
for operation in and to areas now freed from danger of military inter- 
ruption, such arrangements to continue during a transitional period. 
This conference might also agree so far as possible upon the principles 
of a permanent international structure of civil aviation and air trans- 
Port, and might set up appropriate interim committees to prepare de- 
finitive proposals. Definitive action on such proposals, based on prac- 
tical experience gained during the interim period, might be taken either 
as a result of a later conference, or by direct approval of the govern- 
ments without the necessity of conference. 


Suggested Objectives 


This government suggests that the international conference pro- 
bose for the immediate future could have the following objectives: 

1. (a) The establishment of provisional world route arrangements 
by goneral agreement to be reached at the conference. These arrange- 
ments would form the basis for the prompt establishment of interna- 
tiona! air transport services by the appropriate countries. 

‘b) The countries participating in the conference would also be 
asked to agree to grant the landing and transit rights necessary for 
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establishing the provisional route arrangements and air services re- 
ferred to above. 

(It would be highly desirable if each delegation were sufficiently 
familiar with its country’s plans for international air services to permit 
formulation of an international air transport pattern referred to in 
paragraphs (a) and (b) above.) 

II. The establishment of an Interim Council to act as the clearing 
house and advisory agency during the transitional period. It would 
receive and consider recommendations from each of the working com- 
mittees referred to in Item III; it would report upon desirable revi- 
sions in routes and services during the interim period, subject to the 
approval of the countries served by these routes and services; it would 
maintain liason with each of the participating countries; it would super- 
vise studies and submit information to the interested governments con- 
cerning the development of air transport during the transitional period; 
and would make recommendations to be considered at any subsequent 
international conference. 

Permanent Air Body 

III. Agreement upon the principles to be followed in setting up a 
permanent international aeronautical body, and a multilateral aviation 
convention dealing with the fields of air transport, air navigation and 
aviation technical subjects; and, for the purpose of developing the de- 
tails and making proposals for carrying into effect the principles so 
agreed, the establishment of the following working committees, which 
would be under the supervision of the Interim Council: 

(a) A committee to follow developments relating to the establish- 
ment of the routes and services to be established under item I, to 
correlate traffic data, to study related problems and to recommend de- 
sirable revisions in routes and services. This committee would also 
make studies and recommendations concerning the future pattern of 
these routes and services. 

(b) A central technical committee, with subordinate sub-commit- 
tees, which would work closely with the committee described in sub- 
paragraph (c) below, to consider the whole field of technical matters 
including standards, procedures, and minimum requirements, and to 
make recommendations for their application and adoption at the earliest 
practicable time. 

(c) A committee to draft a proposal with respect to the constitu- 
tion of a permanent international aeronautical body and a new multi- 
lateral aviation convention. 

Having in mind the foregoing considerations as a basis for dis- 
cussion, the government of the United States extends a cordial invita- 
tion to your government to participate in an international conference 
along the above lines, to take place in the United States beginning 
November 1, 1944; and in view of the time element would appreciate 
receiving an early response as to whether your government can ar- 
range to have a delegation at such conference. 

This invitation is being extended to the following governments and 
authorities: 

a) all members of the United Nations; 

b) nations associated with the United Nations in this war; 

c) the European and Asiatic neutral nations, in view of their close 
relationship to the expansion of air transport which may be expected 
along with the liberation of Europe. 

The Danish Minister and Thai Minister in Washington will be in- 
vited to attend in their personal capacities. 


The full possibilities of air transportation could be realized 
only by permitting domestic airlines to engage in international 
operations, said Ralph S. Damon, vice-president and general 
manager, American Airlines, speaking to the aviation insurance 
committee of the American Bar Association in Chicago Septem- 
ber 12. Under regulated competition, he said, it would be 
possible to give inland cities, such as Chicago, direct service to 
Europe, Asia and Africa, whereas, if that plan were rejected 
and the “chosen instrument” theory adopted, international oper- 
ations would have to stop and start at the seaboard and overseas 
air passengers destined inland would have to change facilities 
there, just as steamship passengers now must. 

Those who advocated limiting United States participation 
in international air transportation to a single line argued that 
there would not be enough traffic to justify more than one line, 
he said, but they overlook the fact that “we have witnessed 
perhaps twenty years of normal air transport development 
crammed into the space of two.” 

Postwar international air transport, he said, should be 
subsidized “only if necessary to keep planes in the air, not to 
keep the planes of another country or another air line out of 
the air.”’ He said a schedule of a hundred flights a week to 
Europe was “far from a remote possibility” because the Air 
Transport Command in August of this year operated more than 
600 scheduled flights to Europe out of LaGuardia Field, New 
York, alone. 

In the immediate postwar period, he said, international 
air flights would use planes now in use by the Air Transport 
Command, but he visualized later the use of high-speed planes 
for “luxury” travel, and slower planes for “tourist” travel. 


AMERICAN AIRLINES FREIGHT TARIFF 


American Airlines, Inc., has filed with the Civil Aeronautics 
Board its air freight tariff No. 1 and its air freight classifica- 
tion No. 1, effective October 15. The tariff names local class and 
commodity rates and rules and regulations applicable to air 
freight from and to points in Arizona, Arkansas, California, 
Connecticut, Illinois, Indiana, Kentucky, Maryland, Massachu- 
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setts, Michigan, Missouri, New Jersey, New York, Ohio, Okla- 
homa, Rhode Island, Tennessee, Texas, Virginia, West Virginia 
and the District of Columbia. 

In American’s air freight classification, four classes of com- 
modities—classes A, B, C and D—embracing a total of about 
275 items are specified. The tariff sets forth rates for shipments 
of ‘25 pounds or under” according to classes and distance scales, 
the rates being graduated by steps up to 100 pounds. Under 
provisions of the tariff, the rate on a class A shipment weigh- 
ing 25 pounds or less, between Chicago and New York (a haul 
scaled as “20” in the distance scale) would be $6.03; on a class 
B shipment in that category the rate would be $5.90; on a class 
C shipment, $5.65, and on a class D shipment, $5.40. The Chi- 
cago-New York rate by the hundred pounds, according to the 
tariff, would be $20.50 on class A, $17.70 on class B, $15 on 
class C and $12.20 on class D. 

Between Chicago and Los Angeles—a haul in the “50” 
scale—the rate on a shipment weighing 25 pounds or less would, 
under terms of the tariff, be $13.70 for class A, $12.50 for class 
B, $11.15 for class C and $10.10 for class D, and the rate by the 
hundred pounds is $46.70 for class A, $40.40 for class B, $34.10 
for class C, and $27.80 for class D. 

The tariff and classification were issued by Charles A. 
Rheinstrom, vice-president, traffic, of American Airlines, Inc., 
at New York City. 





Air Certificate Applications 


American President Lines, Ltd., of San Francisco, Calif., 
has filed with the Civil Aeronautics Board an application for 
authority to institute trans-Pacific air transport service, be- 
tween Los Angeles and San Francisco, Calif., on the one hand, 
and, on the other, Calcutta, India, over a route 13,445 miles long, 
including, as intermediate points, Honolulu, Midway, Tokyo, 
Shanghai, Hongkong, Manila, Batavia, Singapore, Bangkok and 
a The application is numbered 1581 on the C. A. B. 

ocket. 

In a statement announcing the filing of the application, 
Henry F. Grady, president of American President Lines, said 
the company’s proposal was designed to reconstruct the war- 
disrupted service of the company to the far east “on the basis 
of complete integration of sea and air transport facilities.’’ The 
air route, according to the announcement, would “in the main” 
parallel the prewar steamer route of the applicant. It was stated 
that a preliminary schedule contemplated three planes a week 
in each direction, with elapsed flying time of three days for 
each one-way trip. 

“The issue at stake in filing an application such as ours,” 
Mr. Grady said, “transcends the question of what happens to 
one steamship company. In each such application a principle is 
involved which concerns the welfare of the whole American 
merchant marine. In the present war we have a striking ex- 
ample of why it is necessary, as a matter of national security 
and self-preservation, to maintain a strong merchant marine. 
Anything that would injure or destroy our commercial ship- 
ping, therefore, would be unsound national policy and contrary 
to the public interest. 

“Cessation of hostilities will find most U. S. shipping com- 
panies, including the American President Lines, with virtually 
no prewar tonnage available for immediate commercial use. 
Considerable time will be required to replace President Line 
vessels lost in war, and to recondition any others that might 
be turned back by the government after the long task of troop 
repatriation is completed. In the meantime it would be impos- 
sible for us to provide adequate service, and to hold our own 
against foreign shipping companies who are already prepared 
to offer a coordinated sea-air service in the immediate postwar 
period, unless we were permitted to use a correlated air serv- 
ice. Equipment and trained personnel for the latter would be 
promptly available. .. .” 

Mr. Grady said that prior to Pearl Harbor his company 
maintained a large staff throughout the Orient and had its own 
offices at most of the ports on the proposed airline route. 


Service in Pacific War Area 


Islands in the Pacific that have figured prominently in news 
reports of progress made by American military forces in the 
war against Japan would be stops on air routes proposed by 
W. Dev Lomax, of Los Angeles, Calif., as ‘feeder’ routes for 
the trans-Pacific routes of Pan American Airways and possibly 
for other “trunkline” routes across the Pacific that might be 
established later. Lomax is identified in the application, No. 
1580, as “assistant project engineer, C-54 airplane, Douglas 
Aircraft Co., Santa Monica, Calif.” He proposes transportation 
of “mail, passengers, freight, express and property” in sched- 
uled and non-scheduled inter-island operations in the western 
Pacific ‘within longitude 175 degrees E and longitude 120 de- 
grees E and between the equator and latitude 15 degrees N.” 

Routes proposed by Lomax are: (1) Wotje Atoll to Kwa- 
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jalein Island in the Marshall Island to Ponape Island to Truk 
to Palau Islands and Caroline Islands, thence to Mindanaos and 
Manila, P. I.; (2) Wotje Atoll to Makin Island in Gilbert Islands 
to interception point with an established Honolulu-to-Austra- 
lia airline; (3) Truk or Palau Island via Yap Island in Caroline 
Island to Guam, to intercept Pan American Airways route: 
(4) Palau to Halmahera to intercept on Netherlands East Indies 
airline route. 

Pan American Airways, Inc., of New York City, in an ap- 
plication docketed at the C. A. B. as No. 1582, has asked for 
authority to extend its “island route” in the Pacific (via Hawaii, 
Midway, Wake, the Philippines and Macau) from Wake Island 
to Tokyo, thence through Shanghai to Canton, China, and to 
extend its “Great Circle’ route from Alaska through Tokyo, 
Shanghai and Canton to Calcutta, India, connecting there with 
Pan American’s proposed route from New York City through 
Europe and the Middle East. Pan American also proposed to 
extend its south Pacific route (via Honolulu and the Fiji Islands) 
to Sydney, Australia. 















Motor Carrier Applicants 


Two bus companies and a member of a motor trucking firm 
are among other new applicants seeking C. A. B. authorization 
of proposed air services. 

In No. 1579, E. R. Leonard, of Hobart, Okla., co-owner of 
Big Four Truck Lines, of Hobart, proposes transportation of 
persons, express, freight and mail over six routes, between Ho- 
bart, on the one hand, and, on the other, Garden City, Kan, 
Dallas, Tex., Oklahomas City, Okla., Wichita, Kan., Amarillo, 
Tex., and Ardmore, Okla. The applicant says he now owns and 
operates for his convenience two light planes. 

In No. 1578, Tri-State Transit Co. of Louisiana, Inc., of 
Shreveport, La., dba Tri-State Trailways, asks for authority to 
carry passengers, mail, baggage and express in scheduled serv- 
ice over 23 air routes, having the following cities as their ter- 
mini: Dallas, Galveston, Houston, and Texarkana, Tex.; Jack- 
sonville, Pensacola and Marianna, Fla.; Atlanta, Ga.; Oklahoma 
City, Okla.; New Orleans, Shreveport, Alexandria, Lake Charles 
and Eldorado, La.; St. Louis, Mo.; Little Rock, Hope, Hot 
Springs, Fort Smith and Magnolia, Ark.; Greenville, Hatties- 
burg, Grenada and Columbus, Miss.; Jackson, Tenn.; Birming- 
ham and Mobile, Ala., and Cairo, Ill. The applicant says its 
present operations on its motor bus routes average about 70,000 
miles daily; that its proposed air routes parallel its existing 
bus routes but extend beyond the termini of those routes at 
some points so as to connect with existing airlines, and that it 
proposes use of helicopters or similar aircraft. It said its pas- 
senger revenue in 1943 totaled $9,440,779. 

In No. 1583, Texas Bus Lines, of Houston, Tex., seeks au- 
thority to operate as an air carrier in transportation of persons, 
property, mail, baggage and express over three routes between 
Houston and Galveston, Tex. It says it now operates bus serv- 
ice over three routes between those cities. 

Delta Air Corporation, of Atlanta, Ga., in an application 
bearing docket number 1574, asks authority to extend its route 
No. 24 (between Dallas-Fort Worth and Savannah) from Bir- 
mingham to Kansas City, Mo., via Tupelo, Miss., Memphis, 
Tenn., and Springfield, Mo., and from Savannah, Ga., to Miami, 
Fla., via Brunswick, Ga., and Jacksonville, Fla., so as to make 
possible continuous service between Kansas City and Jackson- 
ville. 

In No. 1577, Lines Areas Mexicanas, S. A., Mexico D. F., 
Mexico, has asked for temporary authority to transport per- 
sons, property and mail between Cananea, Sonora, Mexico, and 
Nogales, Arizona. According to the application, the applicant 
now operates over several routes in Mexico. 


























































UNITED FRUIT CO. AIR SERVICE 

Exhibits in support of its pending application at the Civil 
Aeronautics Board for authority to engage in air transport 
service between New Orleans and various points in Central 
America and Cuba have been filed with the C. A. B. by United 
Fruit Co., in preparation for the C. A. B. hearing on applica- 
tions of a number of companies for air rights to points in the 
Caribbean and in Central America and the north coast of South 
America. The hearing in the consolidated case, designated at 
the C. A. B. as “the Latin American case,” is to begin Septem- 
ber 18. United Fruit Co. said that approval by the board of its 
application would result in establishment of two schedules, 
each providing six-days-a-week service in modern, speedy, four- 
motored planes. 

“The first schedule,” said United Fruit Co., “calls for paral- 
lel ship-air service from New Orleans to Guatamala, with 4 
connecting service six days a week to Panama via the principal 
cities and many of the ports in Guatamala, Honduras, Nica- 
ragua, Costa Rica and Panama. The second route applied for 
by United Fruit Co. is from New Orleans to Havana, Cuba, 
with an extension to San Juan.” 

United Fruit Co. said it would require no operating sub- 
sidy from the government. 
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September 16, 1944 


Ship Limes and Air Transport 


Vice Admiral Land, war shipping administrator and Mari- 
time Commission chairman, advocated amendment of the civil 
aeronautics act of 1938 “to make specific appropriate provisions 
for steamship company participation in air transportation,” as 
he testified before the overseas aviation subcommittee of the 
House merchant marine committee, September 11, in a hearing 
on issues relating to foreign air transport operations by U. S. 
steamship lines (see Traffic World, Sept. 9, p. 640). 

“A strong merchant marine,” said Admiral Land, “will 
help keep war away from America and promote our good- 
neighbor policy to all nations. In the postwar world it is clear 
that we will have a navy commensurate with our national 
stature. Our merchant marine as an auxiliary thereto must be 
equally as strong. An adequate merchant marine calls for a 
coordinated merchant marine air-sea transportation system, 
utilizing the newest developments of science in transportation. 
The first immediate step in this direction is to make certain 
that shipping companies comprising the merchant marine of 
the United States are permitted on a proper basis to provide 
air service in connection with steamship service.” 

He said that the grant of certificates of convenience and 
necessity to shipping companies to allow them to provide air 
transport only in connection with their regular steamship serv- 
ices serving their customary trade areas would be “in accord 
with the sound development of our foreign trade and the main- 
tenance of our national security.”” He added that air transport 
service by steamship companies between substantially identical 
areas of departure and of call serving substantially the same 
trade area served by a steamship company would be sound 
development and in accord with the American concept of free 
enterprise. 

The fact that many American merchant ships had been 
“really converted” for war uses, while “our allies” had not 
made such substantial transformations of their merchant ves- 
sels, added growing importance to the problem of steamship 
participation in aviation, he said, adding: 


Uncertainty surrounds the time when and the number of requisi- 
tioned ships which will be returned to their owners. The termination 
of the war in Europe will not be the end of war for America, for the 
simple reason that our ships will continue to be used to keep open 
all vital lines of supply for the war with Japan and to repatriate mil- 
lions of our armed forces over water-borne routes of thousands of 
miles. There is no assurance as to the condition of the vessels when 
returned. Heavy war duty to which they have been subjected without 
opportunity of current upkeep may make it difficult for older ships to 
be utilized in passenger service. A similar situation exists with respect 
to combination cargo-passenger vessels. Companies which had operated 
passenger services prior to the war and whose ships were requisitioned 
by the government have lost many of these requisitioned vessels as a 
result of enemy action. It will be necessary to replace the vessels so 
lost with new construction. 

New construction and the reconversion of American shipping for 
passenger service cannot be accomplished in a day. Obviously, during 
this period of readjustment in the shipping industry, passengers must 
travel. ; 

The tendency of an increasingly air-conscious people to travel by 
plane has not evinced itself to the degree that would enable a satisfac- 
tory projection of the extent overseas and foreign passenger service 
will be diverted from steamship companies to airplanes. If the steam- 
ship companies are to be allowed to participate in aviation, plans for a 
coordinated air-sea service can be made. Intelligent replacement or 
construction programs for passenger vessels are impossible until the 
position of the maritime industry in aviation has been defined. There 
is urgent necessity for prompt governmental clarification of the national 
policy. 

The adoption of a governmental policy which would allow steamship 
companies to operate an air transport service would tend to equalize 
the loss of passenger travel to be suffered by shipping companies as 
a result of the lack of availability of passenger vessels and may well 
have a tendency to increase ship passenger travel and provide a rea- 
sonably basis for increased passenger ship construction. 

The shipping industry at present possesses the ‘‘know-how’’ of 
foreign trade. Failure to allow the merchant marine to engage in air 
transportation would tend to destroy this invaluable American asset 
without corresponding gain in international relationships. 


Representative Bland, chairman of the House merchant 
marine committee and of the subcommittee, said in an opening 
Statement at the hearing that his committee had been advised 
that “even if hostilities should be terminated tomorrow the 
merchant marine would not be prepared for many months and 
perhaps for two or three years to return to its peacetime activ- 
ities and to protect the passenger business which it has built 
up during many generations along established trade routes 
throughout the world.” He said the committee had been ad- 
vised, also, that there would soon be available to domestic air 
carriers “sufficient aircraft so that they will be able to blanket 
the world with air service while the merchant marine is still 
employed in war and postwar activities for the government.” 

He said the purpose of the hearings was to clarify many 
of the issues relating to the granting of rights to steamship 
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companies to engage in overseas air service and to the proposal 
to create ‘‘a super-corporation or a chosen instrument” as the 
exclusive agency of the United States in overseas air transport. 


Almon E. Roth 


Almon E. Roth, of Washington, president of the National 
Federation of American Shipping, in his testimony before 
the subcommittee, named the following eight steamship lines 
that, he said, were seeking authority from the Civil Aeronautics 
Board for overseas air transport operations: Atlantic, Gulf & 
West Indies Steamship Lines; Grace Lines, Inc.; Matson Navi- 
gation Co.; Moore-McCormack Lines, Inc.; United Fruit Co.; 
Waterman Steamship Corporation, Seas Shipping Co. and 
— President Lines, Ltd. (see Traffic World, Aug. 26, 
p. : 

He said these companies would -press their applications 
before the C. A. B. because, in their opinion, the time was 
too short for enactment of remedial legislation such as Ad- 
miral Land had proposed. Foreign steamship lines were not 
handicapped by legal barriers to their entry into the field of 
overseas air transport, he declared, adding that more than 
80 British shipping companies were prepared to begin air 
service since they had amended their charters, with court 
approval, so as to include air transport as an activity author- 
ized under those charters. 

Also testifying in support of the contention that the C. A. B. 
had placed an unduly restrictive interpretation on the law 
with respect to the granting of air rights to steamship lines 
were: S. G. Baggett, counsel for United Fruit Co.; Frazer A. 
Bailey, executive vice president of the Matson Navigation Co.; 
George J. Horner, assistant to the president of Atlantic, Gulf & 
West Indies Steamship Lines, and Bon Geaslin, counsel for the 
Waterman Steamship Corporation. 


Columbia Professor’s Views 


T. W. Van Metre, professor of transportation at Columbia 
University, New York City, the first witness on resumption 
of the hearing September 12, presented a summary of the 
contents of a booklet written by him and soon to be published, 
on the subject of the intent of Congress, in its declarations of 
policy on the question of control of one type of carrier by 
another type of carrier and on questions related to that issue. 
The C. A. B., he said, had virtually taken the position that 
surface carriers were disqualified from engaging in aviation. 
He added that he believed the board had fallen in error, on 
the matter, both in its interpretation of the law and in its inter- 
pretation of the intent of Congress. 


Policy on Carrier Control 


Congress, he continued, had not expressed a belief in 
monopoly, but it had recognized that there could be too much 
as well as too little competition. He reviewed legislative his- 
tory affecting control of water carriers by railroads, and con- 
trol of motor carriers by water carriers or by railroads, as 
well as legislation affecting acquisition of control of one car- 
rier by another carrier of the same type. Congress, Mr. Van 
Metre said, had not been “as illiberal’” as the C. A. B. with 
respect to the question of carrier control. He said he did not 
see any intent of Congress to be illiberal in the matter of 
motor carrier control. He stated that the conditions under 
which a railroad might acquire control of a motor carrier were 
a little more strict than those under which a motor carrier 
might obtain control of another motor carrier. However, he 
said, under certain circumstances a railroad had more free- 
dom to establish motor service than an independent motor 
carrier applicant had. The latter might fail to obtain a cer- 
tificate because of inability to establish that existing carrier 
service in the area proposed to be served was not adequate, 
while the railroad could obtain authority to operate as a motor 
carrier in that same area, though its authority would be 
subject to certain restrictions. 

No existing carrier should be discriminated against in its 
efforts to establish another type of service, and a fair inter- 
pretation of the law would give water carriers the same right 
to control air carriers as they now had in control of motor 
carriers, said Mr. Van Metre. 

The National Transportation Committee, the Brookings 
Institution and other orgyanizations had advocated a greater 
degree of coordination among carriers, he observed. Such 
coordination did not necessarily mean common control, but in 
many cases common control made coordination easier, as in 
the case of rail control of motor carriers, he said. The case 
for coordination of overseas shipping with air service was “one 
of the strongest we have,’ he declared. He argued that it 
would not hurt competition to permit common control of ship- 
ping services with air services because competition between 
those two types of transportation was not as intense as it was 
between other types. 

Mr. Van Metre maintained that transportation comprised 
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@ These new “humps,” built at a cost of nearly five million dollars, 

~— ~ provide one part of the answer to the question—“How can the rail- 

roads, with less equipment and a shortage of manpower, handle 
the biggest transportation job in history?” The BURLINGTON is 

gravi proud to be on the team of America’s railroads which is sweating 


out the answer. Through its 22 principal gateways and more 
than 200 interchange points, the BURLINGTON serves as an 
essential link between railroads from the North, East, South and 
West. These new “humps” bring additional strength to that im- 


portant “link” service. 


H. L. FORD, FREIGHT TRAFFIC MANAGER, 547 W. JACKSON BLVD., CHICAGO 
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all the types of carriers and that placing barriers against adop- 
tion by one form of transport of technological*improvements 
that would result in better transportation service was not 
in accord with the national transportation policy. He said that 
the Delaware & Hudson Co. abandoned its canal years ago 
and went into the railroad business; that the Jamaica Turnpike 
between Jamaica and Brooklyn had been converted into a 
railroad (in that connection, he said he often wondered why 
some railroads now did not reverse that process), and that 
early sailship companies had become steamship lines after 
steamships had been developed. Vermont, he said, once had 
several trolley lines; now there were no such lines, but, instead, 
there were bus lines, and “you still have good service.” It 
would have been a “peculiar” policy, he said, to have told a 
trolley line that it could not operate a bus line because it was 
a trolley line. 

Rail Utilization of Trucks 


One of the reasons that the railroads, in this war, had 
done “such a wonderful job,” said Professor Van Metre, was 
that they had used motor trucks to carry much of their less- 
carload freight. Some of the best motor vehicle service in 
the country had been performed by the railroads, he said, an- 
swering a question as to the adaptability of one type of car- 
rier to operate another type. 

In the presence of two members of the Civil Aeronautics 
Board—Chairman L. Welch Pogue and Oswald Ryan—Mr. Van 
Metre testified that, if the C. A. B. would not change its mind 
on the granting of air certificates to steamship lines, the best 
solution of the problem was to ‘turn it over to the Maritime 
Commission.” He contended there was ample reason why the 
Maritime Commission should have jurisdiction over overseas 
transport by air as well as by water. Moreover, he said, he 
would not be averse to assigning the other duties of the C. A. B. 
—those involving domestic air transport—to the Interstate 
Commerce Commission. 

“I’m not sure we need the Civil Aeronautics Board,” he 
said. 

Berle’s Testimony 


Adolph A. Berle, Jr., Assistant Secretary of State, the 
next witness at the September 12 hearing, under questioning 
by subcommittee members said that American steamship lines 
should not be subjected to restrictions that would place them 
at a disadvantage in competition with foreign lines. He said 
the determination of the kind of overseas air service this 
country would have was not a matter for the State Depart- 
ment, but for Congress, to decide, but he asserted, at the 
same time, that the civil aeronautics act of 1938 provided for 
competition and was not a “chosen instrument” act. 


Much of Mr. Berle’s testimony, responsive to questioning 
by Irving G. McCann, special assistant to the subcommittee, 
dealt with agreements negotiated with foreign countries by 
Pan American Airways. Mr. McCann wondered if some of these 
agreements, provisions of which were not known in detail by 
the State Department, had not handicapped the United States 
in the war effort. Mr. Berle said he would not like to go on 
record as saying that the agreements were designed to impede 
the U. S. war effort, but that “aa good many of them” needed 
to be revised. Mr. McCann quoted a statement by Secretary 
Hull, of the State Department, to the effect that some of the 
arrangements that Pan American Airways had made with 
other countries proved to be ‘a deterrent” in the war program. 


Mr. Berle said that agreements between Pan American 
Airways and the governments of Dutch Guiana, Jamaica, Portu- 
gal and Trinidad contained clauses in which those governments 
agreed not to grant air rights to airlines other than Pan 
_ American, except such airlines as those governments might 
_ sponsor. In obtaining air rights in New Zealand, Pan American 
/ made representations that it would use its best efforts to assure 
_ that New Zealand would obtain entry to the United States 
| for an airline from that country, Mr. Berle testified. However, 
he said, “we wanted that service to New Zealand and were 
' glad we got it.” He said he was “not blaming anybody” for 
’ the manner in which Pan American had obtained exclusive air 
rights in foreign countries, adding that ‘every business in the 
» world started that way—we’ve had oil concessions and mining 
, concessions.” : 

The State Department considered the question of whether 
ship lines should own air lines a domestic matter, the business 
» of Congress rather than the department, said Mr. Berle. He 
added that there was a distinct difference between ship lines 
and overseas airlines in that the former stopped at the water’s 
edge, while the air carriers could proceed inland. Mr. McCann 
said the ship lines wanted to supplement their surface trans- 
_ port with air transport and were leaving it to the C. A. B. to 
decide how that should be accomplished. 


Port of New York Authority 


James C. Buckley, principal economist of the Port of New 
York Authority, said it was an “obligation” of that port author- 





TRAFFIC WORLD 





ity “to see that the development of international air trans- 
portation does not bar shipping lines from continuing service 
adequate to meet the needs of trade.” He declared that it 
would be impossible to establish a complete and competitive 
system of U. S. flag international air trade routes unless steam- 
ship operators were permitted to exercise initiative in that 
field; that the inroads of expanding international air transport 
on the business of U. S. flag steamship lines would seriously 
affect their ability to furnish adequate service, unless they were 
permitted to integrate their ship services with air routes, 
and that, unless air routes were awarded to some U. S. flag 
steamship companies, foreign flag integrated air and steam- 
ship services already developing would take over the gaps 
necessarily left in the U. S. flag international air service pat- 
tern. 

Studies by the New York port authority indicated, he 
said, that there was an “air traffic potential’ adequate to 
justify direct air service between the New York district and 
the east coast of South America, via San Juan, Puerto Rico, 
and Port of Spain, Trinidad, but that there would be no com- 
petitive service on this route unless a steamship line’s applica- 
tion to supply such service were granted. He said these studies 
had shown, also, that there was an air traffic potential ade- 
quate to justify direct air service between the New York 
district and the north coast of South America (Baranquilla, 
Colombia), via Nassau, B. W. I., and Kingston, Jamaica, and 
between the New York district and Nassau, but that there 
would be no such service unless a steamship line’s application 
were granted, as no air carrier had proposed operation on 
either of those routes. 

“It is our opinion,” said Mr. Buckley, “that the freight 
potential for international air transportation on an overall basis 
is probably in the neighborhood of 5 per cent of the value of 
our prewar international trade, and that this freight will prob- 
ably average in the neighborhood of 90 cents a pound in value.” 

He predicted that after the war the international air lines 
would carry a minimum of one-half of the prewar steamship 
passengers ‘and probably considerably more,’ and that all 
international letter mail would be carried by air in the early 
postwar period, “thus eliminating another source of revenue 
to steamship lines.” 

The commissioners of the Port of New York Authority, 
he said, recommended a policy of considering the applications 
of shipping companies for air route certificates ‘‘on their merits, 
safeguarding against monopoly by not giving a land or a sea 
carrier the exclusive right to fly a main route.” 

“If the first and only applicant for a route is a steamship 
company,”: he concluded, “this safeguard against restraint of 
trade can be achieved by granting the application but keeping 
the door open to competing non-steamship-owned carriers in the 
same service as the traffic potential justifies and they apply 
for certificates.” 


Chairman Pogue, of the C. A. B., in testimony before the 
subcommittee the afternoon of September 12, discussed the 
hearing schedule of the C. A. B. on applications for overseas 
air routes, noting that the first major hearing on applications 
grouped according to areas proposed to be served would be held 
September 18, when an examiner of the board would hear 
applicants seeking authority to service points in Latin America 
and in the Caribbean. Such hearings would be in progress 
almost continuously until February 1, according to the present 
schedule of the board, he said. 


He recalled that the board, in its original decision in the 
American Export Airlines case, had decided that a wholly- 
owned subsidiary of an ocean carrier had the right to engage 
in overseas air transportation, but that this decision had been 
set aside by the Second Circuit Court of Appeals, and that 
the Department of Justice had advised the board not to carry 
an appeal to the Supreme Court of the United States. He said 
that if he were a ship line operator applying for an air cer- 
tificate he would try to obtain a court interpretation of section 
408 of the civil aeronautics act, the provision of law under 
which participation of surface carriers in air transport was 
restricted. He said the board had no desire to avoid a court 
review of the construction of the law and that it wanted to 
follow the law “under proper construction.” He noted that 
the C. A. B. was required by law to submit its decisions on 
foreign air carrier applications to the President, whose deter- 
mination on such matters was final. He said that, although 
the board’s decisions in international cases were required by 
law to be kept secret, when the question of construction of 
the statute was involved he was sure that there was a way 
to obtain court review and that the board would cooperate 
in that respect. 

Mr. Pogue said that in its general application section 408 
required that in the case of a carrier other than an air carrier 
seeking an air certificate the board, after a public hearing, 
must find that that carrier could use aircraft to public ad- 
vantage in its operations. 

William A. N. Burden, Assistant Secretary of Commerce, 
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testified in opposition to the “chosen instrument” proposal for 
representation of the United States in foreign air service. He 
averred that, because of competitive elements, international 
aviation would develop more rapidly if several U. S. flag air 
carriers were permitted to operate to foreign countries than 
if only one American air carrier were authorized to represent 
the United States in international air transport. He said, 
however, that he did not advocate the establishment of large 
numbers of American air transport companies in the interna- 
tional field. 

Seth Levine, research director of the National Maritime 
Committee (C. I. O.), testified September 13 in support of the 
proposition that ocean carriers should not be barred from en- 
tering the overseas air transport field. 

Alvin B. Barber, manager of the transportation and com- 
munication department of the Chamber of Commerce of the 
United States, the next witness before the subcommittee, set 
forth the Chamber’s position in opposition to the “chosen in- 
strument” plan and for permission to ocean carriers to engage 
in overseas air service. The Chamber’s policy on the latter 
question had been adopted, he said, after a recent referendum 
in which the proposed declaration of policy was opposed by 
only 2.9 per cent of the Chamber’s 3,500 voting strength. 

“The Chamber’s position,” he said, “is that, either through 
a change in recent tendencies in interpreting the existing laws 
or through their modification if necessary, operators of a par- 
ticular form of transportation should not be accorded the ex- 
clusive or monopolistic right to develop that form but that 
the regulatory body should be free, based on the facts in each 
case, to exercise its judgment as to whether any particular 
applicant for a certificate or permit is the best qualified to 
render the service needed by the public, regardless of what 
other forms of transportation the applicant may be operating 
but always with due consideration of the public interest -in 
both adequacy and efficiency of service and in the reasonable 
preservation of competition.” 

The hearings ended with the conclusion of Mr. Barber’s 
testimony. 


U. 8.-Hawaiian Air Service 


Frazer A. Bailey, executive vice president of Matson Navi- 
gation Co., testifying in hearings before Examiners Thomas 
Wrenn and Lawrence Kosters of the Civil Aeronautics Board 
on applications of seven companies for authority to institute 
air service between points on the Pacific coast and the Hawaiian 
Islands (see Traffic World, Sept. 9, p. 640), said that his com- 
pany was ready to invest more than $8,000,000 to launch air 
service. He said the Matson line proposed use of day and 
sleeper planes to “fill the gap” in passenger accommodations 
between the U. S. mainland and Hawaii that, in his opinion, 
was bound to occur after the war when many months might 
elapse before Matson’s passenger ships were returned, refitted 
and restored to service in the Hawaiian trade. 


Mr. Bailey said that the Matson line had not asked for and 
would not ask for any subsidy, in the form of mail pay or in 
any other form, for the air service it proposed. He maintained 
that public convenience would best be served by the granting 
of a C. A. B. certificate to Matson for the Hawaiian route. He 
said surveys had indicated that a large proportion of travelers 
would want to fly one way and sail the other, and he added 
that coordinated air-sea service could facilitate handling of 
excess baggage and make possible the transportation of auto- 
mobiles as ship cargo while their owners made the trips to and 
from Hawaii by plane. Surveys had shown, further, he said, 
that of an estimated 100,000 passengers a year, 26,000 would 
choose to go by steamship both ways, 40,000 would choose to 
fly both ways, and 34,000 would prefer air travel one way and 
surface travel the other. 

He testified that Matson Navigation Co. had invested more 
than $500,000 in Pan American Airways before the latter had 
made its first trip over the Pacific, and that only after the 
C. A. B. had disapproved a “cooperative” agreement involving 
Pan American, Matson and Inter-Island Steam Navigation Co. 
on the grounds that it did not encourage competition had Mat- 
son begun building for an independent air line system to serve 
the local trade between Hawaii and the mainland. He said 
Matson had invested several hundred thousand dollars in prep- 
aration for air service, had hired experienced personnel, and 
had obtained sites for proposed air bases, hangars, overhaul 
Shops and communications and weather reporting services. 


“No Special Prejudice’ Asked 


“We are asking to serve by air the same ports, the same 
routes, the same trade that we have served for so long,” Mr. 
Bailey said. “We ask no special privilege and by the same 
token we ask no special prejudice. We believe that no prohibi- 
tion on steamship lines was intended by Congress under section 
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408 of the civil aeronautics act. We’ve modernized before and 
now we ask to modernize our transportation again, as we’ve 
done progressively for 62 years.” 

He noted that 11 ships of the Matson fleet had been sunk 
by enemy action. 

Sidney G. Walton, vice president of the Matson Line, testi- 
fied as to information about prospective postwar travel that the 
company had obtained from returns to questionnaires it had 
sent out. T. A. Schmidt, operations manager of the air division 
of the Matson Navigation Co., said that under that company’s 
plans day and night plane service would be provided for San 
Francisco, Los Angeles and Honolulu with a fleet of eight DC-4 
planes—48-passenger day planes and 24-passenger night planes. 

Croil Hunter, president of Northwest Airlines, Inc., in sup- 
port of his company’s application for authority to operate be- 
tween Seattle, Wash., and Portland, Ore., on the one hand, and 
Honolulu, on the other, expressed the opinion that there would 
be ample traffic to justify the granting of such a route. He 
indicated that the company would need a subsidy of about 
$1,000,000 a year to maintain the proposed service to and from 
Hawaii. He argued that Northwest’s proposed route should be 
authorized before a route from California, in addition to that 
now operated through Hawaii by Pan American Airways, was 
granted. 


Justice Department’s Exhibits 


A Department of Justice representative at the hearing 
placed in the record an exhibit setting forth, among other things, 
data about interests of directors and officers of Hawaiian Air- 
lines, Ltd., and of officers and directors of the Matson Naviga- 
tion Co. in other corporations, including the so-called “big five” 
Hawaii corporations. According to this exhibit, Mr. Bailey, the 
executive vice president of Matson, was a director of and owner 
of 173 shares of stock of the American President Lines; Starr 
Bruce, a director of Matson, was also assistant secretary and a 
director of Bay & River Navigation Co.; W. W. Crocker, a 
director of Matson, was also a director of and owner of 5,000 
shares of stock of Southern Pacific Co., and George G. Mont- 
gomery, a Matson director, was also a director of Bay & River 
Navigation Co. 


L. F. Hampel, statistician for United Air Lines, Inc., and 
Harold Crary, vice president in charge of traffic of United Air 
Lines, were witnesses at the-hearing September 11. Their testi- 
mony dealt with potential traffic on the U. S.-Hawaiian route 
and with the type and frequency of service proposed by United. 
Jack Herlihy, vice president in charge of operations for United, 
said the company had obtained many months of experience in 
overseas flying under its military contracts since Pearl Har- 
bor. He said the company proposed use of a DC-6 plane that 
would be testflown in about a year, and that production of this 
type of plane, designed for greater speed than that of the DC-4 
type, would start after the tests had been made. 


Leo Dwerlkotte, executive vice president of Western Air 
Lines, averred that Western was entitled to a U.S.-Hawaii route 
because it had proved its ability on its domestic route and 
needed opportunity to expand its operations. He felt that the 
route to Hawaii would be a profitable one, and stated that his 
company also had plans to fly to Alaska, Mexico and China. 


President of United Testifies 


W. A. Patterson, president of United Air Lines, in testimony 
before Examiners Wrenn and Kosters September 12, said that 
United was the only transcontinental air carrier that had a 
direct route east from San Francisco, and argued that it or 
some “neutral” air carrier should have the authority to operate 
between Hawaii and the mainland. He said he did not regard 
as “neutral” carriers either Hawaiian Airlines, in which Trans- 
continental & Western Air, Inc., had a 20 per cent interest, or 
Western Air Lines, which was a competitor of United Air Lines 
on the west coast. The other applicants, he indicated, were 
“neutrals.” Asked for comment on testimony by the president 
of Hawaiian Airlines that that carrier would not favor any 
particular transcontinental carrier in its west coast connections, 
Mr. Patterson said he believed that the Hawaiian Airlines pres- 
ident was sincere in that belief, but that he (Mr. Patterson) 
also knew “Mr. Frye’”’ (the president of T. W. A.). 


One of the attorneys at the counsel table, apparently with 
the intention of holding up to ridicule the Justice Department’s 
exhibits relative to intercorporate interests of officers and di- 
rectors of Hawaiian Airlines and the Matson Line, asked Mr. 
Patterson whether his “interest’’ was affected by the fact that 
he and M. W. Clement, president of the Pennsylvania Railroad, 
were members of the board of directors of the Insurance Co. 
of North America. Mr. Patterson took the position that an im- 
plication of a railroad relationship of United on that basis could 
not be taken seriously, and his questioner agreed. 

Harry Karst, who said he had been engaged in research 
work for Western Air Lines, testified in the September 13 
hearing. 
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Airports and Real Estate 


Development of airports in relation to the use and value 
of real estate was discussed before the National Association of 
Real Estate Boards by William A. M. Burden, Assistant Secre- 
tary of Commerce, in Washington, September 8. 

Exploring the possible effects of airports on land value, 
Mr. Burden said that in the last hundred years it seemed to 
him there had been three major patterns of land values, each 
based on the predominant system of transportation. 


“First came water transportation, giving peak values to 
land along the waterfronts,” said he. ‘‘Next the railroads estab- 
lished new land values along their rights of way and around 
railroad and freight terminals. In recent decades, we saw the 
automobile result in new business and residential centers on 
the highways. With the increasing use of the airplane, we can 
expect a shift of land values in communities along air routes 
and in the neighborhood of airports.” 


Type of Airport and Its Effect 


Naturally, said he, there would be infinite variations in 
the upward or downward trend in both volume of sales and 
value of land adjacent to airports. Continuing, he said: 


Among the factors which will influence these trends are first, 
the type and use of the airport in question. A terminal airport hand- 
ling a substantial volume of air cargo, for example, should enhance 
the value of business property in the vicinity, but might depress 
residential parcels, at least those in the higher price range. An 
airpark for personal flying might have just the opposite effect on 
residential property. 

The character of the land adjoining the airport is a second factor 
to be considered. As a general rule, the value of undeveloped land 
and the value of rundown neighborhoods will be increased, while the 
value of intensively developed neighborhoods will decline. The change 


in value will, of course, be more marked, the closer the land lies to the 
airport. 


The attitude of the property owners will also be a determining 
factor. Some individuals like to be near centers of activity of any 
kind; others do not. Some individuals are not air-minded and never 
will be. On the other hand, a growing number of people are taking 
a strong interest in aviation, and will consider it an advantage to be 
near an airport. In fact, before the war, plans were developed for 


a home community the central feature of which was to be the landing 
field. 


Objection to airplanes in areas adjoining airports was 
largely based on their noise caused in part by motor exhausts 
but more of it by the propeller, said Mr. Burden who believed 
this objection would be largely met by improvements in manu- 
facture of planes. 

“Assuming continued improvement of the airplane in this 


respect it remains to make the airport itself an attractive 
place,” said he. 


Planning Around Airports 


Airport marginal areas and terminal building grounds 
themselves could be developed for recreational purposes, with 


playgrounds, swimming pools, tennis courts, football and base- 
ball fields, etc., said he. 


“If the planners do their job well, airports will become 
increasingly desirable places near which to live, and it is quite 
possible that new communities will grow up around some of 
our air centers,” he continued. “Remembering that the auto- 
mobile at least doubled the commuting area around our cities, 
it is conceivable that such communities could be located 50 
miles or more from present metropolitan centers, those centers 
forming the nucleus of what might be called regional units. 
However, the high cost of short haul air transport as compared 
to the very low cost of rail commutation rates will be an im- 
portant barrier to this type of activity. Present rail commuta- 
toin rates of a cent a mile or less are less than a quarter of 
the lowest passenger rates probable in short haul air transport 
during the first ten years after the war. This kind of decen- 
tralization will take a generation or two.” 


Airports in Place of Slums 


Relative merits of in-town and outlying airport sites were 
receiving much attention, said he, adding that the suggestion 
had been made that blighted or slum areas could be cleared 
for use as airports, or where such zones were too small fo1 
ordinary planes, as helicopter landing grounds and parking 
areas. There seemed to be no reason why any airport devel- 
opment program which was adopted should not be coordinated 


with any present or future slum clearance program, said he. 
Continuing, he said: 


It is quite likely that airport zoning legislation will become preva- 
lent throughout the United States in connection with the proposed 
national airport program. In requesting a report on such a program, 
Congress asked us to include recommendations for approach clearing 
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and protection, no doubt with the idea that if the federal government 
were to invest heavily in airports, its investment should be protected. 

As a matter of self-interest, therefore, it would be wise for those 
contemplating the erection of tall buildings to consult with local, 
state and federal aviation authorities in advance of making any com- 
mitments. In this way you can be reasonably certain that you will 
not get yourself involved in any legal tangles over creating obstructions 
on approaches to existing or proposed airports. 


Mr. Burden referred to the forthcoming report of the Civil 
Aeronautics Administration to Congress, saying that the C. A. 
A. estimated that in the next five to ten years “we will need 
to double our present number of airports, and in addition, im- 
prove 1,625 existing fields.” He had pointed out that there 
were now in the United States 2,942 ariports and that approxi- 
mately one-fifth of our fields were concentrated in 140 metro- 
politan districts and thousands of communities had no airports. 


PANAGRA’S SIXTEENTH ANNIVERSARY 


Pan American-Grace Airways, which serves eight Latin 
American nations—Panama, Colombia, Ecuador, Peru, Bolivia, 
Brazil, Chile, and Argentina—completed sixteen years of opera- 
tions September 13. The company began operations in 1928, 
between Lima and Talara, Peru, using one monoplane. It has 
grown steadily and, in 1943, its planes flew 4,706,979 miles and 
carried 68,780 passengers, 279,083 pounds of air mail, and about 
2,000,000 pounds of cargo. 





EXPRESS AGENCY DIRECTORSHIP 


Raliway Express Agency, Inc., has applied to the Civil 
Aeronautics Board, in No. 1575, for an order authorizing Fred 
G. Gurley, president and director of the Atchison, Topeka & 
Santa Fe Railway Co., to hold the position of director of Rail- 
way Express Agency while holding like positions in other com- 
mon carrier corporations. According to the application, Mr. 
Gurley also holds the positions of president and director of the 
Gulf, Colorado Santa Fe Railway Co., the Panhandle & Santa 
Fe Railway Co., the Beaumont Wharf & Terminal Co., the 
Santa Fe Trail Transportation Co., the Santa Fe Transporta- 
tion Co. (Delaware corporation) and the Santa Fe Transporta- 
tion Co. (California corporation). 


BRANIFF AIR CERTIFICATE CASE 


Continental Air Lines, Inc., has filed a “motion” with the 
Civil Aeronautics Board for clarification or amendment of the 
certificate granted by the board to Braniff Airways, Inc., au- 
thorizing transportation of mail between Denver, Colo., and 
Dallas, Tex., via Colorado Springs and Pueblo, Colo., and Ama- 
rillo, Wichita Falls and Fort Worth, Tex. Continental contends 
that Braniff has announced that it proposes to serve Oklahoma 
City as an intermediate point on the Denver-Dallas route and 
that the board has not authorized such service by Braniff to 
Oklahoma City. It asks the board to provide that flights by 
Braniff between Denver and Dallas may not be routed via 
Oklahoma City, and asserts that the board ‘“‘never intended to 
put Braniff in a position to compete with Continental between 
Colorado and Oklahoma points.’’ The “motion” is docketed at 
the C. A. B. as No. 1573. 





AIR TRANSPORT REGULATION 


Testimony by Mayor John B. Gage, of Kansas City, Mo., 
before the aviation subcommittee of the House committee on 
interstate and foreign commerce, in the course of a recent visit 
by that subcommittee in Kansas City, has been reproduced in 
the Congressional Record by Representative Bell, of Missouri. 
Mayor Gage testified in opposition to provisions of H. R. 5024, 
introduced by Representative Randolph, of West Virginia, and 
H. R. 4811, introduced by Representative Mott, of Oregon, bv 
which, according to the witness, future federal participation in 
aviation would be channeled through “state agencies hereafter 
to be established.” é‘ 

Mayor Gage also expressed opposition to the “chosen in- 
strument” idea in development of foreign air service by the 
United States, and to “proposed combinations of the different 
kinds of transportation, rail and highway, air and water, under 
joint management, eliminating real competition, regionally or 
otherwise.” 

“What we believe in,” he told the subcommittee, “is regu- 
lation that doesn’t supplant competition but rather encourages 
and protects it and maintains a situation permitting a fair and 
active contest in which each will profit according to his ability: 
We believe that this has been substantially the situation in 
connection with the past development of domestic commercial 
air transport under federal regulations heretofore in force and 
effect. Let this be the fundamental policy governing the en- 
trance of our domestic air lines into the foreign and interna- 
tional fields. . . . An international aviation authority with con- 
trol of traffic and safety standards should be established, but 
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this control should not be one permitting limitation and restric- 
tion of commerce. . .” 

In discussion of H. R. 4811 and H. R. 5024, he said he 
believed that the present federal-city relationship in respect to 
airport development could and should be continued and not 
supplanted by a federal-state system, and that federal-city 
relationship had successfully developed aviation in the past. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,448,548 at the middle of 
August, 1944, an increase of 5.03 per cent over August of last 
year, and an increase of 0.41 per cent over July this year, ac- 
cording to a rail employment compilation based on preliminary 
reports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. ‘The August, 1944, employment was 
reported as follows: 

Executives, officials, and staff assistants, 14,639; profes- 
sional, clerical, and general, 232,468; maintenance of way and 
structures, 319,059; maintenance of equipment and stores, 393,- 
808; transportation (other than train, engine, and yard), 169,747; 
transportation (yardmasters, switchtenders, and hostlers), 18,- 
178; transportation (train and engine service), 300,649. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $320,995,593 paid to 
employes in June, 1944, and a total of 1,447,328 employes as of 
the middle of that month, according to a compilation of wage 
statistics of those roads, statement M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was an increase of 59,759, or 3.89 per 
cent, over the number reported for June, 1943. The total num- 
ber of hours paid for was 4.32 per cent greater, and the total 
compensation was 16.47 per cent greater in June, 1944, than in 
June, 1943. A comparison of the number of employes who 
received pay in the month with the total hours paid for, showed 
211 hours an employe in June, 1944, and 210 hours in June, 
1943. Employes paid on an hourly basis in June, 1944, received 
pay for 29,544,525 hours of overtime, which was 10.72 per cent 
of the straight time paid for. The corresponding percentage 
for June, 1943, was 9.93. 

Compensation for “time paid for but not worked” for June, 
1944, was reported as follows: Executives, officials and staff 
assistants, $74,736; professional, clerical, and general, $2,429,- 
245; maintenance of way and structures, $1,011,593; mainte- 
nance of equipment and stores, $3,349,696; transportation (other 
than train, engine, and yard), $786,856; and transportation 
(yardmasters, switch tenders, and hostlers), $181,692. 

In the train and engine service, compensation for June, 
1944, was reported as follows: Straight time actually worked, 
$61,384,820; straight time paid for, $74,017,180; overtime paid 
for, $8,575,445; constructive allowances, $3,171,767; total, $85,- 
764,392. Miles actually run totaled 557,765,348, and miles paid 
for but. not run totaled 65,487,380. 


MIDWEST TRUCK STRIKE 


Director Johnson, of the Office of Defense Transportation, 
by notice and order of termination No. 1, has returned to pri- 
vate operation, effective September 12, two of the 103 mid- 
western truck lines of which the O. D. T. took control in August 
under an executive order of the President, when employes of 
those lines struck in protest against the refusal of the employers 
to make effective a wage increase of 7 cents an hour or .3 of a 
cent a mile ordered in February by the National War Labor 
Board. At the time the O. D. T. took over the truck lines, 
Director Johnson said that as each operating company com- 
plied with the W. L. B. order it would be returned to private 
operation (see Traffic World, Aug. 19, p. 441). At the O. D. T. 
it was said that the two lines so returned—Meadows Transfer, 
Inc., of Des Moines, Ia., and Key City Transfer & Refrigerator 
Line, of Dubuque, Ia.—had complied with the W. L. B. order. 
It is understood that the O. D. T. will return several more 
lines to private operation in the near future. 

The notice and order said that, pursuant to executive order 
9462, Director Johnson had determined that possession and 
control of the two carriers was no longer necessary for the 
successful prosecution of the war. 


oO. D. T. APPEAL DECISIONS 

In O. D. T. appeal decision No. 31, Director Johnson, of 
the Office of Defense Transportation, has affirmed the action 
of the regional director of the O. D. T.’s highway transport 
department, region 5, affirming the action of the district mana- 
ger of the Chicago district office,in denying an application for 
approval of inauguration of service as a common carrier of 
property filed by Edward Rose, of Chicago. The director 
pointed out that the applicant had not appealed from the denial 
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of a previous application under which he asked authority to use 
a truck in transporting junk, and that he now proposed to insti- 
tute a local cartage service, transporting household goods, coal 
and wood within the Chicago area. He said there was no 
showing that the proposed transportation service could not be 
performed by existing facilities. 

In O. D. T. appeal decision No. 32, Director Johnson also 
upheld the action of the regional director of region 1, affirming 
the action of the district manager of the Bangor, Me., district 
office, in his denial of an application for approval of inaugura- 
tion of service as a private carrier of property filed by Frank 
R. Neal, of Eastport, Me. The director said the applicant de- 
sired to transport fish 400 miles to Boston and about 600 miles 
to New York. He pointed out that the facilities of the motor 
carrier presently employed by the applicant were sufficient for 
the transportation of all of the fish the applicant would trans- 
port, and that, since no claims had been filed with either the 
carrier, or with a forwarding company that also delivered the 
fish to New York, it appeared obvious that no undue spoilage 
had occurred. 
















































MOTOR CONSERVATION 

Additional common carrier motor conservation orders au- 
thorizing coordinated operations between the points and in the 
areas indicated have been issued by the Office of Defense 
Transportation as follows: O. D. T. 3, Rev. 313, in Georgia; 
O. D. T. 3, Rev. 314, between Memphis and Nashville, Tenn.; 
O. D. T. 3, Rev. 315, in New York; O. D. T. 3, Rev. 311, between 
points in Connecticut, Massachusetts and Rhode Island; O. D. T. 
3, Rev. 316, between Memphis, Tenn., and Grenada, Miss.; 
O. D. T. 3, Rev. 322, in Massachusetts; O. D. T. 3, Rev. 324, 
between Albany, N. Y., and New York, N. Y.; O. D. T. 3, Rev. 
326, between Chicago, Ill., and Waterloo, Ia.; O. D. T. 3, Rev. 
327, in Illinois, Indiana and Kentucky; O. D. T. 6A-45, in Lub- 
bock, Tex.; O. D. T. 6A-47, in New York, N. Y.; O. D. T. 3, 
Rev. 317, in Nebraska; O. D. T. 3, Rev. 318, between Baltimore, 
Md., and Nashville, Tenn.; O. D. T. 3, Rev. 319, between Stock- 
ton and Havana, Minn.; O. D. T. 3, Rev. 320, between La Crosse, 
Wis., and Lanesboro, Minn.; O. D. T. 3, Rev. 321, in Georgia; 
O. D. T. 3, Rev. 323, in North Carolina; O. D. T. 3, Rev. 325, 
between Tulsa and Pawhuska, Okla.; O. D. T. 3, Rev. 328, be- 
tween Kingsport, Tenn., and Greenville, S. C.; O. D. T. 3, Rev. 
329, between Cincinnati and Dayton, O.; O. D. T. 3, Rev. 330, 
in Massachusetts; O. D. T. 3, Rev. 333, between Atlanta, Ga., 
and Nashville, Tenn., and O. D. T. 6A-46, within Iron Mountain 
and Kingsford, Mich. 


Gasoline Rationing Shift 


Transfer of part of commercial motor vehicle gasoline 
rationing from the Office of Defense Transportation to the 
Office of Price Administration, effective about October 15, will 
result in the closing of thirty O. D. T. highway transport field 
and district offices and of the Kansas City, Mo., highway re- 
gional office, rearrangement of areas in all regions except 
region one, reduction of clerical employes by about one thou- 
sand, and a saving of over two million dollars a year, according 
to an O. D. T. announcement. 

Director Johnson said conditions required the O. D. T. re- 
gional highway organization to give more attention to trans- 
portation than to gasoline rationing. The offices to be closed 
were yet to be determined, the O. D. T. said. 

Director Johnson, of the Office of Defense Transportation, 
has announced that O. D. T.’s gasoline requirements for the last 
quarter of 1944 have been met by the Petroleum Administrator 
for War, except for the east coast and the west coast districts, 
by the allocation of 1,013,000 barrels daily for that quarter for 
all forms of domestic transportation. Director Johnson said the 
P. A. W. had advised that, because of the continuing high level 
of military requirements, it was impossible to meet the east 
coast requirements by 9,000 barrels daily, and the west coast 
—e by 2,000 barrels daily. The announcement con- 
tinued: 


The total allocations made by the P. A. W. to the O. D. T. for the 
October-November-December period are: District I (east coast) 351,000 
barrels daily; District II (midwest) 383,000; District III (southwest) 
125,000; District IV (Rocky Mountain States) 29,000; District V (Pacific 
Coast) 125,000. 

The O. D. T.’s distribution among the various classes of users, in 
number of barrels daily by districts: 

District 1 (east coast)—passenger cars, 183,723; trucks, 124,495; 
local commercial passenger transportation and intercity busses, 35,716; 
water transportation, 6,716; railroads, 350. 

District 2 (middle west)—passenger cars, 220,222; trucks, 138,032: 
local commercial passenger transportation and intercity busses, 22,624: 
water transportation, 1,847; railroads, 275. 

District 3 (southwest)—passenger cars, 61,633; trueks, 53,182: loeal 
commercial passenger transportation and intercity busses, 7,696; water 
transportation, 2,239; railroads, 250. 
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District 4 (Rocky Mountain states)—passenger cars, 14,549; trucks, 
12.652; local commercial passenger transportation and intercity busses, 
1,674; water transportation, none; railroads, 125. 

District 5 (west coast)—passenger cars, 80,152; trucks, 35,991; local 
commercial passenger transportation and intercity busses, 5,197; water 
ransportation, 3,410; railroads, 250. 


Acting Petroleum Administrator Davies announced the allo- 
cation of 1,173,000 barrels of automotive gasoline daily for U. S. 
civilian consumption in the fourth quarter of 1944. 

This was a decrease of 77,000 barrels daily over the third 
quarter allocations and represented a seasonal decline in farm 
needs and in sawmills, construction jobs, and other nonhighway 
uses, said he. 

The total certifications transmitted to the Office of Price 
Administration for the October-November-December period are: 


District I (east coast)—383,000 barrels daily, a decrease of 26,000 
barrels a day over the third-quarter certification. Half of the reduction 
represents decreased requirements for farm and nonhighway activities. 
The remaining half is a reduction in allotment for motor cars, busses, 
and taxis whose overall requirement usually drop off at this time of 
year. 

District II (midwest)—465,000 barrels daily, a decrease of 49,000 
barrels a day over the previous quarters’ allotment—all of which repre- 
sents reduced farm and nonhighway requirements. Claims of all agencies 
were met in full. 

District III (southwest)—146,000 barrels daily, an increase of 4,000 
barrels a day over third quarter allocations. The slight increase was 
made to compensate for a change in the requirements-determination 
system. Claims of all agencies were met in full. 

District IV (Rocky Mountain states)—33,000 barrels a day, a de- 
crease of 5,000 barrels daily over third quarter allocations—all of which 
represents reduced farm and nonhighway requirements. Claims of all 
agencies were met in full. 

District V (Pacific coast)—146,000 barrels daily, a decrease of only 
1,000 barrels a day over the third quarter allocations. 


Commenting on the allocations, Acting Administrator Davies 
said: 


Except for the reduction in the east coast states, and a slight change 
in west coast claims, the requirements presented by the three claimant 
agencies—the Office of Defense Transportation, the War Foods Admin- 
istration, and the Office of Civilian Requirements—were met in full. 
This was done despite the fact that gasoline supplies are not yet at a 
point where they can be described as other than ‘‘tight.’’ 

In the east coast, the requirements of the W. F. A. and the O. C. R. 
were met in full. The O. D. T. requirement could not be met in full, 
and the east coast allocations for that agency are 351,000 barrels a day, 
or 13,000 barrels less than they were during the third quarter of this 
year. It should be pointed out, however, that the 1944 fourth-quarter 
allocation for the O. D. T. in this district is still 1,000 barrels a day 
greater than the 350,000 barrels daily certified last year at the same 
time. 


Mr. Davies said that despite the “tight” stocks, there will 
be enough gasoline available to civilian motorists to meet de- 
mands under present eligibility standards. He said: “I have 
been given to understand that the 351,000 barrels of gasoline 
daily that have been allotted the O. D. T. for east coast motor- 
ists, busses, and taxicabs is sufficiently large so that each con- 
sumer will receive enough gasoline to meet his essential needs 
this season of the year.” 

The acting administrator said that “despite the reduction in 
gasoline requirements due to seasonal decrease in use, U. S. 
consumption during the fourth quarter will continue to exceed 
production.” 


TRAVEL CURTAILMENT 


More than a score of organizations recently have canceled 
meetings and conventions in cooperation with O. D. T. efforts 
‘to curtail non-war connected travel, says the O. D. T., adding: 


The National Petroleum Association, which earlier called off its 
.spring semi-annual meeting, advised the O. D. T. of cancellation of its 
large annual meeting. The action was warmly commended by Colonel 
Johnson in a letter to Mr. Fayette B. Dow, who is general counsel of 
‘the association and assistant director of the O. D. T. in charge of 
‘liquid transport. 

One hundred and fifty organizations now have advised the O. D. T. 
of convention cancellations in recent months. The latest list includes: 
National Petroleum Association, 42nd annual meeting, Atlantic City, 
| Sept. 20, 21; National Shorthand Reporters Association, annual conven- 
) tion, Chicago, Aug; Railway Electric Supply Manufacturers Association, 
meetings, Chicago, Oct. 12, 13; American Society of Agricultural Engi- 
‘neers, fall meeting, Chicago, December; Local Cartage National Con- 
ference, fall wartime conference, Cincinnati, Oct. 14 to 18; American 
Educational Theatre Association, meeting, December; Motor and Equip- 
ment Wholesalers Association, national convention, Chicago, Nov. 9, 
10, 11; American Gas Association, annual convention; National Associa- 
tion of Credit Men, Petroleum Division, annual meeting, Chicago, Oct. 
123, 24 25; National Association of Retail Druggists, convention; Ameri- 
*can Bakers Association, annual membership meeting, Chicago; American 
, Institute of Laundering, eleven fall meetings throughout the United 
| States; American Trucking Association, Inc., national convention, Cin- 
cinnati, Oct. 16; American College of Surgeons, annual clinical con- 
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gress, Chicago, Oct. 24 to 27; Tennessee Firemen’s Association, 13th 
annual convention, Clarksville, Tenn., Sept. 26, 27, 28; Pennsylvania 
Water Works Association, annual meeting, October; Kansas Retail 
Jewelers Association, convention, September; California Scholarship 
Federation, Inc., convention, Berkleley, Calif., October; League of 
Texas Municipalities and five affiliated organizations, annual meetings, 
Houston, Tex., Sept. 25, 26, 27; Girl Scouts, Inc., Region II, regional 
training conference, New York City, Oct. 12, 13; National Association 
of Girl Scout Executives, conference of four sections, covering eastern 
seaboard, and California State Chamber of Commerce, annual war con- 
ference for 1944. 

Managers of all school, college and other football teams 
have been requested by the Office of Defense Transportation 
to confine sale and distribution of tickets to the residents of the 
local areas of the cities or towns in which football games are 
to be played. 

Such restriction was necessary, the managers were told, in 
order to keep those games from adding to the wartime trans- 
portation burden of intercity busses and passenger trains. The 
O. D. T. also renewed its request that all football teams use 
coach train accommodations wherever possible and that no 


reservations be made until the day before departure, said the 
O. D. T., adding: 


The O. D. T. pointed out that these football teams, with schedules 
fixed far in advance, are in a position to make early reservations. Mem- 
bers of the armed services and persons traveling on war business, how- 
ever, often must travel on short notice. By delaying applications for 
reservations, team managers can aid the war effort by keeping space 
available for essential travel. 

Elmer F. Layden, commissioner of the National Football League, 
has assured the O. D. T. that the professional football teams will con- 
tinue the plan of cooperation which was in effect last year. 

In accordance with this program the professional football teams 
agree to use coach accommodations whenever possible, and to refrain 
from making any necessary Pullman reservations until the day before 
departure. By revising their schedules and limiting the number of 
players traveling, they last year reduced team travel by about 37 per 
cent over 1942, and the O. D. T. expects a similar saving this season. 
The National Football League has been commended by O. D. T. for its 
consistent cooperation with the O. D. T. travel conservation program. 


AUTOMOBILE SUPPLY REPORT 


With more than 4,000 passenger cars a day being scrapped 
—a total of 1,500,000 estimated for 1944—and reserves of pri- 
vate automobiles now off the road estimated at 650,000 used 
cars in dealers’ hands or in storage, privately owned, and, as 
of the end of August, 20,000 new 1942 cars not yet released, 
it is absolutely necessary, according to Charles Dearing, di- 
rector of the division of review and special studies of the Office 
of Defense Transportation, to keep all the factors of private 
car operation—gasoline, tires, repair parts—substantially in 
balance, in order to maintain the essential mileage of automo- 
bile use. 

“The margin of safety in the supply of cars is so narrow 
that we cannot afford to gamble,” said he. 

Data on the supply of passenger cars available to the 
public was issued by the Office of War Information on the 
basis of material supplied by the O. D. T., the War Production 
Board, the Office of Price Administration and the Public Roads 
Administration. 

At the end of 1944, it was estimated, the net number of 
privately owned passenger cars in operation was expected 
to be about 23,750,000. It was pointed out by O. D. T. that 
no full practicable substitute for private car transportation 
in American economy. It was estimated that 70,000,000 persons 
in this country lived in rural areas, or in urban places that 
did not maintain transit facilities. Bus systems served directly 
only 16 per cent of rural dwellings, and less than 8 per cent 
of the farm units. In cities under 100,000, prewar checks 
showed that 92 to 71 per cent of fall persons entering and leav- 
ing the downtown area did so by private car; in cities of 100,000 
to 500,000, the percentages were from 79 to 60, and in cities 
over 500,000 from 41 to 14. 





COMMERCIAL VEHICLE PURCHASES 


“District managers of the Office of Defense Transportation 
have been instructed not to accept any applications for pur- 
chase of new commercial motor vehicles on the old form (W. 
P. B. 663), as the new simplified form (O. D. T. 663) is now 
available in all district offices,” Director Johnson said Septem- 
ber 12. 

“This simplified form, which became effective on Septem- 
ber 1, following transfer of rationing of commercial motor vehi- 
cles from the War Production Board to O. D. T., must be used 
by all those applying for certificates of transfer to obtain new 
vehicles.” 

Trucks, truck tractors and trailers are included in the 
rationing program now completely under the jurisdiction of the 
allocation section of the O. D. T. highway transport depart- 
ment, headed by Matthew E. Kane, section chief. 

“Full information on use of the new form is available at 


Septe1 


all O. 
T. for 
cation 
recom 
to a 
©. D. 
back | 
methc 
piece 
©. BD. 


Gre 
¥ | 
and tl 
25A, 
move! 
Lakes 
grain 
and ] 
for ti 
of the 
but t 
at thi 
gestic 
order 
woul 
at lo 
mont 
1 
701 ¢ 
E. B 
Kilm 


said, 
dent 
chan 


“fed 
arise 


orde 
roac 
Pro 
serv 
and 
dica 
its | 
Pay 
betv 
ules 


ized 
bus 
ope 


pos 


t0 1 
anc 
bog 


hot 
avi 


cre 
ref 
the 


thi 
fo! 
re 
an 


fr 


uD 


3th 
nia 
tail 
hip 

of 
gs, 
nal 
ion 
ern 
on- 


ms 
ion 
the 
are 


in 
ns- 
‘he 
use 


the 


les 


Ow- 
for 
ace 


ue, 


ams 
rain 
fore 
' of 
per 
son. 
its 
am. 


ped 
pri- 
sed 
as 
sed, 

di- 
Tice 
vate 


mo- 
row 


the 
the 
tion 
ads 


OF 
cted 
that 
tion 
sons 
that 
ctly 
cent 
2cks 
2aVv- 
1,000 
ities 


tion 
pur- 
(W. 
now 
em- 


em- 
ehi- 
ised 
new 

the 

the 
art- 


e al 





September 16, 1944 


all O. D. T. district offices,” Director Johnson said. ‘The O. D. 
T. form will greatly speed the allocation procedure. No appli- 
cations will be accepted in Washington until they have been 
recommended for approval by the O. D. T. district office nearest 
to the place of business of the applicant. 

“One of the most important changes .in the simplified 
O. D. T. form is the placing of certificates of transfer on the 
pack of one copy: of the new form. The W. P. B. certification 
method requires that the certificate be typed on a separate 
piece of paper. Applications are processed through the 142 
O. D. T. district offices throughout the country.” 


Grain at Lake Ports 


The War Food Administration has issued Order WFA 114 
and the Office of Defense Transportation has amended its Order 
25A, both effective September 18, in a joint effort to control 
movements of water-borne grain into elevators at all Great 
Lakes ports. The W. F. A. order requires permits for unloading 
grain from western Great Lakes ports into elevators at middle 
and lower lake ports, and the O. D. T. order requires permits 
for transportation on the Great Lakes. A joint announcement 
of the two agencies said adequate lake shipment was available, 
but that shortage of elevator space at Great Lakes ports and 
at the seaboard necessitated control of storage to prevent con- 
gestion and protect essential grain movement. They said the 
order applied to all lake ports, but that Buffalo and Chicago 
would be principally affected, and that cargoes stored in vessels 
at lower lake ports for unloading into elevators in the winter 
months would be covered by the orders. 

W. F. A. permits may be obtained from R. E. Endress, 
701 Chamber of Commerce Building, Buffalo 2, N. Y.; Frank 
E. Boling, 662 Board of Trade Building, Chicago 4, Ill.; and 
Kilmer Bagley, 406 Board of Trade Building, Duluth 1, Minn. 


STOVER TO REMAIN T. P. & W. MANAGER 


Director Johnson, of the Office of Defense Transportation, 
said, September 9, that the election of Holly Stover as presi- 
dent of the Chicago & Eastern Illinois would result in no 
change in his status as federal manager of the Toledo, Peoria 
& Western. He said that operation of the T. P. & W. was a 
“federal matter,” and that he could see no conflicts that would 
arise as a result of Mr. Stover’s activities in the two capacities. 


Oo. D. T. BUS SERVICE ORDERS 


The Office of Defense Transportation has issued special 
order O. D. T. B-57, authorizing the Salt Lake & Utah Rail- 
road Corporation to suspend service of its local routes within 
Provo, Utah; within Orem, Utah, and of its local or shuttle bus 
service route from Provo to Orem and from Orem to Provo, 
and the Geneva Transportation Co. to perform the services in- 
dicated. The Salt Lake & Utah, says the order, shall continue 
its present main bus-line operations from Salt Lake City to 
Payson, Utah, with full rights to transport local passengers 
—— any intermediate points on its present main-line sched- 
ules. 

By supplemental order O. D. T. 2-8, the O. D. T. has author- 
ized the Union Pacific Railroad Co. to substitute motor vehicle 
bus service between Lund, Utah, and Cedar City, Utah, to be 
operated by the Interstate Transit Lines, a subsidiary of the 
U. P., as specified in the order. 


UNLOADING POSTER 


The Office of Defense Transportation is distributing a 
poster urging prompt loading and unloading of railroad cars. 
At the O. D. T. it was said that the poster was being distributed 
to the railroads through the Association of American Railroads, 
_ > shippers and receivers through the shippers’ advisory 
oards. 

The poster quotes the government as saying that “every 
hour saved in freight-car turnaround time means more cars 
available for the Victory March to Berlin and Tokio.” 


REFRIGERATOR CAR USE 


With railroad shipments of fresh fruits and vegetables in- 
creasing steadily, the most prompt release and movement of 
refrigerator cars now was necessary, said Director Johnson, of 
the Office of Defense Transportation. 

He directed attention to carloading figures received from 
the national refrigerator advisory committee and said that in- 
formation reaching the O. D. T. indicated that the demand for 
refrigerator cars would continue to increase through the fall 
and winter months, and that “we can’t afford to use these cars 
for storage.” 

The Advisory committee figures showed that 1,078,086 re- 
frigerator cars were loaded in the first eight months of 1944, 
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an increase of 107,332 cars, or 10.7 per cent, over the 970,337 
loaded in the same period of 1943, he said, adding: 


Weekly loadings of refrigerator cars have been running consistently 
heavier this year, the figures showed. The average weekly number 
loaded during the first eight months was 31,708 as compard with 
28,539 in 1943, or an increase of more than 14 per cent. 

The increased demand for refrigerator cars has been general 


throughout the country and especially at present in California and 
Colorado. 


GREAT LAKES TRAFFIC 


Wartime movement of the three principal Great Lakes 
cargoes—iron ore, grain and bituminous coal—maintained in 
August, the levels set in advance by the War Production Board, 
it was announced September 14 by the Office of Defense Trans- 
portation. 

Shipments for August were: Iron ore, 12,288,253 gross tons; 
coal, 7,487,033 net tons; grain, 25,745,224 bushels. 

Ernst Holzborn, head of O. D. T.’s waterways transport de- 
partment, said that while the movement or iron ore was slightly 
under that of August, 1943, coal shipments were more than a 
million tons above the figure of a year ago, while the move- 
ment of grain more than trebled in the last year. 

_ The Great Lakes fleet engaged in handling these commodi- 
ties consisted of 312 vessels, it was said. 


Refrigerator Car Free Time 


The Commission, division 3, by revised service order No. 
112, effective September 13, has vacated service order No. 112, 
which provided that the maximum free time allowed at desti- 
nation on any refrigerator car loaded with fresh or green fruit 
or vegetables should be 48 hours, computed from the first 7 a. m. 
after the first notice and placement on any hold or inspection 
track or unloading track, or constructive placement on an other- 
than-public-delivery track (see Traffic World, March 6, 1943, 
p. 543). According to the Commission’s Bureau of Service, the 
revised order does not change the maximum free time, but 
clarifies the allocation of free time where a car is reconsigned, 
diverted, or reshipped from one location to another within the 
destination switching limits, and requires each railroad to 
assess demurrage for the detention accruing on its rails. 

The order contains the usual provisions suspending the 
operation of all rules relating to free time in demurrage tariffs 
(other than port demurrage tariffs) in so far as they conflict 
with its terms, excent the provision for eliminating Sundays and 
legal holidays in computing free time. It does not affect de- 
murrage rule 8 of agent B. T. Jones’ Tariff No. I. C. C. 3722, 
or similar rules in other demurrage tariffs, relating to the can- 
cellation or refunding of demurrage charges under emergency 
conditions. The order also provides that nothing in it shall be 
construed to amend or modify the provisions of service order 
No. 70, as amended. 


The pertinent provisions of revised service order No. 112 
follow: 


(A) Definition: For the purpose of applying this order, the destina- 
tion shall be any point of railroad delivery on any railroad within the 
switching limits of the city or town at which the car is unloaded or 
at which it is ordered from one hold, inspection or unloading track to 
another hold, inspection or unloading track within the same switching 
limits. A demurrage day consists of a twenty-four (24) hour period or 
fraction thereof. 

(B) The free time allowed at destination on any refrigerator car 
loaded with fresh or green fruits or vegetables as defined in service 
order No. 70, as amended, shall be as follows: 

(1) No free time shall be allowed when car is held for ordering 
from one location to another location within the switching limits of the 
same city or town or when held for surrender of bill of lading, advise 
order, or payment of lawful charges prior to delivery to a connecting 
line for final delivery in the same switching district. 

(a) Demurrage detention on the first such transaction shall be 
computed from the first 7:00 a. m., after notice of arrival is sent or 
given to the consignee or party entitled to receive it, when car is 
held on hold, inspection or public delivery track or from the first 7:00 
a. m., after actual or constructive placement when for delivery on an 
other-than-public delivery track, until order to move car to another 
location within the switching limits of the same city or town is 
received by an agent of the railroad holding the car. 

(b) Demurrage detention on each subsequent transaction within 
the switching limits of the same city or town prior to an unloading 
transaction (see paragraph (2)), shall be computed from the first 7:00 
a. m., following actual placement on hold, inspection or public de- 
livery track, or actual or constructive placement on an other-than- 
public delivery track, to which it has been ordered, until order to 
move the car to another location within the switching limits of the 
same city or town is received by an agent of the railroad holding the 
car. 

(2) Forty-eight (48) hours’ free time shall be allowed to unload, 
partially unload or to partly unload and partly reload, detention to be 
computed as follows: 

(a) On cars which have previously been reconsigned, diverted or 
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reshipped from one location to another location within the switching 
limits of the same city or town or have been held by a connecting 
line within the same switching limits for surrender of order-notify 
bill-of-lading, advise order, or payment of lawful charges, time will 
be computed from the first 7:00 a. m., following actual or constructive 
placement until released. 

(b) On cars which have not been previously reconsigned, diverted 
or reshipped from one location to another location within the switching 
limits of the same city or town, time will be computed from the first 
7:00 a. m., after notice of arrival is sent or given to consignee or 
party entitled to receive it and placement on public delivery track 
where unloaded or partially unloaded or from the first 7:00 a. m., after 
actual or constructive placement on other-than-public delivery track 
where unloaded or partially unloaded except that on cars requiring 
surrender of bill of lading, ‘‘advise’’ order or payment of lawful 
charges prior to delivery time will be computed as provided in Rule 3, 
Section B of Agent B. T. Jones’ I. C. C. No. 3722. 

(C) When an order to move a car from one location to another 
location within the switching limits of the same city or town is received 
between 12:01 a. m. and 7:00 a. m., such order will be considered 
as received after 7:00 a. m. 

(D) Application: (1) This order shall apply to intrastate commerce 
as well as to interstate and foreign commerce carried by every com- 
mon carrier by railroad subject to the Interstate Commerce Act. (2) 
Under this order each railroad shall assess demurrage accruing for 
detention on its rails. (3) This order shall apply to all diversions 
accomplished within the destination switching limits except such diver- 
sion, if any, reconsigning the car to a new destination outside the 
switching limits thereof. (4) This order shall apply on cars arriving 
at destination on and after the effective date hereof. 


Giant Refrigerator Car Order 


The Commission, division 3, has issued amendment No. 4 
to service order No. 93, as amended, which directed common 
carriers by railroad serving points in Arizona and California to 
furnish, without regard to ownership, for loading with com- 
modities, in carloads, suitable for transportation in refrigerator 
cars, giant refrigerator cars, as defined in the order, at rates 
applicable on the same commodities when loaded in standard 
refrigerator cars. The order was further amended as follows: 


(a) On and after 12:01 a. m., September 9, 1944, and until further 
order of the Commission, common carriers by railroad subject to the 
interstate commerce act serving points in Arizona and California, shall 
furnish without regard to ownership for loading with commodities, in 
carloads, suitable for transportation in refrigerator cars, and shall 
accept and transport such commodities in giant type refrigerator cars 
as defined in paragraph (b) hereof, at the freight rates applicable on 
the same commodities when loaded in standard refrigerator cars (cars 
with inside length between bulkheads—loading space—of less than 37 
feet 6 inches). 

(b) For the purpose of this order, the term ‘‘giant refrigerator 
cars’’ is defined as refrigerator cars (1) with inside measurement be- 
tween bulkheads (loading space) of not less than 37 feet 6 inches, and 
(2) convertible refrigerator cars with collapsible bunkers having inside 
length between bulkheads (loading space) of less than 37 feet 6 inches 
with bulkheads in place and in excess of 37 feet 6 inches with bulk- 
heads collapsed. The provisions of this order shall not be construed to 
include the following cars: SFRD refrigerator cars in series numbers 
5000 to 5069 inclusive; PFE refrigerator cars in series numbers 200001 
to 200125 inclusive; BRE refrigerator cars in series numbers 300 to 329 
inclusive; WFE refrigerator cars in series numbers 400 to 499 inclusive; 
FGE refrigerator cars in series numbers 600 to 609 inclusive; URT re- 
frigerator cars in series numbers 89000 to 89049 inclusive. 


The amendment carried the usual provisions for the sus- 
pension, and announcement of suspension, of all tariff rules, 


— or charges in so far as they conflicted with the 
order. 


REICING POTATO ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has issued second amended general permit No. 8 under service 
order No. 200, effective September 6, and expiring October 1. 
The service order prohibited railroads from allowing reicing, or 
a subsequent icing after the first or initial icing, of a refrig- 
erator car or cars loaded with potatoes. The amended permit 
grants the following permission: 


Subject to the exception shown below, on any refrigerator car 
loaded with potatoes in the state of Washington, to reice once in 
transit when destined west of the Mississippi River and to reice twice 
in transit when destined east of the Mississippi River at stations 
designated by shippers or, at carriers’ option, at the first icing station 
west or east of such designated station. This general permit shall 
apply to all such cars billed or moving on the effective date hereof. 

Exception: This permit shall not apply to such refrigerator cars 
originating in the state of Washington on the Northern Pacific Railway 
Co. or the Union Pacific Railroad Co., when destined to points in 
the states of Washington or Oregon. 


By sixth amended general permit No. 13 under service 
order No. 200, Director Clinger has accorded the following 
permission to railroads: 


On any refrigerator car loaded with potatoes originating at any 
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point or points in the states of Colorado, Utah, and Wyoming, to 
reice in transit one time only and to accord the reicing at stations 
designated by shippers or, at the carriers, option, at the first icing 
station on either side of such designated station. This general permit 
shall apply to all such cars billed or moving on the effective date hereof, 


The permit was made effective September 6, to expire 
September 30. Both permits required that waybills show refer- 
ence to them. 


RETOP ICE SERVICE ORDER 

By amended general permit No. 1 under revised service 
order No. 226, which forbade railroads to retop ice refrigerator 
cars loaded with vegetables (including fruits) originating in or 
west of New Mexico, Colorado, Wyoming, or Montana, at any 
point east of those states, or El Paso, Tex., La Junta, Pueblo, or 
Denver, Colo., and Laramie or Cheyenne, Wyo., with more re- 
top ice than the initial weight of top ice, but not more than 
5,000 pounds of retop ice in any case, whether in interstate or 
intrastate commerce (see Traffic World, Sept. 2, p. 574), Di- 
rector Clinger, of the Commission’s Bureau of Service, has per- 
mitted railroads: 


To disregard the provisions of revised service order No. 226 in so 
far as it applies to the retop icing of fresh fruits or fresh or green 
vegetables, as defined therein, at Chicago, or Peoria, IIl. 


The permit was made effective September 9, to apply to 
all cars billed or rolling on or after that date, and required 
waybills to show reference to it. 

By second amended general permit No. 1 under revised 
service order No. 226, effective September 9, Director Clinger, 
of the Commission’s Bureau of Service, added East St. Louis, 
Tll., St. Louis, Mo., and Pittsburgh, Pa., to the points mentioned 
in amended general permit No. 1 at which the provisions of 
the service order might be disregarded. 


CAR LOADING RESTRICTION ORDER 


Effective September 9, the Commission, division 3, has 
issued revised service order No. 229, directing the Reading Co. 
not to furnish, supply or place coal cars at the mine of the 
Phoenix Coal Co., at Llewellyn, Pa., for chestnut, pea, buck- 
wheat and rice anthracite coal loading. The revised service 
order has the effect of making the provisions of the original 
order subject to any special of general permits issued by the 
director of the Commission’s Bureau of Service, Washington, 
D. C., to meet specific needs or exceptional circumstances. 

The original service order was issued on petition of the 
assistant deputy solid fuels administrator, Solid Fuels Admin- 
istration for War, to the director of the Office of Defense 
Transportation, and the request of the O. D. T., to prohibit the 
placing of cars at that mine to prevent the shipment of coal 
not conforming with regulations of the Solid Fuels Administra- 
tion for War (see Traffic World, Sept. 9). 





CONTROL OF REFRIGERATOR CARS 


By service order No. 178-A, effective September 9, the 
Commission, division 3, has vacated service order No. 178, 
which prohibited railroads from furnishing refrigerator cars 
for loading with lard and certain other commodities, except 
by permit issued by the director of the Commission’s Bureau 
of Service (see Traffic World, Jan. 15, p. 160). It was said in 
the bureau that it was felt that it would be more effective to 
permit Charles W. Taylor, manager of the refrigerator car 
section, car service division, Association of American Railroads, 
at Chicago, to control the movement of refrigerator cars under 
the authority he held as an agent of the Commission. It was 
pointed out that Mr. Taylor had been made an agent of the 
Commission, subject to the direction of the director of the 
Commission’s Bureau of Service, and vested with authority 
to control the movement of refrigerator cars and to carry out 
the Commission’s directions as to refrigerator car service, by 
amendments to service orders Nos. 95, 104, and 165 (see Traffic 
World, Jan. 1, p. 37). 

Service order No. 178 prohibited the use of refrigerator 
cars for transporting lard, lard compounds, lard substitutes, 
rendered pork fats, vegetable oil shortening, cooking and salad 
oil, animal tallow, dried fish, dried or powdered skim milk, 
concentrated citrus juice, or empty beer containers. It was 
under this order that the Santa Fe, the Burlington, and the 
Milwaukee were fined $1,000 and costs following pleas of 
guilty to having violated the order by supplying RS type 
refrigerator cars for the loading and hauling of empty beer 
containers (see Traffic World, Sept. 9). A number of suits 
charging other railroads with similar violations of the service 
order have been filed (see Traffic World, Aug. 5, p. 317). 

Taylor’s I. C. C. order No. 231, effective September 18, 
covers the same commodities as did service order No. 178 with 
the exception that concentrated citrus juice is eliminated and 
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paraffine wax paper is added, according to a notice sent to all 
railroads by Mr. Taylor. 


ROUTING SERVICE ORDER 


By Service order No. 232, effective September 8, the Com- 
mission, division 3, has ordered the Reading Co. to divert 
“forthwith” from the Central Railroad Co. of New Jersey, and 
deliver to the Lehigh Valley Railroad Co., via Manville, N. J., 
and has directed the Lehigh Valley to accept and forward over 
its line to Jersey City, N. J., for lighterage delivery in New 
York harbor, a total of 100 open top cars loaded with freight 
(except railroad ties) destined to Jersey City Lighterage, N. J., 
routed over the lines of the Central of New Jersey. The pur- 
pose of the order was to relieve congestion on the Central 
of New Jersey, it was explained in the Commission’s Bureau 
of Service. 

The order suspended all rules and regulations of the car- 
riers so far as they were in conflict with its provisions, and 
provided that, in as much as the routing of traffic pursuant to 
the order was deemed to be due to carriers’ disability, the rates 
applicable to the traffic effected should be the same as would 
have applied had the shipments moved without specific routing. 
The order said the carriers should proceed over the routes 
authorized even though no division agreements were in effect, 
and that divisions should be voluntarily agreed on between the 
carriers, the Commission to fix them in the event of the failure 
of the carriers to agree. Existing division agreements on the 
traffic affected, over the routes authorized, should not be 
changed or affected by the order, it said. 

The order, according to its terms, will expire immediately 
on notice by the Reading Co. to the director of the Commis- 
sion’s Bureau of Service, that the required 100 cars have been 
diverted as ordered. 


Control of Exports and Imports 


The War Production Board has removed governmental im- 
port control from seven commodities, effective September 16. 

At the same time, three unrestricted commodities were 
added to Restriction List II of General Imports Order M-63, 
said the W. P. B., adding: 


In line with recent W. P. B. relaxations of imports control from 
more than 100 nonstrategic commodities, the following seven articles 
were removed from M-63: Unmanufactured flax, cotton-merino waste, 
piassava fiber and piassava fiber (manufactured), hair tops (other than 
camel’s hair, mohair and wool), advanced wool, and wool noils and 
waste, 

Rough or uncut diamonds, industrial diamonds, and India water 
buffalo hides were added to List II. W. P. B. said that cutting and 
industrial diamonds were formerly imported through joint control by 
the British and American governments, and that it was now deemed 
advisable to place import control over these rough diamonds by adding 
them to M-63. 

The complete list affected by this amendment are: 

Removed from List II—Flax, unmanufactured (all types); hackled, 
including ‘‘dressed line’’; non-hackled, valued less than $340 per ton 
and valued $340 or more per ton; noils, tow, and straw. 

Removed from List III—Cotton, merino waste; piassava fiber; 
piassdva fiber, manufactured in whole or in part (dressed, cut to length, 
etc.); tops of hair other than camel’s hair, mohair, and wool (including 
alpaca and vicuna) not elsewhere specified; wool, advanced, not else- 
where specified; wool noils and waste. 

Added to List II—Buffalo hides (India water buffalo) for use in 
rawhide articles, dry and wet; diamonds, rough or uncut (suitable for 
cutting into gem stones); diamonds, industrial (rough or uncut, not 
advanoed in condition or value by cleaving, splitting, cutting, boring, 
or other process); Carbonado and ballas, diamond dust, bort (glaziers’ 
and engravers’ diamonds, not set, and miners’ diamonds, not elsewhere 
specified, and other industrial diamonds). 


The War Production Board has announced that considera- 
tion is now being given to authorizing the private importation 
of a limited tonnage of raw jute fiber, including jute butts, 
from India under General Imports Order M-63 for distribution 
on a proportionate basis to those concerns who consumed raw 
jute fiber in 1939, 1940 and 1941. Continuing, it said: 


In 1942 the government became the -exclusive purchaser of this raw 
material. This policy has now been changed to permit qualified jute 
nse to purchase their quota of jute fiber from agents of Calcutta 
shippers, 

All qualified concerns interested in participating in the proposed 
Progiam are requested to communicate promptly with the Cordage 
Branch, Textile, Clothing and Leather Bureau, War Production Board, 
Washington 25, D. C. 

Restrictions of Conservation Order M-70 on the use of jute fiber 
still prevail and any imports authorized will be subject to this order. 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 190, with items relating to idle or 
excess aluminum; “BLT”’’ licenses for repair parts for track- 
laying; validity of licenses for export to Eire extended; licenses 
for export to Angola, Goa, and Mozambique now valid one year; 


petroleum and petroleum products; procedure for sending gift 
parcels to prisoners of war and interned civilians, and changes 
in general licenses. 

Consideration was being given to applicants for authority 
to purchase and import a limited quantity of jute webbing and 
sacking cloth from India under General Imports Order M-63, 
the War Production Board said September 11, adding: 


Participation in this program will be limited to those importers 
who made direct importations of jute webbing and sacking cloth 
from India during 1939, 1940 and 1941. All qualified importers are 
requested by W. P. B. to communicate promptly with the Cordage 
Branch, Textile, Clothing and Leather Bureau, War Production Board, 
Washington 25, D. C. 

Jutte webbing and sacking cloth are used largely in the upholstery 
field in its civilian use, but have had many military applications. No 
new import purchases of these materials have been authorized since 
June, 1943. 


EXPORT FREIGHT 


Despite the heavy movement of export freight which the 
railroads had been transporting for months, the ports of this 
country were completely liquid, said the manager of port traffic 
of the Association of American Railroads. Less than 25,000 
cars of export freight were at the ports on September 1, this 
year, he said, and that, with an average daily unloading of 
more than 5,000 cars, this meant that the bank of freight on 
hand in cars at the ports was only 4.8 days’ supply. Further 
commenting on the port situation on that date, he said: 


Only 8 per cent of the cars on hand had been at the ports more 
than 10 days. There were only 35 cars at all ports which had been on 
hand over 30 days. 

Cars of export freight, excluding coal and grain, handled through 
United States ports in August totaled 156,902, compared with 135,622 
cars in August, 1943, or an increase of 16 per cent. 

Export grain unloaded at the ports totaled 2,446 cars, 
with 3,510 in August, 1943, or a decrease of 30 per cent. 

The railroads handled 387 carloads of coastal freight in August, 
1944, compared with 628 in the same month in 1943, or a decrease of 38 
per cent. 

The total of 159,735 cars of export and coastal freight, excluding 
coal, handled through the ports in August represented an average daily 
unloading of 5,153 cars. This was the sixth consecutive month that 
average daily unloading has exceeded 5,000 cars. 


compared 


Railroad Performance 


Robert S. Henry, assistant to the president, Association of 
American Railroads, summarized the wartime performance of 
the railroads in an address September 14 before the Trans- 
ee Shippers’ Advisory Board at St. Louis, Mo., as 
ollows: 


We have accomplished what we have in these past five years—and 
again by ‘‘we’’ I mean the shippers and railroads together—not because 
of some new and brilliant improvisation brought forth under stress of 
war, but because of the inherent soundness of the rail method of haul- 
ing persons and goods in trains of cars on tracks, and because of the 
successful operation of plans laid and preparations made years ago. 

In this war, railroads are carrying virtually double the load of the 
last war. They are doing it with one-fourth fewer cars, one-third fewer 
locomotives, and nearly one-third fewer employes. They are doing it 
with none of the chronic congestion and prolonged delays of that time. 
In that war, when the government took over operation of the railroads, 
they found it necessary to make substantial increases in freight rates. 
In this war, at the present time at least, no freight rates are higher 
than they were at the beginning of the war, and many rates are lower. 
In the first world war, the operation of the railroads cost the govern- 
ment two million dollars a day, appropriated from the public treasury 
to meet the deficits of the operation. In this war, the railroads since 
Pearl Harbor have paid in Federal, State and local taxes more than 
four billion dollars, and are paying taxes at the rate of five million 
dollars a day—ten times as much as they are paying their owners in 
dividends. 

To do this, we, the shippers and railroads together, are getting 
twice as much transportation service per day with the average freight 
car. The transportation output of freight trains per hour has much 
more than doubled. The annual output of transportation service per 
dollar invested in railroad plant and facilities has gone up more than 
50 per cent. 


Mr. Henry said the lessons for transportation in the future 
were to be found in an examination of ‘how these things had 
been done.” He spoke of the ingenuity, inventiveness and tech- 
nological progress applied to the railroad business in the last 
quarter of a century; of the fact that “someone, somewhere, 
had the judgment and faith to invest the vast sums needed to 
improve our railroads from year to year’; of cooperation be- 
tween the different departments of the railroad, among the 
railroad companies, between railroads and shippers and receiv- 
ers of freight, and between all of them and those departments 
of the government that had special need for eamepeetanen-— 
“cooperation all along the line.” Continuing, he said: 


Take the one seemingly simple fact of the interchangeability of 
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standardized freight cars running all over this continent on tracks of 
standard gauge. It is a fact which has existed so long, and a system 
which is so well established and so smoothly running, that even those 
of us who have some contact with its operation rarely stop to reflect 
upon the amount of coordination involved in just this one feature of 
railroading. Our continent-wide commerce is based upon this fact of 
free and unlimited interchange of loaded and empty freight cars. But 
behind the fact is cooperation and concerted action, not only in the 
development of standard gauge of track and of freight cars with stand- 
ard and interchangeable running parts, but also in the arrangements 
for the return of these cars to the owning railroad, for proper payment 
for their use, and for keeping the cars in repair while away from home. 

These things are only the physical side of an intricate and com- 
plicated commercial relationship. There must be coordination in the 
making of joint and through rates, in the division of the revenues aris- 
ing from these rates, in the settlement of claims where necessary and 
the pro-rating of the expense of such settlements, and in all the other 
arrangements through which the commerce in this country enjoys the 
inestimable advantage of the freight car going anywhere and every- 
where on its lawful errands. 

But all the organized cooperation among the railroads is still but 
part of the accomplishment. There is, too, the cooperation between the 
railroads and the shippers which has been organized during the past 
two decades through the medium of the Shippers’ Advisory Boards. It 
is this organized cooperation which has brought about the more prompt 
loading, the heavier loading, the faster and cleaner unloading, which 
have done so much to make possible the over-all record of rail trans- 
portation in this war. 

These are the three great facts behind the impressive performance 
of transportation—ingenuity in technological progress, investment in 
improved plant and equipment, cooperation all along the line in getting 
greater use out of this better plant. 

But underlying these three, and making them possible, is one other 
and far greater fact—the freedom of a free America. The job which 
has been done is the work of free men, carrying out plans made by 
free men in freedom under the law, subject only to the necessary regu- 
lation in the public interest by experienced and informed public bodies, 
such as the Interstate Commerce Commission. With free men coming 
together, to work under such conditions, great things have been accom- 
plished. Ahead there are still greater possibilities—possibilities in 
technological improvement, made fruitful by the money of courageous 
and far-seeing investors, and by the organized and effective cooperation 
of railroad with railroad and of the whole railroad industry with its 
customers—such things as only freedom of enterprise and effort will 
permit and make possible. 


REFRIGERATION ORDER VACATED 


Effective September 14, the Commission, division 3, by 
Service Order No. 164A, vacated Service Order No. 164, which 
restricted refrigeration on citrus fruits in refrigerator cars and 
the salting of bunker ice in such cars originating in Arizona, 
California, Florida, or Texas (see Traffic World, November 13, 
1943, p. 1210). 


Pacific Coast Advisory Board 


The fall meeting of the Pacific Coast Transportation Ad- 
visory Board will be held at the Pacific Electric auditorium, 
Los Angeles, Calif., September 21. S. E. Gates, general chair- 
man of the board, will preside. Meetings of the board’s car 
efficiency and freight claim prevention committees will be held 
on September 20. 

Speakers at the general session will include James J. Gro- 
gan, vice-president, traffic, Atchison, Topeka and Santa Fe, 
Chicago, on “Today’s Railroad Problems”; F. S. McGinnis, 
vice-president, passenger, Southern Pacific, San Francisco, 
Cal., on “Passenger Transportation”; W. C. Griffin, assistant 
manager, port traffic, car service division, Association of Amer- 
ican Railroads, San Francisco, on “The Export Freight Situa- 
tion’; L. M. Betts, manager, railroad relations section, car 
service division, on ‘‘National Transportation Conditions,” and 
H. A. Huckaba, district manager, car service division, on “Trans- 
portation Conditions in the Board’s Area.” 

Kenneth Smith, general secretary of the board, will re- 
port for the executive committee; W. H. Guild, executive assis- 
tant, Union Pacific, Los Angeles, as chairman of the railroad 
contact committee; Charles A. Bland, port traffic manager, 
Long Beach, Cal., Board of Harbor Commissioners, as chair- 
man of the port traffic committee; T. F. McCue, traffic man- 
ager, Crane Company, Los Angeles, as chairman of the freight 
claim prevention committee, and Irving F. Lyons, traffic direc- 
tor, California Packing Corporation, San Francisco, as general 
chairman of the car efficiency committees. D. W. Eldridge, 
research assistant, Federal Reserve Bank, San Francisco, will 
analyze commodity carloading committee reports, and there 
will be reports on car supply, new equipment and service im- 
provements by representatives of individual railroads. 

Mr. Lyons will preside at the car efficiency meeting in the 
Southern California Edison auditorium September 20. Mr. Betts 
will speak on “The Effectiveness of the Car Efficiency Program 
from the National Standpoint.” There will be reports from 
chairmen of local car efficiency committees and from officers of 
railroads as to the effect of the car efficiency program on the 
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carriers. Mr. McCue will preside at the freight claim preven- 
tion meeting at the Pacific Electric auditorium September 20, 
F. P. Kensinger, traffic manager, M. J. B. Company and West- 
ern Can Company, San Francisco, will speak on “The Cause 
and Effect of Loss and Damage Claims”; Cliff C. Malsie, gen- 
eral traffic manager, Mission Dry Corporation, Los Angeles, on 
“Loading, Bracing and Blocking Carload Shipments of Bottled 
Goods,” and H. A. Lincoln, traffic manager, Fibreboard Prod- 
ucts, Inc., San Francisco, on “Fibreboard Shipping Containers.” 
There will be a discussion of suggestions for claim prevention 
with E. D. Rapp, traffic manager, F. W. Woolworth Company, 
San Francisco, and F. M. Sharp, transportation inspector, A. T, 
& S. F., Los Angeles, leading. 


Allegheny Advisory Board 


The fall meeting of the Allegheny Regional Advisory Board 
will be held at the Fort Pitt Hotel, Pittsburgh, Pa., September 
21. The Traffic Club of Pittsburgh, in connection with the 
board meeting, will sponsor a luncheon at which Andrew H. 
Phelps, vice-president, Westinghouse Electric and Manufactur- 
ing Company, will speak on “What Industry May Be Tomor- 
row.” R. M. Paisley, president of the Traffic Club, will preside. 

E. C. Jepson, general traffic manager, Wheeling Steel Cor- 
poration, general chairman of the board, will preside at the 
business session. There will be reports from chairmen of com- 
modity carloading committees and from representatives of indi- 
vidual railroads. P. W. Hartsock, traffic manager, American 
Lime and Stone Company, will report as general secretary of 
the board, and F. M. Russell as chairman of the executive com- 
mittee. Charles Donley will report on the activities of the 
Allegheny Region Traffic and Transportation Conference, and 
J. F. Dusenberry will report as district manager of the car 
service division, Association of American Railroads. Proposed 
changes in the board’s by-laws will be considered in a report 
of special committee headed by W. B. Shepherd. 

Other committee reports to be presented include that of 
the car efficiency committee, W. W. Larkin, chairman; legisla- 
tive committee, A. A. Mattson, chairman; special subjects com- 
mittee, J. R. Ellis, chairman; tariff simplification committee, 
J. F. Davis, chairman; membership, publicity and attendance 
committee, H. A. Zell, chairman; dunnage in box cars commit- 
tee, Benjamin S. Thomas, chairman; freight claim prevention 
committee, J. W. Swoger, chairman; classification committee, D. 
O. Moore, chairman; weighing, demurrage and storage commit- 
tee, J. D. Clark, chairman; rate procedure committee, Louis 
Magee, chairman; passenger transportation committee, J. R. 
Witt chairman; warehouse committee, D. Milton Gutman, chair- 
man; committee to establish contract with other regulated 
agencies of transportation, W. F. Schulten, chairman; railroad 
contact committee, F. W. Rosser, chairman. 


J. B. Keeler, assistant general traffic maneger, Koppers 
Company, Pittsburgh, president of the National Industrial Traf- 
fic League and chairman of the national emergency transporta- 
tion committee, will speak on the activities of that committee, 
and E. A. Jack, general traffic manager, Aluminum Company 
of America, general chairman, management committee, Perfect 
Shipping Month, will speak on ‘“‘Perfeck Shipping Every Month.” 
C. R. Megee, manager, open top section, car service division, 
A. A. R., will speak on “The National Transportation Picture.” 


N. Y. SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York, at its first 
meeting of the fall season, September 13, adopted a resolution 
in support of the petition of the Port Authority of New York 
asking the Commission to set a date for further hearing in 
Ex Parte MC-37, commercial zones and terminal areas. The 
resolution was adopted following the report of the conference’s 
motor truck and drayage committee, P. G. Kraemer, assistant 
traffic manager, Port of New York Authority, chairman, in 
which the examiner’s report in the case was analyzed and ques- 
tions raised as to the practicability of application of his rec- 
ommendations for the definition of the New York terminal area. 

The conference, following a report by H. M. Frazer on 
joint trucker-forwarder rates, voted to study the matter and 
to develop an independent position regardless of the position 
to be taken by the National Industrial Traffic League at its 
coming meeting in New York. It also went on record as oppos- 
ing the establishment of any system of deferred rebates. 

In another resolution, it expressed opposition to S. 2058, 
for the creation of a national transportation authority on the 
grounds that it was another attempt to bring about territorial 
rate equalization by political action. The conference, respond- 
ing to a report by G. E. Mace, manager, transportation bureau, 
New York Commerce and Industry Association, voted to apply 
for a rehearing in cases involving all-commodity rates to the 
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south in which the examiner had recommended findings op- 
posed to the conference’s petition. 

John H. Pretzell, traffic manager, Standard Brands, Inc., 
chairman of the conference, presided. 








NEW ENGLAND SHIPPERS’ BOARD 


The fall meeting of the New England Shippers’ Advisory 
Board will be held at the Hotel Statler, Boston, Mass., Sep- 
tember 28. In issuing the call for the meeting, W. H. Day, 
general chairman of the board, urged shippers and carrier rep- 
resentatives to make special efforts to attend so that means 
might be devised to change what he says was the “not very 
bright” transportation prospects for New England in the com- 
ing months. 

“The car situation on the railroads, especially as it affects 
New England, is not in as good shape as it was last spring,’ 
said he. “Coal cars are short, box cars are very tight, and we 
face serious trouble in New England this winter unless some- 
thing is done to improve the situation by faster unloading and 
loading by the shippers and receivers and even more efficient 
handling by our railroads.” 

The meeting, he said, would afford an opportunity for ship- 
pers “to air the situation and, with the transportation men 
who will be present, devise some means of improving it.” It 
could be improved, he added, ‘with more diligence on the part 
of those unloading and loading cars and even better perform- 
ance by the railroads.” 
















SOUTHEAST SHIPPERS’ MEETING 


Alvin W. Vogtle, of Birmingham, Ala., chairman of the 
Southeast Shippers’ Conference, has announced that a meeting 
of that conference will be held September 20 in Hotel Biltmore, 
Atlanta, Ga. 

“This will be the fourth meeting of the Southeast Ship- 
pers’ Conference, composed of the leading manufacturers and 
shipping industries in the southeast,” said Mr. Vogtle in a notice 
of the meeting. “Freight rate matters of current interest to 
southern industries, manufacturers and agriculture will be 
discussed and the activities of the conference will be charted 
for the ensuing quarter.” 

The meeting is to begin at 10 a. m. The advisory board 
4 ond conference will meet September 21, according to Mr. 

ogtle. 

















SOUTHEAST SHIPPERS’ BOARD MEETING 

The fall meeting of the Southeast Shippers’ Advisory Board 
will be held at the Ansley Hotel, Atlanta, Ga., September 21. 
The meeting will include an “industrial hour’ of discussions of 
problems of southeastern industry. Cherry L. Emerson, vice- 
president, Robert and Co., Inc., industrial engineers, will speak 
on “The Outlook for the Construction Industry in the South- 
east,’ and T. M. Forbes, executive vice-president, Cotton Manu- 
facturers’ Association of Georgia, on “The Southeast Region 
Manufacturing Outlook.” 

Chairmen of commodity carloading committees will report 




























Revenue Freight Loading 


Revenue freight loading the week ended September 9 
totaled 825,953 cars, according to the Association of American 
Railroads. This was 8.1 per cent under the preceding week, 
due to the Labor Day Holiday, 1 per cent under the correspond- 
ing week last year, and 1.4 per cent above the corresponding 
week of 1942. 

Loading by groups of commodities was reported as follows: 
grain and grain products, 43,621; livestock, 17,953; coal, 159,749; 
coke, 13,359; forest products, 42,101; ore, 75,318; merchandise, 
l. c. 1. 99,956; miscellaneous, 373,896. 
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on expected carloadings in the area in the last three months of 
1944. A. W. Vogtle, vice-president, DeBardeleben Coal Corpo- 
ration, former president of the National Association of Ship- 
pers’ Advisory Boards, will report on the activities of that 
organization’s contact committee. W. C. Kendall, chairman, 
ear service division, Association of American Railroads, will 
discuss national transportation conditions, and T. M. Healy, 
will report as district manager of the car service division. J. J. 
Kornfeld, traffic manager, New Orleans Public Service, Inc., 
general chairman of the board, will preside. 


SOUTHERN TRAFFIC LEAGUE SPEAKERS 


At the meeting of the Southern Traffic League to be held 
at Atlanta, Ga., September 22 (see Traffic World, August 26, 
p. 528), there will be several addresses on the general subject, 
“Established Methods of Interstate Rate Making by Common 
Carriers under the Jurisdiction of the Interstate Commerce 
Commission vs. Federal Court Proceedings and Fiat.” Among 
the speakers will be J. G. Kerr, chairman, Southern Freight 
Association, Atlanta; A. W. Vogtle, chairman, Southeast Ship- 
pers’ Conference, Birmingham, Ala., and A. G. T. Moore, chair- 
man, board of governors, Southern Traffic League, New Or- 
leans, La. In a letter announcing these speakers, Otis Weaver, 
president of the league, says that interests of shipper, carrier 
and the public are “seriously threatened” by current antitrust 
proceedings and political attempts at rate making. 

“If there be weakness in the present set-up, such can be 
remedied through congressional action or closer supervision by 
the Commission,” says he. “It is unwise to burn a building to 
destroy termites, if any. Constitutional and congressional eco- 
nomic safeguards must be preserved in the public interest.” 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 9,795 
freight cars, and a daily average shortage of 3,879 freight cars, 
for the week ended September 2, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,289; 
auto box, 72; flat, 185; gondola, 1,518; hopper, 571; and mis- 
cellaneous, 5,160. 

The shortage was made up as follows: Plain box, 3,542; 
auto box, 57; flat, 264; gondola, 6; and hopper, 10. 


TRUCK PRODUCTION 


The War Production Board’s automotive division has an- 
nounced, through the Bureau of Census of the Department of 
Commerce, that a total of 61,177 trucks and truck-tractors of 
all sizes was produced in July for civilian and military use by 
the 37 companies engaged in manufacturing of such vehicles, 
as against a total of 56,947 produced in June. The July total 
included 11,262 trucks and truck-tractors produced for civilian 
use, compared with 11,911 produced in June. Of 14,631 medium 
trucks (those of gross vehicle weight of 9,000 to 16,000 pounds) 
built in July, 8,600 were for civilian use, and of 26,667 heavy 
trucks (those over 16,000 pounds gross vehicle weight) produced 
in that month, 2,662 were for civilian use, the automotive 
division’s summary showed. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for March, 1944, 
showing freight traffic originated, freight traffic terminated, 
total freight traffic carried, and freight revenue, by classes of 
commodities and regions. 

The compilation showed, as to both carload and less-carload 
traffic a total of 118,588,678 tons of revenue freight originated, 
117,377,634 tons terminated, total freight traffic (including dupli- 
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cations) of 250,307,682 tons, and freight revenues amounting 
to $624,809,601. 

Carload traffic accounted for 2,966,507 carloads, or 116,- 
828,654 tons, of revenue freight originated, 2,965,932 carloads, 
or 115,609,836 tons of revenue freight terminated, total freight 
traffic (including duplications) of 6,586,886 carloads or 246,- 
704,976 tons, and freight revenues amounting to $591,990,479. 

As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous, n. o. s. item, the compilation showed 
a total of 17,034 carloads, or 322,548 tons of revenue freight 
originated, 18,899 carloads, or 353,116 tons of revenue ter- 
minated, total freight traffic (including duplications) of 35,729 
carloads, or 680,281 tons, and freight revenues amounting to 
$6,480,856. 


Truck Earnings 


“Trucking companies in July were able to retain only 0.2-cent 
out of every dollar of revenues received,” says the American 
Trucking Associations, adding that motor freight carriers ex- 
perienced ‘a worsening of position both from June of this 
year and from July, 1943.” 

“Expenses of motor freight carriers in July soaked up 99.8 
cents of each dollar of gross revenues, compared with an oper- 
ating ratio of 95.7 for June and 96.0 for July of last year,” 
said the A. T. A., adding: 


The report, based on data from 232 motor carriers in 45 states 
and the District of Columbia, showed that the July expenses actually 
decreased 1.2 per cent from June, but that revenues, meanwhile, fell 
5.3 per cent. Comparison on a year-to-year basis showed that a gain 
of 0.5 per cent in revenues over July, 1943, was more than offset by 
a rise of 4.5 per cent in expenses. 

Of the 232 reporting trucking companies, 101 whose revenues 
amounted to about 44 per cent of the total, suffered operating losses. 
That represented a considerable worsening of the general position 
from June when 81 of the reporting carriers turned in deficit reports 
and from July, 1943, when 70 reported operating losses. 

July revenus of carriers in the Eastern District decreased 5.6 per 
cent from June but increased 1.3 per cent above July of last year. 
Their expenses decreased 2.5 per cent from June but were 3.2 per cent 
in excess of a year previous. 

Carriers in the Southern Region experienced July revenue declines 
of 4.9 per cent from June and 4.2 per cent from July, 1943. Their 
expenses shrank 1.5 per cent from June and climbed 0.9 per cent 
over July last year. 


The July revenues of carriers in the Western District decreased 4.9 
per cent in the month but gained 1.3 per cent in comparison with 
July, 1943. Their expenses were 0.5 per cent higher than in June and 
7.7 per cent higher than in July of last year. 


Eastern trucking lines averaged out to operating ratios of 98.4 in 
July, 95.2 in June, and 96.5 in July, 1943. 

Operating ratios of southern carriers were calculated at 101.7 for 
July, 98.2 for June and 96.6 for July of last year. 

Ratios of western carriers were 101.0 in July, 95.6 in June, and 
95.0 in July, 1943. 





Army Trucks for Sale 


The Office of Surplus Property of Treasury Procurement 
has announced the partial receipt of 30,000 assorted vehicles 
from the United States army, which are no longer needed for 
training purposes in this country. 

A spokesman for the army stated that the declaration as 
surplus consisted of approximately 2,000 passenger cars, 9,000 
motorcycles and 19,000 trucks, including Command cars 
(trucks), pick up trucks, weapon carriers, dump and cargo, 
station wagons, and ambulances. 

Lee W. Moran, director of the automotive division, of the 
office of Surplus Property, said that the vehicles would be 
placed on sale through regular trade channels immediately. 
Continuing, he said: 


Essential users such as farmers, produce haulers and others who 
need used army vehicles should apply to their county A. A. A.—farm 
transportation committee, W. P. B., P. A. W., or O. D. T., regional 
offices which are authorized to issue letters of certification to essential 
users up to the number of trucks available. 

All sales must be negotiated through dealers, who should contact 
the nearest Treasury Office of Surplus Property, which are located as 
follows: Boston, Massachusetts; New York, N. Y.; Washington, D. C.; 
Cincinnati, Ohio; Chicago, Illinois; Atlanta, Georgia; Fort Worth, 
Texas; Denver, Colorado; Kansas City, Missouri; San Francisco, Calif., 
and Seattle, Washington. 

Holders of certificates may accompany their dealer to army camps 
to inspect the vehicle they wish to buy. Applications will be handled 
in the order in which they are received by local committees of any of 
the certifying agencies, provided the applicant is determined to be an 
essential user. 

None will be sold direct to the consumer, either by the Army or 
the Treasury's Office of Surplus Property. 

Truck purchasers must also have an O. D. T. approval in order to 
get tires and gas after vehicles have been secured. 





TRAFFIC WORLD 


The Surplus War Property Administration announced that, 
thus far, more than 23,000 trucks had been declared surplus to 
the Treasury Department’s procurement division and that 30,000 
more were “expected soon.” 

“Generally, trucks have been disposed of quickly after 
being inspected and listed for disposal,” it said. “‘Dispositions 
have been large compared with recent acquisitions. These quick 
sales have been made largely to farmers who need trucks to 
save their crops. Distribution of trucks geographically has been 
made according to information obtained from the Office of De. 
fense Transportation indicating those areas most critically in 
need of truck transportation. Sales have been made in such 
areas through hundreds of dealers. For example, in the Boston 
region, 850 trucks were distributed through 125 dealers; in the 
New York region, 2,300 trucks went to more than 600 dealers, 
and in Texas, 2,041 trucks went to 500 dealers. An effort has 
been made to limit sales to not more than five trucks per dealer, 
although special circumstances sometimes have made it advis- 
able to vary this. Sales thus far have averaged less than two 
trucks per dealer per month.” 


RAIL FINANCIAL DATA 


At the end of June, 1944, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,458,914,880, including $944,276,979 in cash, as compared with 
$3,869,164,568, including $1,054,618,282 in cash, at the end of 
June, 1943, according to a statement, No. M-125, selected in- 
come and balance sheet items of 135 roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics, 

The statement showed that $203,509,004 of funded debt 
would mature within six months from June 30, 1944. This com- 
pared with funded debt of $157,737,568 matured in the com- 
parable period of last year. 

Total current liabilities stood at $2,799,265,732 at the end 
of June, 1944, as against $2,268,461,595 at the end of June, 
1943. Included in the current liabilities was accrued tax liabil- 
ity of $1,742,002,636 at the end of June, 1944, as against $1,356,- 
875,482 at the end of June, 1943. U. S. government taxes ac- 
counted for $1,595,783,480 of the accrued tax liability at the 
= June, 1944, as against $1,220,251,034 at the end of June, 


SHIPPING SCRAP PAPER 


Chairman Kendall, of the car service division of the As- 
sociation of American Railroads, has asked railroads to see 
to it that scrap paper be properly prepared for shipment as 
provided in the Consolidated Classification, in order to mini- 
mize detention of badly needed box cars. There had been 
accumulation and delay to cars received under load with scrap 
paper when shipped loose or in small bundles on account of 
failure of shippers to comply fully with the provisions of items 
35655 and 35660 of the classification, providing that scrap paper 
in bundles must be “securely tied with heavy cord or rope, 
completely encircling the bundle, at least twice around sides 
and once around ends, securely knotted at each crossing.” 


Receivers of scrap paper had repeatedly alleged that delay 
in unloading was chargeable to the fact that a considerable 
amount of scrap paper was shipped loose or in small bundles 
and sacks, not properly tied with cord or rope, and that con- 
tents were scattered from one end of the car to the other, said 
Chairman Kendall. 


A. A. R. EMBARGO 50-A REVISED 

The car service division of the Association of American 
Railroads has issued a revision of its embargo 50-A, covering 
all carload and less carload shipments of freight or express 
consigned or reconsigned to port areas named in Appendix A 
of the embargo, when billed or intended for export by water, 
including export shipments intended for storage within such 
ports areas; also export or domestic shipments consigned to 
naval installations listed in Appendix B. 

Revision of the embargo, it was explained, was made to 
make it conform to the provisions of O. D. T. General Order 
16 B, superseding 16 A, and O. D. T. Administrative Order 17 A, 
designed to simplify permit requirements (see Traffic World, 
Sept. 9, p. 646). 


W. P. B. EQUIPMENT DIVISION 


Charles B. Bryant, director of the transportation equipment 
division of the War Production Board, has announced that the 
motive power and rolling stock sections have been combined 
into one unit under the supervision of D. W. Odiorne, formerly 
chief of the rolling stock section. M. K. Tate is deputy chief in 
charge of locomotives and J. D. Driscoll is deputy chief 1” 
charge of cars. 
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Rail Antitrust Suit 


Institution of the Justice Department’s civil suit against 
the railroads (see Traffic World, Aug. 26, p. 507) in no way 
reflected on “the quality of the cooperation which the railroads 
are presently giving the government in the war effort,” said 
Wendell Berge, Assistant Attorney General, in an address on 
“The Antitrust Laws and Postwar Prosperity,” prepared for 
delivery the afternoon of September 11 before Town Hall, Inc., 
at Los Angeles, Calif. 

A large part of his address dealt with international cartels. 
In his remarks relative to railroad rates and practices, he re- 
iterated, in substance, allegations he had made in an address 
in Kansas City, Mo., August 7 (see Traffic World, Aug. 12, p. 
387) and in a press conference held at the time the Justice 
Department announced the filing of its complaint against the 
Association of American Railroads, the Western Association of 
Railway Executives and others. In his Los Angeles speech, he 
discussed the position of the antitrust division of the Depart- 
ment of Justice on the subject of railroad rates and practices 
as follows: 
























Closely related to the pattern of postwar industrial development 
is the problem of transportation rates and services. It seems to me 
that this should be a matter of special concern to the west. Transporta- 
tion is so interwoven with the processes of production and dis- 
tribution that it affects every article of commerce. The distance 
between the farmer and the manufacturer and the merchant is not to 
be measured in miles but in rates. Excessively high rates, discrim- 
inatory rates, by making impossible the exchange of products between 
various sections of the country, can retard the development of whole 
communities. It is futile to build plants or to seek capital for new 
enterprise in the west, no matter what its natural resources, in the 
face of transportation handicaps which stifle development and growth. 

I know that there is a widespread belief that all rates and charges 
of railroads and other carriers are fixed by the Interstate Commerce 
Commission. But that is not the case. Under the interstate commerce 
act it is the duty of every carrier to initiate and file its own rates 
with the commission. When a rate is fixed it becomes the ‘‘lawful rate’’ 
and no other can be charged without violating the interstate commerce 
act. But the act does not contemplate that the Commission shall re- 
view the fairness of all of the thousands and thousands of tariffs 
that are filed covering shipments of different commodities between 
different points throughout the United States. Nor would such review 
be physically possible. 

Congress never intended, however, to substitute regulation for 
competition, but intended that both should operate. Congress did not 
exempt carriers from the application of the antitrust laws, and combi- 
nations between carriers to fix the rates that are filed are subject 
to the antitrust laws. The same is true of other agreements between 
carriers which have the effect of unreasonably restraining trade. 

Railroad rates today are not fixed by competition. There are 
some 60 rate associations and conferences throughout the United States 
which constitute the rate-making machinery of the railroad industry. 
Before any rate is filed with the Interstate Commerce Commission, it 
must find its way through the series of committees maintained by the 
rate associations and conferences. This rate-making machinery is so 
geared as to exercise virtually complete control over the pricing of 
transportation services. 

























































Western Agreement 


About a year and a half ago, the Department of Justice in the 
course of its investigations discovered an agreement among the western 
railroads which superimposed upon the existing private rate-making 
machinery a further plan to maintain high rates and restrict competi- 
tion. This was the so-called Western Agreement. Under this agree- 
ment the western railroads set up a ‘‘Commissioner’”’ to arbitrate dif- 
ferences and try to dissuade carriers from initiating rate reductions, 
or improvements in services and facilities which might require similar 
action on the part of other lines, thus reducing carrier revenues. When 
the Commissioner was unable satisfactorily to eliminate competitive 
threats, the differences were referred to a committee of directors which 
represented the financial interest in the railroads. The Western 
Agreement was quite successful in preventing individual carriers from 
initiating action which would reduce particular rates or otherwise 
disturb existing practices in the railroad industry. 

The Western Agreement, entered into in 1932, was not filed with 
the Interstate Commerce Commission until April 14, 1943, five days 
after a copy had been requested by the Department of Justice. The 
signatories contend that they cancelled the agreement as of April 23, 
1943, but in an equity suit recently filed at Lincoln, Nebraska, the 
department has alleged that the unlawful practices inaugurated under 
the agreement have not been abandoned and that the defendants have 
made public statements asserting their intention to continue operation 
in the future under the same or a similar plan. 

The Supreme Court has held that the Sherman act applies to 
railroads and has also held that the Interstate Commerce Commission 
has no power to enforce the Sherman act as such. The Court has also 
held that price-fixing agreements are illegal per se. Consequently, 
it is the duty of the Department of Justice to take action against prac- 
tices violative of the Sherman act which so vitally affect the people 


of a western part of the United States and the national economy as 
a whole, 







































The institution of this civil suit, of course, in no way reflects 
upon the quality of the cooperation which the railroads are presently 
glving the government in the war effort. Most defendants in antitrust 
actions charging illegal restrictive practices are, for that matter, now 


giving cooperation in the war effort to the limit of their ability. The 
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fabric of our industrial and transportation structure would most cer- 
tainly have been stronger and tougher for the war job had it not 
been infested by monopoly practices. But that is no charge against 
the patriotism of business interests or their cooperativeness with gov- 
ernment in winning the war. 


Economic Policy, Future Problem 


The problem of the immediate future is not one of patriotism or of 
morals. It is rather one of economic policy. The business interests of 
this country have performed miracles of production and distribution 
under the stimulus of war, and we will forever be proud of the per- 
formance. But due sense of pride in our wartime accomplishment is 
not going to solve the problems of reconversion and of peace. I believe 
that our greatest hope for the future lies in policies which will again 
give competition and free enterprise a chance, and in the use of laws, 
so far as possible, to remove restraints on freedom rather than in 
the use of laws to regulate every detail of business life. 

I can assure you that in the postwar period the Antitrust Division 
will be on the alert to enforce the law against those who seek to take 
advantage of the reconversion process for monopoly ends. 

I am glad to be able to announce that we are today opening a 
field office here in Los Angeles to enable us better to keep in touch 
with the situation in this community. Like most civilian offices, the 
Antitrust Division has been seriously handicapped for want of sufficient 
personnel, but nevertheless we hope that if the problems of this 
community require it we will be able to furnish additional men from 
time to time to consider and investigate your complaints. 

I think that the Sherman antitrust act is at the beginning of the 
period of its greatest significance and usefulness. I believe that I 
voice the prevailing opinion in this country that next to the estab- 
lishment of a just and lasting peace there is nothing of greater 
importance than the maintenance of a virile, free, competitive economy. 


Roosevelt on Antitrust Laws 


In a letter to Secretary Hull, of the State Department, re- 
lating principally to the subject of international cartels, Pres- 
ident Roosevelt maintained that the Sherman and Clayton anti- 
trust acts guaranteed the benefits of competition to the con- 
sumer by protecting him against monopoly. The text of the 
letter, made public by the President on a press conference Sep- 
tember 8, follows: 


During the past half century the United States has developed a 
tradition in opposition to private monopolies. The Sherman and 
Clayton acts have become as much a part of the American way of 
life as the due process clause of the Constitution. By protecting the 
consumer against monopoly these statutes guarantee him the benefits 
of competition. 

This policy goes hand in glove with the liberal principles of inter- 
national trade for which you have stood through many years of public 
service. The trade agreement program has as its objective the elimina- 
tion of barriers to the free flow of trade in international commerce; 
the antitrust statutes aim at the elimination of monopolistic restraints of 
trade in interstate and foreign commerce. 

Unfortunately, a:number of foreign countries, particularly in con- 
tinental Europe, do not possess such a tradition against cartels. On 
the contrary, cartels have received encouragement from some of these 
governments. Especially is this true with respect to Germany. More- 
over, cartels were utilized by the Nazis as governmental instrumentali- 
ties to achieve political ends. The history of the use of the I. G. 
Farben trust by the Nazis reads like a detective story. The defeat 
of the Nazi armies will have to be followed by the eradication of these 
weapons of economic warfare. But more than the elimination of the 
political activities of German cartels will be required. Cartel practices 
which restrict the free flow of goods in foreign commerce will have 
to be curbed. With international trade involved this end can be 
achieved only through collaborative action by the United Nations. 

I hope that you will keep your eye on this whole subject of inter- 
national cartels because we are approaching the time when discussions 
will almost certainly arise between us and other nations. 


Senator Moore Raps Biddle 


Senator Moore, of Oklahoma, in an address in the Senate, 
said it was his opinion that the federal government’s antitrust 
suit against the railroads was “the first step of the New Deal 
to consummate public ownership of the railroads.” 

“The antitrust suit recently commenced by Attorney Gen- 
eral Biddle against the railroads is a fraud on its face,” he said. 
“It charges the railroads with conspiracy to fix and maintain 
unreasonable and discriminatory rates. The public should un- 
derstand that power to regulate rates with respect to railroads 
is by law vested in the Interstate Commerce Commission. The 
Interstate Commerce Commission has had jurisdiction of this 
important function for more than 50 years. The rates which 
have been fixed are as a matter of law the legal rates, and it 
would be a violation of the law for any carrier to fail to com- 
ply. If the rates are improper and discriminatory, existing laws 
afford an adequate, and the exclusive, remedy before the Inter- 
state Commerce Commission. The suit is a plain attempt of the 
Attorney General to invade the administrative functions dele- 
gated to the Commission by Congress. 

“Mr. Biddle . . . chose to bring a political lawsuit in the 
hope of creating hate and prejudice against private enterprise 
s "4 effort to corral votes for a continuation of the New 

eal...” 


Senator Moore said that, in view of the filing of this suit 
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by the Attorney General, it was “highly prejudicial and im- 
proper” for the Attorney General to make the allegations about 
discriminatory freight rates that he had made in an address at 
Spokane, Wash., August 9 (see Traffic World, Aug. 12, p. 387). 

“The Assistant Attorney General in charge of this suit says 
that it in no way involves joint through rates,’ Senator Moore 
continued. “This, of course, implies that it involves only local 
rates covering short hauls. And, even if the northwest were 
suffering under discriminatory sectional rates, the suit is not 
directed at relieving that situation. The Supreme Court has 
held that shippers may not sue for damages under the antitrust 
laws in instances where the Interstate Commerce Commission 
has held the rates or practices complained of to be lawful. 
Under what authority then may the Attorney General question 
their lawfulness ?” 


Praise for Railroads 


He said the nation was indebted for ‘‘the outstanding serv- 
ices rendered by the railroads” and averred that “the charges 
against the railroads, right or wrong, are a matter for the 
Interstate Commerce Commission and not for the Attorney 
General’s office.” 

“Ocean transportation,” he said, ‘has already been reduced 
in practical effect to government ownership. Aviation, inland 
waterways, and motor carriers are on the list. Already the oil 
and gasoline pipelines of the country are being operated under 
the dictatorship of the Attorney General, by the terms of a 
so-called permanent consent decree. . 

“The suit against the railroads brings the New Deal’s num- 
ber of antitrust suits now pending in the Department of Justice 
to 114, and indicates that the New Deal is moving into the final 
stages of its program of national socialism.” 

Senator Johnson, of Colorado, said that the Justice Depart- 
ment’s antitrust suit against the railroads had caused “wide- 
spread consternation among those who are planning the rail- 
road program for the postwar period,” and added: 


While Congress is concerning itself with reconversion legislation, 
the Justice Department is making it impossible for our great railroad 
transportation systems to plan for peacetime conversion with any assur- 
ance, and for that reason, among many others, it is most unfortunate. 


Senator Johnson inserted in the Congressional Record the 
text of newspaper articles containing adverse criticism against 
the Attorney General’s action in filing antitrust suit against the 
railroads. 

O. D. T. Tried to Stop It 


It is understood that Director Johnson, of the Office of 
Defense Transportation, endeavored to have filing of the suit 
deferred, going so far as to appeal to the President, on the 
ground that, with the railroads, facing the biggest problems in 
their history and, in voluntary cooperation with the O. D. T., 
doing a tremendously effective job in handling their war-time 
job, this was not the proper time to make it necessary for them 
to divert manpower to the job of defending themselves at 
Lincoln. He is said to have taken the position that the O. D. T. 
was not passing on the validity of the suit or the judgment of 
the Department of Justice on the matters involved, but that he 
vigorously protested its untimeliness. 

In connection with speeches made by Attorney General 
Biddle and Assistant Attorney General Berge, it is understood 
that, with the exception of an extemporaneous speech made by 
the Attorney General, copies of the speeches were sent to the 
O. D. T. in accordance with the usual practice of the Office of 
War Information in forwarding such copies to agencies having 
to do with matters touched on in the speeches. Director John- 
son, it is understood, lodged pretests with the O. W. I. concern- 
ing the speeches, again basing his objections on the ground 
that the railroads, in the midst of the war effort, should not 
be distracted by such public attacks. 


Conn Condemns Antitrust Suit 


In its “persecutions” of the railroads, the Department of 
Justice was “seeking to substitute its authority for that of duly 
constituted regulatory bodies,” said Donald D. Conn, executive 
vice-president, Transportation Association of America, in an 
address at a meeting of the Kiwanis Club of Boston, Mass., 
September 14. Success in the suit filed recently by the depart- 
ment’s antitrust division at Lincoln, Neb., said he, “would mean 
one of two things: either a generally higher level of rates for 
the whole country, with increased costs of distribution for al] 
essential commodities, or government ownership.” A “social- 
istic state” could not be established in this country with trans- 
portation in private hands, he said, adding that the planners of 
the Department of Justice were the “shock troops” and that 
their attack on the railroads was intended “to make it impos- 
sible for private ownership to survive.” 

He said the Sherman antitrust act had been “distorted” 
to serve the purposes of the department and that the depart- 
ment was “actually engaged in molding legislative policies,” 
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through Congressional lobbying, and had “assumed the func. 
tions of an opinion-forming body” by “trying its cases in ad. 
vance in the public press.” The department laid the background 
for its suit aganist the railroads in addresses by Attorney Gen. 
eral Biddle and Assistant Attorney General Berge at Spokane 
and Kansas City, he said, “the substance of which was com. 
pletely contrary to fact and wholly political in the implica- 
tions.” 


Transport Board Failure 
(Continued from page 680) 


the Commission conducted its work, among other 
things. The point is that, though the many inquiries it 
undertook might be proper inquiries at another time 
and place, they were not proper with the board having 
limited time and money with which to do the work for 
which it was created. Its staff should have been work. 
ing solely on the three principal issues to which Con- 
gress had specifically directed its attention. 

The board got off to a bad start. President Roosevelt, 
directed by the transportation act of 1940 to appoint 
the three members of the board, did not act until 
months after the act became a law, September 18, 1940, 
Two of the nominations originally made were with- 
drawn and there was further delay. The board finally 
began its work late in 1941 after the President had 
revised his list of nominations by substituting for two 
of the original nominees C. E. Childe and Robert E. 
Webb, who constituted the board in its last days, Nelson 
Lee Smith, who had been chairman, having resigned to 
become a member of the Federal Power Commission. 
Southern senators had protested the President’s orig- 
inal slate because, they said, the south and west were 
not represented. The nominations of Mr. Childe, from 
Nebraska, and Mr. Webb, from Kentucky, followed. Mr. 
Childe’s transportation views were well known and he 
has stuck to them as a member of the board. He has 
found time to write letters and make speeches setting 
forth his views, particularly with reference to alleged 
geographical rate discriminations. He identified him- 
self with the southern senatorial group active in the 


interterritorial rate controversy. It was not necessary } 
that | 


for the public to spend a million dollars to have his 
views spread on the record. 

The board had two years in which to do its work, 
unless the President extended the term for two years, 
which the act authorized him to do. In 1942 the Presi- 
dent granted the authorized extension, thus giving the 
board approximately three years instead of the four 
contemplated by the act, due to the late start, as 
related. 

Part of the blame for the board’s failure may prop- 





erly be attributed to the President. The responsibility } 


imposed on him by the act was great. The ablest men 
possible should have been named. They were not. Thus, 
the President indicated his lack of interest in the na- 
tional transportation problem and the necessity of lay- 
ing a foundation for doing something about it. As it is, 
the “muddling through” must continue. 


PACIFIC CAR DEMURRAGE 
The Pacific Car Demurrage Bureau reported 38,198 cal’ 
held overtime, a percentage of 9.34, in June of this year, com- 
pared with 33,755 cars, a percentage of 8.71, in June, 1942. 
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Radio Train Control 


The Association of American Railroads, in a statement sub- 
mitted to the Federal Communications Commission Septem- 
ber 13 when the commission began hearings in its investigation 
of the establishment and use of radio communications systems 
in railroad operations, said that radio communications would 
be useful in railroad operations, but that it would be essentially 
a service supplementing existing operating methods and tech- 
niques. 

“Since the early days of radio communication,” the state- 
ment said, “railroads have carried on numerous experiments 
in the use of this newer medium of communication, as it 
might be applied to railroad operations. These experiments 
have been carried out on numerous railroads in cooperation 
with various inventors and manufacturers of apparatus and 
systems. 

“As radio communication itself has improved in -quality, 
and become more dependable and better adapted for railroad 
use, the number and variety of the experiments with radio 
communication between fixed points, between moving train 
and fixed points, between different parts of a train, and between 
train and train, including yard, terminal and main-line opera- 
tion, have greatly increased. This acceleration has been espe- 
cially pronounced during the war. 

“Through this whole history of progress in railroad com- 
munications and consequent improvement in train operation, 
the new devices and techniques have been adopted as need and 
justification was demonstrated, but they have been added to the 
older techniques, rather than displacing them. Added safe- 
guards and aids to efficiency are thus built upon the foundation 
of established procedures and techniques.” 

The association stated that while the great technical ad- 
vances made under the pressure of war were as yet, for the 
most part, a secret of the military services, “it is felt that the 
operating results obtained by the use of radios in tanks and 
other mobile military equipment may go a long way toward 
making possible the application of radio as a communication 
medium in some fields of railroad operation.” 

“Reliability of operation under the severe conditions en- 
countered is a keynote of all railroad equipment design,” it 
continued. “This emphasis on reliability has been criticized 
by some manufacturers of electronic apparatus. However, ex- 
perience Over many years conclusively establishes the correct- 
ness of railroad insistence that the design of all equipment 
used in railroad operation be such that it will function under 
the most severe conditions. This must of necessity be a design 
requirement which must be met by the radio manufacturers, 
as it has been met by others in the railroad supply industry, 
before radio can become an essential factor in the railroad 
scheme of communication.” 

Attention was called to the fact that “there are technical 
difficulties in radio transmission and reception on railroads, 
due to the close clearance of bridges, tunnels and structures 
which preclude the possibility of long or high antennae, and 
due to the special noise conditions, shock, impact and vibration 
encountered in railroad train service.” 


The commission was informed that among the railroads 
that had conducted or would conduct tests of radio communica- 
tion in the year were the Santa Fe, the Baltimore and Ohio, 
the Burlington, the Rock Island, the Rio Grande, the New York 
Central, the New Haven, the Reading and the Seaboard. 


In addition to the railroads that were investigating radio 
communication, the statement pointed out, there were a num- 
ber that had conducted experiments with the carrier system 
for communication with a moving train. These included the 
Bessemer & Lake Erie, the Pennsylvania, the Birmingham 
Southern, the New York Central, the Louisville & Nashville, 
the Norfolk & Western, the Burlington, the Great Northern, 
the New Haven, the Soo Line, the Milwaukee, the Kansas 
City Southern, the Alton & Southern and the Rock Island. 


Commissioner Paul A. Walker, of the F. C. C., presiding at 
the hearing, stated as the hearing began that “the testimony at 
the present proceeding should provide a basis for the consider- 
ation of radio in railroad operations at the general radio fre- 
quency allocation hearings beginning September 28.” He said 
that those hearings would cover the radio spectrum from 10 to 
30,000,000 kilocycles and all the services operating or desiring 
to operate by radio. 

“It is obvious that the evidence adduced here will be funda- 
mental to the question whether a new railroad radio service 
Will be recognized in the forthcoming allocation hearings,” he 
Continued. “Detailed information in regard to the number and 
kind of frequencies required for an integrated system of rail- 
road communications must, in any event, and regardless of the 
evidence deduced here, be presented at the hearing beginning 
on September 28. ... We must do everything possible to encour- 
age the larger and more effective use of radio in the public 
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interest. At the same time, we are faced with a shortage of 
frequencies in most portions of the radio spectrum. Therefore, 
frequencies can be allocated only to those services for which an 
important need can be demonstrated. This hearing affords all 
those who are interested an opportunity to demonstrate a need 
for radio in railroad operations. We are particularly interested 
in radio for the promotion of safety. .. . We hope that witnesses 
will take the opportunity to develop the safety implications of 
railroad radio... .” 


Statement by Senator Kilgore 


Senator Kilgore, of West Virginia, chairman of the Senate 
subcommittee on war mobilization by which hearings on railroad 
communication and signaling developments were held in Febru- 
ary (see Traffic World, Feb. 19, p. 463), in his testimony before 
the F. C. C. September 13 discussed what he termed a need 
for two-way communications between the front and rear ends 
of each train, for two-way radio communications from trains in 
motion to dispatchers’ offices, for radio control in classification 
yards and other terminal operations, and for “buttressing” flag- 
ging operations on railroads by use of radio. He said he hoped 
the railroads were alert to “the surplus property aspects of 
their radio problem” and added that the Army Signal Corps 
had already cooperated with several of the railroads, both in 
supplying experimental equipment and in providing technical 
assistance to test the utility of radio in rail operations. 

With reference to the effect of the antitrust laws on tech- 
nological development of the railroads, Senator Kilgore said that 
“there is certainly nothing in these laws which prevents the 
healthy cooperation of the railroads for the promotion of new 
techniques. If our American economy is to continue to expand 
in the future, the dominating spirit must be one of friendly 
competition and not repression.” 

“Particularly is this true with respect to the railroads, 
which face intense postwar competition with the airlines, motor 
trucks, inland waterways, private automobiles, pipelines and 
other forms of transportation,” he said. ‘‘The airlines have al- 
ready progressed along the road of cooperating to ensure uni- 
form technological advances. . . . The technological advances 
in railroading must be made available to all railroads if the 
industry as a whole is to move forward... . The railroads have 
made a fine contribution to the winning of the war... . If the 
railroads enter the postwar period in the spirit of friendly 
competition and continuous progress ... they will no doubt 
make an equal contribution to the prosperity of our country in 
the years to come.” 


Letter from O. D. T. Director 


Placed in the record of the hearing was a letter addressed 
to the F. C. C. by Director Johnson of the Office of Defense 
Transportation, containing the following statements: 


This office is interested in the subject matter of the investigation 
because of the responsibility imposed upon it by the President to effect 
maximum utilization and conservation of railroad transportation facil- 
ities and of expediting traffic in the interests of the conduct of the 
war. The use of radio in the operation of trains could conceivably 
contribute materially to the attainment of the purposes for which this 
office was created. 

However, as you know, this office is a war agency whose functions 
and usefulness will end with the close of the war. On the other hand, 
your investigation is concerned with a subject not primarily of war 
origin nor limited in scope and usefulness to wartime needs, but is a 
matter which extends far into the postwar period. Additionally, we are 
not equipyed to engage in the study and research which would be neces- 
sary to enable us to be of any substantial assistance in the investigation. 
Also, I am informed that while the Interstate Commerce Commission 
does not expect to participate actively in the hearings, it has offered 
to aid your commission insofar as possible for it to do so. 

For these reasons, I feel that the Office of Defense Transportation 
should not formally enter its appearance or actively participate in the 
proceeding. .. 


Radio on Pennsylvania 


W. R. Triem, general superintendent of telegraph of the 
Pennsylvania Railroad, told the F. C. C., in his testimony, that 
the Pennsylvania regarded its new inductive train telephone 
system, in which the transmission paths were confined to rails 
and adjacent wires, as the most satisfactory means for pro- 
viding communication with and between moving trains. He said 
preparations were now being made for installation of the in- 
duction train telephone system on the four-track heavy traffic 
main line between Harrisburg and Pittsburgh, Pa., at an esti- 
mated cost of more than one million dollars. 

Various technical aspects of radio control of train oper- 
ations were discussed by the following other witnesses: Floyd 
Simson, communications coordinator of the Civil Aeronautics 
Administration; D. W. Rentzel, president of Aeronautical Radio, 
Inc.; John Hogan, president of Facsimile, Inc., who told about 
experiments on the Rock Island; Captain Pardue, U. S. army, 
who discussed use of radio control in army ordnance plants in 
North Carolina; Dr. Lynde Wheeler, head of the technical in- 
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formation division of the F. C. C.; Stephen Shoup, now a mem- 
ber of the O. D. T. staff, who testified as an individual and 
dealt with observations he had made concerning rail signaling 
while in the employ of the Kansas City Southern and with 
recommendations for use of radio control in terminal switching 
operations; J. T. Quisenberry, counsel for the American Tele- 
phone & Telegraph Co., who outlined radio experiments made 
by that company since 1925; John A. Parrott, operating engineer 
of the A. T. & T., who described characteristics of three types 
of carrier radio control systems; F. B. Branhall, of the Western 
Union Telegraph Co., whose testimony related to telegraph serv- 
ice on trains, and William S, Halstead, president of the Halstead 
Traffic Communications Corporation, of New York City, who 
presented findings he had made in studies of rail radio control 
possibilities. He had testified before Senator Kilgore’s com- 
mittee in February. 


Safety Director’s Views 


Shirley N. Mills, director of the Interstate Commerce Com- 
mission’s Bureau of Safety, outlined to the F. C. C. data about 
railroad accidents that had been investigated by the bureau and 
expressed the view that radio train control had proved suc- 
cessful in terminal operations and should prove successful, also, 
in operations outside the switching yards. 


Other witnesses at the hearing included: Albert Morrison, 
general superintendent of transportation of the Kingsbury Ord- 
nance Plant, near LaPorte, Ind., who said that use of radio 
control in the intraplant switching operations had resulted in a 
25 per cent increase in efficiency of those operations and in a 
reduction from a former total of ten switching engines to a 
present total of seven; Perry Whiteman, chief of the trans- 
mitter section in the radio and radar division of the War Pro- 
duction Board, who indicated that that division would cooperate 
in making available the materials for installation of radio equip- 
ment in train service; William Krebs, chief of the F. C. C. divi- 
sion of safety and special services, who told about the ‘“chan- 
nels” that could be used for rail radio operations; Dr. C. B. 
Joliffe, chief engineer of the Victor division, R. C. A., and 
Herbert Friede, chief engineer of the municipal communications 
service, District of Columbia, who advocated use of two-way 
radio on trains and reviewed facts surrounding some of the train 
wrecks in recent months that had resulted in deaths of many 
passengers and in injuries to many others, his position being 
that radio communications between trains might have averted 
those accidents, while train-to-station radio communication 
would have made possible early arrival of rescue squads. 


T. A. A. Asks A. M. A. to Confer 


An invitation to automotive manufacturers to confer with 
representatives of the Transportation Association of America in 
an effort to reconcile differences of opinion on transportation 
policy was extended to George Romney, managing director of 
the Automobile Manufacturers’ Association, by Donald D. Conn, 
executive vice-president of the Transportation Association, in 
a letter enclosing a copy of that association’s public reply to the 
statement of the Automobile Manufacturers’ board of directors 
in opposition to the T. A. A.’s recommended national policy for 
— integration (see Traffic World, September 9, p. 
654). 


“It has been my experience that many of these contro- 
versies assume minor proportions if we first explore the spheres 
of possible common agreement,” says Mr. Conn. “To take this 
problem and all of its historical aspects to the public and Con- 
gress before such an attempt is made is, I believe, a very grave 
mistake. On the other hand, if attention can be dedicated to a 
policy solution strictly from a user or patron standpoint—if our 
proposal is appraised with a cooperative desire constructively 
to improve on it or to devise a better alternative—I can visualize 
no insurmountable obstacles in the path of agreement—at least 
not on fundamental issues.” 

He refers to charges that the T. A. A. was “organized to 
represent railroad interests.” Automotive manufacturers were 
invited to participate at the time the association was organized, 
he says, and provisions were made for “identical representation 
on the board of directors for them and their related industries 
as was tendered to the railroads and their related industries.” 
The automotive interests declined to participate, he continued, 
adding that “no railroad, railroad association, or anyone em- 
ployed by them, either inspired this program or were parties 
to the conception.” The association and its directors, he says, 
“are not concerned with the promotion of any one form of 
transport service against another,” and do not “represent the 
self-interest of any segment” of its membership. 

“In a pioneering effort of this nature we cannot expect 
that all will agree with every proposal put forward,” he con- 
tinues. “But we can insist that every group address itself to our 
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program, as it is presented, rather than to some self-consti- 
tuted hypothesis devised to support opposition to any change 
whatever in the existing national policy.” 

He points out that the Air Transport Association and the 
American Trucking Associations took positions in opposition to 
the T. A. A. program two months before it was published and 
that neither organization “had previously offered a single sug- 
gestion in contribution to the determination of the recommenda. 
tions.” In spite of that, he continues, those two organizations 
“have carried on a nationwide campaign of misrepresentation 
for nearly a year—never once addressing themselves to the 
basic issues of the problem.” It is “unfortunate,” he says ‘‘that 
the automotive manufacturers have taken such a decided stand 
of advocacy of the status quo.” 

“After nine years of constant study of the problem,” says 
he, “I venture the opinion that, if your industry desires the 
preservation of private ownership and constructive competition 
for common carriers; if you wish to avoid the evils of monopoly, 
either private or government in character, you will conclude to 
advocate a change in national policy. ... And in your analysis 
of this problem you will desire to give foremost consideration 
to resolving the question as to how regulated transportation 
can be placed, as nearly as practicable, on a basis of competi- 
tive equality with private transportation.” 






















Army Railroaders in Europe 


American soldier-railroaders of the Military Railway Serv- 
ice were ready to operate German railroads when the time 
came, Brigadier General Andrew F. McIntyre, chief of the 
rail division of the Army Transportation Corps, disclosed Sep- 
tember 11 over the Mutual Broadcasting System. 

“Military Railway Service troops are keeping pace with 
the Allied advances in the European theater of operations,” 
General McIntyre declared, ‘and they are prepared to operate 
military railway lines wherever our fighting men go—and that 
includes Nazi Germany.” 

By the end of the year, General McIntyre said, the Military 
Railway Service would have about 4,000 American locomotives 
and 60,000 freight cars operating outside the United States. 

General McIntyre revealed that the Army Transportation 
Corps now had a personnel strength of more than 350,000. Four 
thousand of these were WAC’s serving with the Corps in this 
country, he added, and several hundred more were stationed 
in the European theater. 

Brigadier General Robert H. Wylie, assistant chief of the 
Army Transportation Corps and its director of operations, said 
that French patriots were helping American soldier-railroaders 
to restore rail transportation in liberated areas. 


“It is the policy of the Military Railway Service to keep 
French railroadmen on the trains as much as possible,” General 
Wylie continued. “Then will come joint French-American con- 
trol, and finally, the railroads will be returned to the French.” 

French and American crews got along well together, Gen- 
eral Wylie reported, and this in spite of the fact that most of the 
American crew members could not speak French and _ the 
French could not speak English. But somehow they managed 
to make themselves understood, the general stated. 


As the Germans retreated, General Wylie said, they were 
placing booby traps and mines in cars and locomotives and all 
along the track. 

“However,” he concluded, “this doesn’t stop our soldier- 
railroaders, who have been trained to be on the lookout for 
such Nazi tricks. They are able to put most of these traps 
and mines out of commission before they can do any damage.” 

The program was conducted by Albert R. Beatty, manager 
of the publicity section of the Association of American Rail- 
roads, who said that the railroads in this country would con- 
tinue backing the Army Transportation Corps by seeing that 
“every military and essential civilian transportation need is 
met on the home front.” 








































SEAMEN AS LAWYERS 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 5334, a bill providing 
for the admission on motion of certain merchant seamen 10 
practice law in the District of Columbia. The bill provides: 


That any person who, having completed, during a period of not 
less than three years in a recognized law school located in the District 
of Columbia, a course leading to the degree of bachelor of laws, and 
having been awarded such degree by such school, thereafter served 
in the merchant marine of the United States for a period of not less 
than one year, and unless dishonorably discharged therefrom, shall 
be admitted to practice law in the Distric. of Columbia upon motion 
duly made in the United States District Court for the District of 
Columbia and without further evidence of qualification. 
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September 16, 1944 


Postwar Highway Plans 


Edward A. O’Neal, president of the American Farm Bu- 
reau Federation, in letters to members of the Senate has raised 
objections to several provisions of S. 2105, the postwar highway 
construction bill introduced by Senator Hayden, of Arizona 
(see Traffic World, Aug. 26, p. 523), his objections being di- 
rected principally against the proposal in the bill to substitute 
for the existing ‘50-50” basis for matching of federal and state 
funds a new formula under which the states would contribute 
40 per cent and the federal government 60 per cent of the 
total cost. 


Senator Capper, of Kansas, inserted the text of Mr. 
O’Neal’s letter in the Congressional Record and also reproduced 
in the Record a letter addressed to Chairman Robinson, of the 
House roads committee, by A. S. Goss, master of the National 
Grange, expressing disapproval of some of the provisions of 
H. R. 4915, the postwar highway construction bill sponsored by 
that committee (see Traffic World, June 10, p. 1578). 

Mr. O’Neal said that the “matching requirement” set forth 
in S. 2105 would, by placing a heavier share of the cost on the 
federal government, tend to invite increased federal control 
over the nation’s highways, and that the ‘60-40” formula was 
“more inappropriate now than at any previous time, because 
of the unprecedented, colossal increase in the federal public 
debt, which now exceeds $200,000,000,000 and is still soaring 
rapidly, while state and local governments are in better finan- 
cial condition than for many years.” He said that S. 2105 set 
up a fund of $200,000,000 for projects on highways in urban 
areas and another fund of $250,000,000 for projects on the 
federal highway system, including highways through cities, and 
contended that the latter fund should be limited to federal-aid 
projects outside of urban areas. 


Mr. Goss made a similar objection to provisions of H. R. 
4915 under which one fund would be used exclusively in urban 
areas and another fund would be used “either inside or outside 
of urban areas.” He said the quoted provision seemed to invite 
“needless rivalries and political pulling and hauling between 
cities and country areas” and took the position that the provi- 
sions of the present law were “ample in this respect.” He ex- 
pressed a fear that some of the provisions of H. R. 4915 indi- 
cated a tendency to make the bill an unemployment-relief bill 
rather than a highway bill. 


Representative Mansfield, of Montana, placed in the Con- 
gressional Record a statement in which he called attention to 
the pending postwar highway bills, H. R. 4915 and S. 2105, and 
advocated immediate consideration by Congress of the postwar 
highway construction program. He urged continuance of the 
allocation of federal aid on the basis of one-third area, one- 
third population and one-third post road mileage. He said the 
need for haste in enactment of highway legislation by Congress 
was emphasized by the facts that any program passed by Con- 
gress must be approved by the various state legislatures and 
that 45 of these legislatures would meet next January. Many 
of them would not meet again for another two years, he said. 
He averred that in the forthcoming industrial reconversion pe- 
riod there would be millions of men who could not be absorbed 
by private industry and that the highway program should be 
undertaken at once so that those men could be put to work “on 
sound projects.” 


Authorization in S. 2105 for the appropriation of $1,950,- 
000,000 to become available at the rate of $650,000,000 a year 
for each three successive postwar fiscal years for federal high- 
way aid provoked a large volume of debate in the Senate Sep- 
tember 12 when Senator Hayden moved that the Senate proceed 
to the consideration of the bill. The motion was agreed to by a 
vote of 35 to 18. 


In the debate preceding the adoption of the Hayden motion, 
question was raised about the “haste” in pressing for action on 
the measure. The answer was that Congress ought to act now 
so that the states would know what they would have to meet 
In the way of “matching” the federal appropriations for highway 
Improvements. 

Senator Bridges, of New Hampshire, spoke of the huge fed- 
eral debt and said while all agreed as to the importance of good 
roads, “I for one wish to see this program proceed on a reason- 
able and sane basis.” 

Senator Russell, of Georgia, said he believed “this bill is 
out of balance, and proposes to appropriate entirely too much 
money.” 

_ Senator Reed, of Kansas, addressing his remarks to ques- 
tions raised by Senator Russell, said the federal government 
would not have to borrow any money to carry out the provisions 
of the bill. The federal government, said he, had been collect- 
ing irom highway users at the rate of $640,000,000 a year. 
lighway users would pay to the federal government, in taxa- 
tion, all the money required by the bill over the three-year 
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period in which the federal government would contribute 60 per 
cent and the states 40 per cent, said he. 


No Concern About Public Debt 


Senator Reed said he was sure Senator Russell was not 
cognizant of what he (Reed) had said. 

“Oh yes,” replied Senator Russell, “I was cognizant of the 
argument the senator is making. I have heard it often before. 
It is the most specious argument I have ever heard advanced 
by intelligent men. The federal treasury is now bare. We are 
confronted with a national indebtedness which will reach the 
staggering sum of $300,000,000,000. The carrying charge of that 
indebtedness will exceed $6,000,000,0UU every year, which is 
more than the entire national budget in ordinary times. With 
this condition staring us in the face, we are solemnly told that 
we should allocate such sums of monev as are paid in taxes by 
a certain class of citizens for a specific purpose without regard 
to liquidating the indebtedness, paying the interest, or consider- 
ing the other essential expenses of the government. Some of 
these taxes are what are commonly called war taxes, and yet 
we are told that all of them, at a time when the national debt 
and carrying charge is such a stupendous amount, should be 
spent for the specific purpose of building highways because the 
taxes are paid by those who own automobiles. It would be just 
as reasonable to say that no sum should be applied to the pay- 
ment of the public debt unless it were paid in taxation by those 
who hold government securities.” 

Senator Russell contended that if the appropriations au- 
thorized by the bill were made, ‘‘we are sure to increase the 
national indebtedness any way you figure it.” He complained 
that though there were many proposals for spending federal 
money he had seen no proposals for the reduction or retirement 
of the public debt. He was disturbed because “practically all of 
our people who are thinking in terms of the postwar budget 
show no interest in reducing the public debt.” 

“When are we to pay for this war?” he asked. “Has every- 
one in this country subscribed to the philosophy of those who 
contend that it is a good thing for this country and our people 
to carry on deficit financing indefinitely at a time when the 
public indebtedness will probably reach $300,000,000,000? For 
my part I do not subscribe to that theory.” 

Senator Russell said the country would never get around 
to retiring any of the public debt ‘if we accept the theory that 
the money paid as taxes by special groups of citizens into the 
common Treasury should be allocated and appropriated for the 
benefit of the class of taxpayers who paid the money.” The 
senator said he would support the highway proposal in the event 
of large unemployment in the country “but I would not want to 
meet that condition and find that we have a still larger public 
debt to carry and be unable to afford relief to our people on 
account of our failure to exercise good judgment in times of 
prosperity.” 

Senator Russell offered an amendment reducing the pro- 
posed authorization for an appropriation of $1,950,000,000 to 
$600,000,000 and making the annual expenditure $200,000,000 a 
year instead of $650,000,000 a year. 

“This sum will be about $65,000,0Uuu more than we have 
ever spent for such purposes in any previous year,” said he. 

Highway Planning 

Representative Colmer, of Mississippi, chairman of the spe- 
cial House committee on postwar economic policy and planning, 
announced he had received from Major General Philip B. Flem- 
ing, Federal Works Administrator, the report of a survey cover- 
ing postwar public works contemplated by state and local gov- 
ernments. The report showed, said he, that the federal Public 
Roads Administration and state highway departments had $219,- 
151,000 of federal-aid and state highway projects completely 
planned and ready for construction; $957,242,000 in the design 
stage; and $1,018,111,000 in the preliminary stage. It showed 
further, said he, that the great bulk of contemplated state and 
local postwar public works was in the “preliminary” and “idea” 
stages of plan preparation, the latter having an estimated cost 
of $6,297,387,000. 

Consideration of S. 2105 was deferred in the Senate to give 
the Senate committee on post offices and post roads time to 
pass on amendments proposed to the bill as reported by the 
committee. In the House Representative McCormack, majority 
leader, announced that the House would not take up the high- 
way bill before the election in November even though the 
Senate might pass it before that time. 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate order 
No. 289, rates and surcharges, gypsum in bulk, from Bay of 
Fundy ports to U. S. south Atlantic ports, and rate order No. 
290, rates and surcharges, fertilizer, from Baltimore, Md., to 
New Brunswick and Nova Scotia. It has issued rate advice No. 
99, rates and surcharge, sugar, from Cuba to United Kingdom. 
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Overseas Inter-American Highway 


Use of the recently completed Overseas Highway from the 
Florida mainland to Key West, Fla., as a link in a Caribbean 
and Inter-American highway system with the establishment of 
ferry service between Key West and Cuba, between Cuba, 
Haiti, the Dominican Republic and Puerto Rico, and between 
Cuba and the Yucatan peninsula in Mexico, where a connection 
would be made with the Pan-American Highway now being 
completed from Laredo, Tex., through Mexico and the Central 
American countries to Panama, has been proposed by Senator 
Andrews, of Florida, in a Senate concurrent resolution intro- 
duced by him (see Traffic World, Aug. 19, p. 454). 

Under terms of the resolution (S. Con. Res. 49), there 
would be established a Joint Overseas Inter-American Highway 
Committee of Congress, composed of three senators appointed 
by the Vice-President and five House members appointed by 
the speaker of the House. 

The ‘‘whereas” clauses of the resolution contained state- 
ments that it was contemplated that there would be a surplus 
of ocean craft suitable for conversion to ferry boats, as well as 
ample labor and construction machinery, after the war, and 
that the construction and operation of an inter-American high- 
way such as that proposed in the resolution would aid materially 
in “solving the contemplated postwar labor situation and... 
in bringing continental United States in closer touch with the 
many essential raw materials in Central and South America 
which may: be had in exchange for manufactured articles for 
use in essential industries and agriculture.” The resolution also 
contained the following: 


It shall be the duty of the joint committee to investigate, hold 
hearings where necessary in collaboration with proper officials of other 
American countries traversed by said highway, and report to Congress 
their recommendations as to the most practical route, its feasibility, 
and approximate costs to each nation traversed for any additional 
construction and costs of operation of said highway; that such inves- 
tigations shall include an overseas ferry from Key West to Habana, 
Cuba, to (a) connect with the East-West Cuban Highway to the most 
westerly point of the island of Cuba, thence by overseas ferries to 
Yucatan, Mexico, to connect with the Pan-American Highway now 
being completed through Mexico and Central America by way of 
Panama into South America; (b) connect with and include the Cuban 
National Highway from Habana, Cuba, to connect by ferry and high- 
ways with Haiti, Dominican Republic, and Puerto Rico. 


Old F. E. C. Route Used 


Discussing the completion of the Overseas Highway from 
the Florida mainland to the island of Key West, Senator An- 
drews said, in part: 


A large part of the causeway portion of the Florida East Coast 
Railway extending to Key West was destroyed or so badly damaged as 
a railway by the big hurricane of 1935 that permission was granted 
to abandon it. Soon thereafter, there was established under Florida 
statutes the overseas highway district, which issued bonds with which, 
together with aid provided from the state of Florida and the federal 
government, it purchased, for less than $1,000,000, that portion of the 
Florida East Coast Railroad extending from the mainland to Key 
West. The original construction had cost over $60,000,000. Some of 
the finest engineering was required to construct this overseas highway 
on top of steel bridges and reinforced concrete piers. . . 


Senator Andrews said he had talked with “some of the offi- 
cials” of the countries through which the proposed overseas 
inter-American highway would pass, and added that “their 
enthusiastic cooperation can, I am sure, be depended upon.” 


ST. LAWRENCE WATERWAY 


Secretary Forrestal, of the Navy Department, in a letter 
to Chairman Bailey, of the Senate commerce committee, has 
stated that that department will not object to enactment of 
S. 1385, the bill introduced by Senator Aiken, of Vermont, to 
authorize execution of the agreement between the United States 
and Canada for construction of the St. Lawrence waterway 
and power project, if the bill is amended to provide that the 
project be not undertaken until after the war. 

“Certain benefits would accrue to the national defense 
from the proposed improvements of the Great Lakes-St. Law- 
rence basin,” Secretary Forrestal said. “It is the view of the 
Navy Department, however, that, because of the general man- 
power shortage and the higher priority which must be given 
other projects in efficiently prosecuting the war, such improve- 
ments should not be undertaken at this time. 

“If S. 1385 were amended to provide for the proposed im- 
provements as a postwar project, the Navy Department would 
have no objection to its enactment. 

“The Navy Department is advised by the Bureau of the 
Budget that this matter has been considered by the President 
and that he favors authorization of the St. Lawrence project 
at this time as a postwar project.” 
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“I just want to point out it would be a mighty fine thing 
if we had a 27-foot channel in the St. Lawrence River so that 
the shipyards on the Great Lakes could have a chance to build 
ocean-going vessels,” said Representative Pittenger, of Minne. 
sota, in extension of remarks in the Congressional Record of 
September 11 urging adoption of the St. Lawrence waterway 
and power project for postwar construction. 

“The responsibility for the failure to develop our domestic 
program, including a 27-foot channel, rests squarely upon selfish 
interests in this country. They have assumed a tremendous re- 
sponsibility. They are shortsighted. In connection with the 
St. Lawrence seaway and power project, their sins of omission 
and eee are enormous and disastrous to the American 
people. 

“They are overlooking the philosophy that what is good 
for one section of the country builds for a prosperous condition 
in all sections of the country. This 27-foot channel project is 
a sound and meritorious one and the American people should 
wake up to the fact that they will benefit in numerous ways, 
We hear a lot of talk about postwar planning to take care of 
the unemployment situation following the war. What we 
need is less talk and some direct action not only with the 
a and power development matters but in other directions 
as well.” 

Representative Pittenger said that some day some man 
would leave the St. Lawrence project as a monument to his 
farsightedness, to his patriotic interest in the American people, 
= do not care what method he takes to accomplish this 
result.” 

Alluding to Theodore Roosevelt having been accused of 
“having something to do with a revolution down in Panama,” 
Mr. Pittenger said he did not discuss “those interesting rumors, 
but Teddy Roosevelt dug the Panama Canal, and up to date 
I have not heard of anyone who advocated filling up that ditch.” 


SHIP AGREEMENT INQUIRY 


The Maritime Commission by order in Docket No. 635, en- 
titled U. S. Gulf-Atlantic and India, Ceylon and Burma Confer- 
ence (Agreement No. 7620), has instituted an investigation into 
the lawfulness and propriety in the public interest of an agree- 
ment between carriers filed with it for approval under section 
15 of the shipping act, 1916, as amended. 

The agreement concerned is between American Export 
Lines, Inc., and Kerr Steamship Company, Inc., and if approved 
by the commission would affect rates, charges and practices in 
the trades from United States Atlantic and Gulf of Mexico ports 
to ports in India, Ceylon and Burma. Approval by the commis- 
sion of the agreement is opposed by Ellerman & Bucknall 
Steamship Company, Ltd., and Isthmian Steamship Company. 
The commission’s order assigns the proceeding for hearing at 
such times and places as the Commission may hereafter direct. 


EMPLOYMENT OF INJURED SEAMEN 


Injured and disabled seamen would receive every possible 
consideration in being placed within the shipping industry in 
their highest practical capacity, the. War Shipping Administra- 
tion said, September 12. It said the following instructions had 


been sent to employes of its recruitment and manning organ- 
ization: 


From time to time seamen are returned to this country who, by 
reason of service-incurred injuries or disabilities, are not able to meet 
all the physical standards required to hold a certificate for or obtain 
employment in their former rating. Such seamen, however, may 
not be so physically incapacitated or disabled as to be of no use in 
the shipping industry. They would not fall within that group needing 
complete vocational retraining and rehabilitation. Such men may 
obtain a waiver of a condition if it is not extreme or may transfer to 
another department such as from deck to engine, steward, or radio 
department. 


Under this policy, the W. S. A. said, “every effort is being 
made to retrain men for jobs that are within their ability to 
perform at sea or to assist them otherwise to obtain suitable 
employment in related marine industry ashore.” 


R. F. C. TRANSPORT AID 


The Defense Plant Corporation, R. F. C. subsidiary, has 
authorized an increase in its contract with Pacific Intermout- 
tain Express, Salt Lake City, Utah, to provide additional trans- 
port equipment for operation in various western states, at a 
cost of approximately $80,000, resulting in an over-all commit- 
ment of approximately $240,000, according to an announce- 
ment made by Secretary of Commerce Jones. Title to the fa- 
cilities, which will be operated by Pacific Intermountain Ex- 
press, will remain in D. P. C. 
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September 16, 1944 


Questions and Answers 


In this column will be answered questions of both legal and 
& practical nature that confront persons dealing with traffio. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Re-Delivery of Freight by Motor Carriers 


Indiana.—Question: I am submitting below a question on 
which I would appreciate hearing from you. 

Truck load shipments are made requiring split deliveries 
within the confines of one consignee’s plant; also in certain 
cases it is necessary to cross a street in order to effect a final 
delivery to a different department of the same consignee. 

We feel the consignee would be entitled to the truck load 
rate and minimum weight, actual weight if in excess thereof, 
plus the re-delivery charge per Item 100-E, paragraph C, Sup- 
plement 102 to Central States Motor Freight Bureau Tariff 
226-A, MF-I. C. C. No. 17, reading as follows: 


Redelivery of Freight: When one tender of delivery of a shipment 
has been made during business hours of the consignee and redelivery 
is necessary, an additional charge of 12% cents per 100 pounds, 
subject to a minimum charge of 60 cents per shipment and a maximum 
charge of $12.13 for any one shipment which is handled on any one 
vehicle, shall be made for each subsequent tender of and (or) final 
delivery. The shipment shall also be subject to the accrued freight, 
storage and all other lawful charges. 


I would appreciate hearing from you as some motor car- 
riers are of the opinion this would not apply to shipments which 
require split deliveries, and claim it covers only in cases where 
deliveries could not be made at the time of initial tender. 

Answer: The provisions of Item 100-E, in our opinion, do 
not apply to a delivery described in the first paragraph of your 
inquiry, but to subsequent tenders of delivery at the same de- 
livery point, made necessary by non-acceptance upon previous 
tenders. 


Bills of Lading—Issuance of Exchange or Substituted Bills 


Washington.—Question: With reference to Illinois, page 
168 of the July 15, 1944 Traffic World, we would like to have 
your explanation of the following statement: 


It is generally conceded a shipper may tender to the carrier a 
“corrected’’ bill of lading. 


Under what circumstances can a shipper issue a corrected 
bill of lading? What would prevent issuance of a bill of lading 
to correct ones intenitons where the original billing tendered 
the shipment under an improper routing? The impression from 
this statement which we receive is that there is unlimited use 
of an exchange bill of lading. 


Please cite the proper application and circumstances under 
which an exchange bill of lading can be used on commercial 
shipments ? 


Answer: Exchange bills of lading are issued by the car- 
riers under various circumstances, as under reconsigning tariffs. 
However, after a shipment has moved there can be no change 
in the routing shown by the shipper in the bill of lading under 
Which the shipment moved. 


So long as the bill of lading representing the goods is in 
the hands of the person to whom it was originally issued, there 
can of course be no objection to the substitution of another bill 
by agreement of the parties; but after it has passed from the 
person to whom issued into the hands of another, it will work 
a fraud for the carrier to issue a substituted bill of lading 
which may be used by the person to whom it is issued in mak- 
ing a pretended sale or pledge of the property for which it 
Stands, and in such a case, although the carrier has honored 
the second bill of lading, it will be responsible to a bona fide 
holder of the first bill for the goods. The Protection, Wash., 
102 Fed. 516. Where the seller for cash delivers bills of lading, 
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receiving the buyer’s check, if the check is not paid the seller 
has title and the right to possession of substituted bills of lad- 
ing issued to the buyer after he obtained the original bills. 
Lewis vs. James McMahon & Co., 271 S. W. 779. The issuance 
of a second bill of lading without surrender of the original bill 
has been held void as permitting a discrimination. Pioneer 
Trust Co. vs. Nashville, C. & St. L. R. Co., 224 S. W. 109. 


Delivery at Non-Agency Stations 


Illinois—I would appreciate an answer on the following: 

What is the carriers liability with regard to the delivery 
of a shipment at a non-agency station: The rail carriers claim 
that such shipments are forwarded at our own risk under Sec- 
tion 4, paragraph F of the bill of lading, and if uncalled for or 
—— after arrival at the station, they are not to be held 
liable. 

Answer: In its decision in Yazoo & M. V. R. R. Co. vs. 
Nichols & Co., 256 U. S. 540, 41 S. Ct. 549, the court said: 


Whether goods destroyed, lost, or damaged while at a railroad 
station were then in the possession of the carrier as such, so as 
to subject it to liability in the absence of negligence, has, before the 
adoption of the Uniform Bill of Lading, been the subject of much 
litigation. At stations where there is a regularly appointed agent 
the field of controversy could be narrowed by letting the execution of 
a bill of lading or receipt evidence delivery to and acceptance by the 
carrier; and by letting delivery of the goods to the consignee be evi- 
denced by surrender of the bill or execution of a consignee’s receipt, 
but at non-agency stations this course is often not feasible. There 
the field of controversy as to the facts was particularly inviting and 
the reasons persuasive for limiting the carrier’s liability. Local freight 
trains are often late. Shippers or consignees cannot be expected to 
attend on their arrival. Less than carload freight awaiting shipment 
must ordinarily be left on the station platform to be picked up by 
the passing train and lots arriving must be dropped on the platform 
to be called for by the consignee. At such stations the situation in 
respect to carload freight is not materially different. And this is 
true whether the car be loaded for shipment on the public siding or 
on a neighboring private siding, and whether the arriving loaded car 
be shunted unto a public siding or a private siding. There carload, 
as well as less than carload freight, whether outgoing or incoming, must 
ordinarily be left unguarded for an appreciable time. It is not unrea- 
sonable that shipper at such stations should bear the risks naturally 
attendant upon the use. The reason why an agent is not appointed is 
that the traffic to and from the station would not justify the expense. 
The station is established for the convenience of shippers customarily 
using it. And the paragraph here in question was apparently designed 
to shift the risk from the carrier to shipper or consignee of both classes 
of freight. It does so in the case of less than carload freight by having 
the carrier’s liability begin when the goods are put on board cars 
and end when they are taken off. It does so in the case of carload 
freight by limiting liability to the time when the car is attached to or 
detached from the train. 


This principle has been applied by the courts for several 
states. See Morrison Tent, etc. Co. vs. S. C. R. R. Co., 175 
S. W. 220; Massee & Felton Lumber Co. vs. Sou. Ry. Co., 148 
S. E. 427; Georgia Cotton Co. vs. C. of Ga. Ry. Co., 91 S. E. 
933 (Ga.); Linsey Wagon Co. vs. Louisiana & A. Ry. Co., 129 
Sou. 395; United States Feed Mill Co. vs. Mo. Pac., 36 S. W. 
2d 136, and Ashton vs. Chicago & N. W. Ry. Co., 225 N. W. 328. 


Recourse of Initial or Delivering Carrier Upon Other Carriers 


Tennessee.—Question: The motor carrier industry has no 
uniform or established practice governing the interline adjust- 
ment of loss and damage claims in which the intermediate car- 
rier is not involved. 

To illustrate, a claim is filed with the bill of lading carrier 
and that carrier investigates the record of handling the ship- 
ment from point of origin to destination, locates the liability 
and pays the claim in suspense. We will assume that it is a 
three line haul. Carrier ‘‘A,’”’ claimant line, locates the liability 
with carrier “C,” the delivering carrier. Carrier “B” is charge- 
able with no part of the claim. 

From a legal standpoint, is carrier “A’s” recourse against 
its immediate connection, carrier ‘“B,” or should carrier “A” 
go overhead direct to carrier “C”’ and sue for the amount paid? 

Answer: If no liability on the part of carrier “B” exists, 
an action by carrier “A” under the provisions of Section 219, 
as amended, of part II of the Interstate Commerce Act should 
be brought against carrier ‘“C,” the carrier with whom liability 
rests. 


Tariff Interpretation—Rates Requiring Reference to Classifica- 
tion for Ratings Are Class Rates 


Missouri.—Question: I wish to thank you for your answer 
to my question on page 532 of the August 26 issue of the Traffic 
World, under the above caption, as to whether sections 1 and 2 
of Agent D. C. Stone’s Intermountain Truck Tariff No. 4, MF- 
I. C. C. No. 5 contain class rates. 

I understand that the interpretation of a class rate is that 
it is a rate which applies on any one or more of various articles 
according to the class rating to which they are assigned in a 
classification or tariff of exceptions thereto. 
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Intermountain Truck Tariff No. 4, MF-I. C. C. No. 5 does 
not state, so far as I am able to find, that sections 1 and 2 
contain exceptions to the classification, or that it is a tariff of 
exceptions to the classification, and I would like to know 
whether the class rates contained in sections 1 and 2 of Inter- 
mountain Truck Tariff No. 4, MF-I. C. C. No. 5 are exceptions 
to the classification. 

Answer: The tariff to which you refer is, in our opinion, 
a class rate in that it contains rates which apply on articles 
the ratings for which are published in the Motor Freight Clas- 
sification. 

It is not an exception tariff as it does not contain ratings 
on articles which are exceptions to the ratings carried in the 
Motor Freight Classification. See Barschi & Son vs. Baltimore 
& Go. BR. Cé., 1 I.-C. -C. 350. 

The provisions in Item 140 for Rate Bases 1 to 4, inclusive, 
is a form of class rate publication and is not, in our opinion, 
the publication of an exception rating. 


Export Rate Versus Domestic Rate 


California.—Question: Page 35 of Pacific Freight Tariff 
Bureau Tariff 113-P, Agent J. P. Haynes’ I. C. C. No. 1335, 
names 5th class rate of 111c per 100 lbs. from Groups 1 and 2, 
which include Pittsburg, Calif., to El Paso, Texas, applicable 
on traffic destined Mexico City group. There being no com- 
modity rate, this 5th class rate is applicable on ammonium 
chloride. 

Item 7515 of Trans-continental Freight Bureau eastbound 
tariff 3-R, Agent L. E. Kipp’s I. C. C. No. 1506, names rate of 
90c per 100 lbs. from Pittsburg, Calif. to Brownsville, Eagle 
Pass and Laredo, Texas, applicable on shipments to destina- 
tions in Mexico, Monterrey and south thereof, which includes 
Mexico City. 

The question has arisen as to whether the publication of a 
lower export rate from Pittsburg to Brownsville, Eagle Pass 
and Laredo, more distant points, that to El Paso constitutes a 
4th section departure. I would appreciate your view and advise 
as to whether you know of any decisions of the Interstate Com- 
merce Commission dealing with this principle. 


Answer: In its report in Southland Pecan Co. vs. Alabama 
G. S. R. Co., 159 I. C. C. 445, on page 447, the Commission said: 


Complainant instances a rate of 175 cents on imported pecans from 
San Francisco, Calif., to Columbus, 2905 miles. Its contention that 
fourth section violations exist at intermediate Texas points is not sus- 
tained because of the difference in character of the rates compared. 
Rates on Grain and Grain Products to Texarkana, Ark., 29 I. C. C. 35. 


See, also, in this connection, the reports of the Commission 
in Tomkins-Summer Co. vs. C. M. & St. P. Ry. Co., 120 1. C. C. 
677; Wenger-Armstrong Petroleum Co. vs. Director General, 


64 I. C. C. 677; Board of Railroad Commissioners vs. Director- 
General, 63 I. C. C. 405. 


Motor Carriers 


With reference to our answer to New Jersey, on page 1336 
of the May 13, 1944, Traffic World and the correction on page 
1600 of the June 10, 1944, Traffic World, under the above cap- 
tion, see the report of the Commission in Powell Bros. Truck 
Lines, Inc.—Purchase—John B. Bryan, 39 M. C. C. 11, in which 
the Commission said: 


In the operating authorities of regular-route carriers, the services 
which such carriers may perform are described in part by a listing 
of the several routes over which they may transport shipments. A 
certificate authorizing operations over two or more routes that have 
one or more points in common which the carrier is authorized to serve 
confers the right to operate over all combinations of such routes and 
between all the designated points thereon, unless the service is 
specifically restricted in such certificate. The two separately described 
regular routes listed in our order of June 5, 1939, in No. MC-8889, 
form a through route between St. Louis and Kansas City, Mo. Points 
within 12 miles of Bunceton, including the junction of U. S. Highway 
40 and Missouri Highway 5, are common to both routes. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification—Pick-Up and Delivery Service 


In our answer to Ohio, on page 168 of the July 15, 1944, 
Traffic World, under the above caption, we stated that, if the 
shipment was tendered as an LCL shipment and pick-up and 
delivery service was accorded, the provisions of Rule 15, under 
which the carload rate may be applied to an LCL shipment if 
lower charges result therefrom, is not applicable. 

This conclusion, we believe, is warranted by the report of 
the Commission in Cities Service Co. vs. Erie R. R. Co., 237 
Lc. Cae. 

If, however, the shipment was tendered and moved as a 
carload shipment and was in fact a carload shipment, under 
the principle of the case cited in the preceding paragraph, the 
CL rate is applicable, it would appear, notwithstanding that 
pick-up and delivery service was in error accorded the ship- 
ment, since pick-up and delivery service is not accorded car- 
load shipments by tariff provision. 





TRAFFIC WORLD 


Damages—Measure of—Goods Transported from Warehouses 
to Retail Stores 


lowa.—Question: A question has arisen in regard to in- 
voice price charged on claims by chain organizations on ship- 
ments between their various branches. 

It is the policy of many of these organizations to centralize 
their merchandise purchases in one or more company operated 
warehouses. Shipments are then made to their retail outlets 
from these warehouses. The individual outlets are invoiced for 
their purchases on a jobber basis. At periodic intervals the 
stores are allowed quantity discounts. These discounts are not 
quite as low as the company purchase price, as the operating 
costs of the warehouses are added to the initial cost. 

We feel that these companies would be justified in adding 
this warehousing cost. The point at issue is, whether or not 
the carrier should receive the advantage of these store dis- 
counts which are of the nature of a trade discount, although 
passed to them at a later date. 

Answer: In the McCaul-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court held that the provisions formerly 
carried in the carrier’s bill of lading, which provided that the 
amount of any loss or damage for which any carrier was liable 
should be computed on the basis of the value of the property 
at the time and place of shipment, including freight charges, if 
paid, to be a limitation upon the carrier’s liability and there- 
fore contrary to the Cummins amendment, and in effect stated 
that the measure of damages was the actual loss caused by the 
breach of contract of carriage, which loss was what the shipper 
would have had if the contract had been performed. The plain- 
tiff in this case was the consignor, a shipper of grain. 

In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the plaintiff 
was the consignee, a retailer of coal. The court in this case, 
citing its decision in the McCaull-Dinsmore case, said: 


By the Cummins amendment the holder of a bill of lading issued 
for an interstate rail shipment is entitled to recover for failure to make 
delivery of any part of the shipment without legal excuse, ‘‘the full 
actual loss, damage or injury to such property” at point of destination. 
Chicago, etc., Ry. Co. vs. McCaull-Dinsmore Co., 253 U. S. 97. 


The court, in effect, held that, as the coal which was the 
subject of the claim for damages was to be placed in stock, and 
since it was not necessary for the dealer to purchase coal at 
retail at destination to fulfill a contract of sale, the wholesale 
price of coal at destination, plus freight charges from origin to 
destination was the measure of damages. 

While the destination value is the measure of damages for 
loss of, injury or delay to goods, there is no uniform basis or 
method of arriving thereat. Each case must be determined by 
taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for in- 
stance, whether it was necessary to replace the goods at desti- 
nation in order to fill a contract of sale or whether the seller 
has lost a sale because of the non-delivery of the goods or has 
earned a retail profit by a contract of resale. 

With respect to goods which are transported from ware- 
houses to retail outlets of the shipper, there are no decisions 
of which we are aware in which either the Supreme Court or 
the state courts have determined the question of the measure 
of damages. 

If the invoice value of the goods on a jobber basis is to be 
used as the measure of damages, it is our opinion that the store 
discounts should be deducted, the result being in fact the in- 
voice value. 


FIBRE SHIPPING CONTAINERS 


Shippers of fresh tomatoes have been given unlimited 
quotas of new fibre shipping containers, the War Production 
Board has announced. 

The fibre shipping container order, L-317, the W. P. B. 
said, had been amended so as to include tomatoes in the list of 
fresh fruits and vegetables exempt from the restrictions on the 
use of new shipping containers established in schedule II of 
order. The announcement continued as follows: 

The complete list of fresh fruits and vegetables for which these 
containers may be used now comprises apples, grapes, limes, mush- 
rooms, pears, rhubarb, and tomatoes. An unlimited container quota 
is permitted for all these items. 

Inclusion of tomatoes in the list will prove of particular benefit to 
farmers who need containers for their new crop of tomatoes. 

The previous requirement that ‘‘non-standard’’ meat containers 
that were in process of manufacture on or before August 4, 1944, be 
used before September 1, 1944, has been removed in the amended 1-317, 
to enable box manufacturers and packers to utilize existing meat pack- 
ages. ‘‘Non-standard’’ meat containers are those that do not conform 
to the specifications established in Schedule IV. 

The revised order also states that ‘‘W’’ boxes are subject to the 
same use restrictions as ‘‘V’’ boxes. é 

“vV"’ boxes are water-resistant solid or corrugated fibre shipping 
containers used extensively for shipping military supplies and materials 
overseas. ‘‘W’’ boxes are lighter weight boxes made of solid or corru- 
gated fibre board and are also used for military and certain other war 
purposes. 
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Traffic Club Doings 


Items for thts column are solicited and when they are sent and not 
published # is because they are inappropriate or not timely, Gopies 
of @ club’s publication or the notices tt sends to members are 
usually not suffictent, because often they are recetved too late to be 
of value. THe Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired, If publicity is looked for # 
should be made the duty of someone in the club to keep us ade 
quately and promptly mnformed.—Hditor Tue Trarric Wor. 























The Women’s Traffic Club of Detroit has elected the fol- 
lowing officers: President, Thelma Owen, Ann Arbor Railroad; 
first vice-president, Anne M. Wager, Wager Machinery Com- 
pany; second vice-president, Justina M. Short, United States 
Truck Company; treasurer, Loretta Gens, Delaware, Lacka- 
wanna and Western; secretary, Irene Wager, Robert F. Brown 
Machinery Company; members, board of directors, Ruby Young, 
Ex-Cell-O Corporation, chairman; Helen Inman, Green Bay and 
Western; Mary J. Sheehan, Ford Motor Company; Victoria M. 
Mertz, Pere Marquette; Josephine Graham, formerly with the 
Ford Motor Company and now a SPAR. 





















Warren T. White, special assistant to the receivers of the 
Seaboard Air Line Railway, will speak on “Some Implications 
of Our War Economy as It Relates to Future Business” at a 
dinner meeting of the York, Pa., Traffic Club September 21. 
The meeting, and the annual golf outing to be held the same 
day, will be at the Country Club of York. 
















At a dinner meeting of the Women’s Traffic and Transpor- 
tation Club of Baltimore September 13, Mark Mooney, Jr., 
associate editor, Camera Magazine, showed silent and ‘sound 
motion pictures. There was a program of songs by Mrs. Mar- 
guerite Anger Mergenhenn. New chairmen of the standing 
committees are: Education, Kartherine E. MacAlister; enter- 
tainment and recreation, Elsie Keichenmeister; finance, R. Jus- 
tine Brown; house, Pauline D. Phillips; inspection trips and 
tours, Mary E. Clarke; membership, Luvicia A. Andrew; per- 
sonnel and attendance, Marie A. Twelbeck; program, Leah M. 
Briggeman; publicity, Leila W. Davison; reecption, Eileen M. 
Boswell. Mary T. Rogers has been appointed editor of the 
monthly magazine ‘Traffic Tips,’ and Ethel M. Stewart has 
been appointed historian. 






















Walter P. Hedden, director of port development, Port of 
New York Authority, speaking before the Traffic Club of 
Newark, N. J., September 11, said he believed at least three 
union motor truck terminals should be built in northern New 
Jersey. He said he hoped that results of a survey being made 
by the port authority would indicate sufficient support and rev- 
enue savings to justify a recommendation to the authority’s 
commissioners that at least one of the terminals should be 
built. He said that the future of the metropolitan area of north- 
ern New Jersey depended largely on transportation efficiency, 
adding that ‘the terminal set-up” was a vital part of the trans- 
portation problem, particularly ‘in the case of merchandise 
freight that moves in small consignments and has to be assem- 
bled, assorted, rehandled and delivered many times between its 
original point of shipment and its ultimate destination.” He 
said that authority figures revealed that more than 60 per cent 
of merchandise freight moving to and from the Newark district 
was handled via truck lines. Those figures, he said, showed 
that there were more than 100 large and small truck terminals 
in the area. He said that the establishment of union terminals 
in the port district was agreed to in principle by New Jersey 
and New York in their planning in 1921 to set up the port 
authority. One such terminal has been built and another one 
will be built soon in New York City. Gavin J. Moffatt, chair- 
man of the club’s bowling committee, has announced that bowl- 


ing league play will open at the Red Crown Recreation Center 
September 29. 




































At a luncheon meeting of the Transportation Club of Dallas, 
Tex., September 11, Fred A. Doebber, traffic manager, Citizen’s 
Gas and Coke Utility of Indianapolis, Ind., and Milburn By- 
Product Coal Company of Milburn, W. Va., and president of the 
Associated Traffic Clubs of America, spoke on the value and 
professionalization of traffic management. Wallace Green was 
chairman of the committee on arrangements. The bowling 
league opened play at the Lakewood Lanes September 1. 

















Classes in traffic management sponsored by the Traffic Club 
of Memphis, Tenn., will begin September 18 at the Memphis 












Vocational School. Courses include elementary and advanced 
studies on general transportation subjects and a special course 
on cotton rates, cotton transit, and cotton transit claims. R. D. 
Peeler is chairman of the educational committee. 





The Omaha, Neb., Traffic Club will hold its annual fall golf 
outing at the Happy Hollow Club September 19. Dinner will 
be served and there will be a program of entertainment. 
C. W. Nelson heads the golf committee. 





The bowling league of the Traffic Club of New Orleans 
opened its season of play at the O’Shaughnessy Alleys Sep- 
tember 15. Twelve teams are entered in the league. Harold 
Scherer is chairman of the bowling committee. 





The Calumet Transportation Association of East Chicago, 
Ind., will hold a stag dinner meeting at the Evergreen Country 
Club October 18. There will be a program of entertainment. 





The following corrections have been received in the list of 
traffic clubs published in the Traffic World August 19: Kanawha 
Valley Transportation Club of Charleston, W. Va., John W. 
Bell, president, and R. W. Woodward, secretary-treasurer; 
Women’s Traffic Club of Los Angeles, Sally McCall, president, 
and Clare M. Link, recording secretary; Traffic Club of Tampa, 
Fla., H. D. Wainwright, president, and E. M. Blankner, secre- 
tary; Appalachian Traffic Club, W. D. McLain, president, and 
H. E. Folsom, secretary. 

The Traffic Club of Baltimore will hold a dividend luncheon 
meeting September 21 at which Bruce Thomas, war corre- 
spondent and lecturer, will be guest speaker. A golf outing 
was held at the Country Club of Maryland September 12. Bill 
Coates is chairman of the golf committee. The forum group 
held its first meeting of the fall season at the Park Plaza Hotel 
September 11. Commr. W. H. Labrot, U. S. Coast Guard, was 
guest speaker. The group has elected Pierce Busch, president; 
Dick Barron, vice-president, and Berny Ways, secretary. 





The Bridgeport, Conn., Traffic Association will hold its an- 
nual election at a Navy night meeting September 18. The nomi- 
nating committee, headed by James E. Gradwell, has nominated 
the following for election to office: For president, Edward L. 
Warner, Adley Express Company; vice-president, Robert P. 
Schultz, American Tube and Stamping Plant; secretary, Al- 
pheus Winter, Manufacturers Association of Connecticut; trea- 
surer, Harry T. Jacobson, Bridgeport Brass Company; members, 
executive committee, Peter J. Ring, Jr., Bridgeport Hardware 
Manufacturing Corporation; Edward Goletz, Bay Division; Fred 
R. Youd, Acme Shear Company; Alfred F. DeFarrari, New York, 
New Haven and Hartford; Jack P. Cleary, Universal Carloading 
and Distributing Company. H. F. Halter of the Navy Depart- 
ment will speak on “Packing and Marking Navy Shipments,” 
and Chief Carpenter’s Mate R. A. Poulin, U. S. Navy, who took 
part in South Pacific fighting, will tell of difficulties caused by 
improper marking and packing of material. Two motion pic- 
tures, “Black Cats” and “December 7th,” will be shown by 
arrangement with Lt. Commr. L. H. Brendel, U. S. Navy. 





The Traffic Club of Jacksonville, Fla., held a gridiron din- 
ner meeting September 11 in honor of Tom Lieb, football coach 
at the University of Florida. Arnold A. Finnefrock, sports 
editor, Florida Times-Union, was toastmaster. Coaches and 
athletic directors of Jacksonville high schools and of the Jack- 
sonville U. S. Naval Air Station were guests. The program 
was arranged by George H. West, president. 





At a dinner meeting of the Junior Traffic Club of Kansas 
City September 13, William S. Denham, area director, War 
Manpower Commission, spoke on ‘War Manpower Problems 
in Relation to Transportation.” A dance and Dutch luncheon 
were set to be held at the American Legion Home September 16. 





The first regular monthly meeting this fall of the trans- 
portation club of the Rochester, N. Y., Chamber of Commerce 
will be held September 21. It will be a discussional meeting. 
Luncheon will be served. 





The Traffic Club of St. Louis will hold a golf outing at 
the Norwood Country Club September 19. Si Shapiro is chair- 
man of the golf committee. 

The Traffic Club of Tampa, Fla., held a luncheon meeting 
September 11 at which George H. Plessner, Florida state man- 
ager, Calvert Distillers Corporation, spoke on “The Distilling 
Industry in War and Peace.” Ted V. Rodgers, president, Amer- 
ican Trucking Associations, will be guest speaker at the Octo- 
ber meeting, at which time a nominating committee will be 
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appointed to prepare a slate of candidates for election at the 
December meeting. 


The Traffic Club of Wichita, Kan., will hold a golf tour- 
nament and outing September 20. The golf tournament will 
be held at the West Links Golf Club. A softball game, horse- 
shoe pitching, card games and other games will be played at 
the Wichita Gun Club. Dinner will be served at the Gun Club. 
Hillery Watts is chairman of the committee on arrangements. 


Warren T. White, special assistant to the receivers of the 
Seaboard Air Line Railway, spoke on “Post-War Transporta- 


tion” at a luncheon meeting of the Birmingham, Ala., Traffic 
and Transportation Club September 15. 


The Women’s Traffic Club of Pittsburgh will hold its an- 
nual dinner meeting at the Fort Pitt Hotel September 19. There 


will be a program of music by Mrs. Marion A. Brunton and 
Mrs. Winifred B. Riley, pianists. 


The Pacific Traffic Association of San Francisco held a 
motor truck night dinner meeting at the Palace Hotel Septem- 
ber 12. There was a program of entertainment. Alec McTavish 
was chairman of the committee on arrangements. 


The Traffic Club of the Lehigh Valley will hold a monthly 
dinner meeting at the Hotel Easton, Easton, Pa., September 18, 
at which Alan C. Dodson, president, Weston-Dodson Company, 
Bethlehem, Pa., will speak on “Coal and the Railroads.” Carl 
Beyer heads the speakers’ committee. 


The Women’s Traffic Club of Los Angeles held a meeting 
September 6 at which Irene Parsons, assistant cashier, Citizens’s 
National Trust and Savings Bank, chairman of the women’s 
division of the Committee for Economic Development, and vice- 
president for the Los Angeles district of the California Federa- 
tion of Business and Professional Women’s Clubs, Inc., spoke 
on postwar prospects for women in industry. A card party will 
be held September 20. 


_ _ The Queens County, N. Y., Traffic Club held a forwarders’ 
night dinner meeting at Forest Hills, N. Y., September 12. 


The following have been nominated for election as officers 
of the Transportation Club of Des Moines, Ia.: For president, 
H. R. Van Maren, United States Rubber Company; first vice- 
president, A. W. Hobbs, Des Moines Transportation Company, 
and John Ruan, Ruan Transportation Company; second vice- 
president, H. A. Bockman, Erie Railroad, and H. H. Jacobs, 
Milwaukee Road; secretary-treasurer, Charles A. Ziehlke, Min- 
neapolis and St. Louis Railway, and C. W. Sheppard, Santa Fe 
System; members, board of governors, five to be elected, Guy 
Adams, Bruce Motor Freight; Robert A. Clay, Knaux Truck 
Lines; George E. Fender, Wood and Fender Truck Company; 
John F. Morrison, Rock Island Motor Transit; E. L. Dutcher, 
Swift and Company; C. A. Hensen, Des Moines Chamber of 
Commerce E. J. Maloy, Hawkeye Portland Cement Company; 
T. L. Ramsey, Mid-Continent Petroleum Corporation; Ben 
Glaze, Rock Island Lines; H. B. Woods, Burlington Route; 
sergeants-at-arms, W. I. Laird and R. I. Colvin. The election 
will be held at a stag meeting at the Hotel Kirkwood Septem- 
ber 18. Dinner will be served. The bowling league opened its 
. season of play at the Central Bowling Alleys September 15. 


At a meeting of the Richmond, Va., Traffic Club, Septem- 
ber 18, Dr. Michail M. Dorizas, professor of geography, Whar- 
ton School of Finance and Commerce, University of Pennsyl- 
vania, Philadelphia, will speak on “The World in Action.” The 


annual ladies’ night party will be held at the John Marshall 
Hotel October 27. 


The Denver Commercial Traffic Club will hold its first reg- 
ular meeting of the season September 27. R. P. Kramer, spe- 
cial agent in charge of the Denver field division of the Federal 
Bureau of Investigation, will speak on F. B. I. activities. A 
smoker will be held at Old Town Hall, October 27, in lieu of 
the annual November keno party. The club will support the 
keno party of the Traffic Club of Denver November 10. The 
annual Christmas party will be held December 23. 


Philip J. Hickey, superintendent of instruction, St. Louis 
board of education, will speak on “This Business of Education” 
at a meeting of the Women’s Traffic Club of Metropolitan 
St. Louis at the De Soto Hotel September 21. Members of the 
club, under the direction of Miss Billy Muntch, chairman of the 
entertainment committee, will present a school days’ skit. Mem- 
bers of the club will make an inspection tour of the facilities 
of the Railway Express Agency in St. Louis the evening of 
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October 26. Arrangements for the trip are in the hands of the 
educational committee, Elizabeth Gregg, chairman. 


More than a hundred members and guests participated in 
the annual golf tournament of the Traffic Club of Hamilton, 
Ont., at the Glendale Golf and Country Club September 11. 
Ross Craig, Dominion Foundries and Steel, Ltd., won the club’s 
challenge cup. The club’s next meeting will be held October 19, 
Its annual old soldiers’ night will be observed November 16, 
A special committee is working on the latter affair, an annual 
event. 





Digest of New Complaints 





No. 29183, Decatur Iron & Steel Co., Decatur, Ala., vs. L. & N. et al. 
Alleges rates in excess of 65 cents a 100 pounds, plus transit 
charge of 3%, cents a 100 pounds on shipments of steel angles, 
moved from Fairfield and Bessemer, Ala., to Decatur, Ala., and 
thence to Baytown, Tex., between January 13, 1942, and February 
5, 1942, were in violation of sections 1, 4, and 6. Asks that 
defendants be ordered to pay complainant $732.32 as overcharge or 
reparation, plus interest. (C. Eugene Fowler, 844 Martin Bldg., 
Birmingham 3, Ala.) 
MC C-419, Albert F. Wentzel, dba Federal Storage Warehouse, Newark, 
N. J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 43580. ; 

MC C-420, Jacob W. Ort, Long Valley, N. J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 43922. ; 

MC C-421, Urd M. Hintze, Arlington, N. J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 52315. 

MC C-422, Earl M. Van Tassell, dba Van Tassell’s Express, Chappaqua, 
N. Y., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 53678. 

MC C-423, B. T. Foster and Herbert T. Foster, dba Acme Express, 
Newark, N. J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evi- 
dence of security for the protection of the public, in MC 63387. 

MC C-424, Archie A. Gershon, dba Glen Cove Motor Express Lines, 
Glen Cove, N. Y., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 72074. 

MC C-425, M. H. Powers Co., New York, N .Y., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 80727. 

MC C-426, Walter Kranz, Farmingdale, L. I., N. Y., Revocation of 
Certificate. , 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 84462. 

MC C-427, United District Express & Trucking Corporation, Port Rich- 
mond, Staten Island, N. Y., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 86710. 

MC C-428, Albert Charles Robbins and Phoebe Robbins, dba Robbins 
Motor Express, Sussex, N. J., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 89249. 

MC C-429, John Lester Mount, Cream Ridge, N. J., Revocation of Cer- 
tificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 91824. 

MC C-430, H. M. Barrett, Sr., and H. M. Barrett, Jr., dba Barretts 
Express, Hightstown, N. J., Revocation of Certificate. : 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 94409. : 

MC C-431, William John Lynn, New York, N. Y., Revocation of Certifi- 
cate. : 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 94770. 

MC C-432, Reuben Shapiro, dba Famous Trucking Co., Brooklyn, N. Bs 
Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operations by respondent, and failure to file evidence 
of security for the protection of the public, in MC 95788. 

No. 29165, Great Lakes Steel Corporation, Ecorse, Detroit, Mich., vs. 
B. & O. et al. 
Rates and charges on shipments of iron and steel articles, from 
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The Travels of a Ton of Ore 


Iron ore is loaded into cars 
built by General American, 
scientifically designed to do 
the job fast and at low cost. 


From the ore, finished steel is 
made in a plant using General 
American Plate and Welded 
equipment. 


The steel becomes part of the 
light, sturdy, economical Aero- 

coach busses built by General 4 
American, 





One by-product of steel-making 
is benzol—chemical of a thou- 3 


GENERAL AMERICAN sand industrial and home uses, 


carried in General American a 


TRANSPORTATION tank Cars 10.4 


CORPORATION 
Chicago 








...a@ General American tank 
storage terminal, where it is 
given fast, safe handling. 















One of a series of advertisements designed to 
show General American’s contribution to 
everyday living and our part in the efficiency 
of American Industry during war and peace. 


Precooling service for fruits and vegetables 























































































































































































































































































































































































































































































































origin points in Michigan, New York, and Rhode Island, in car- 
loads, to Mansfield, fabricated there and reshipped in carload 
quantities to various destinations in the United States, such ship- 
ments outbound from Mansfield moving under U. S. government 
bills of lading, in violation of section 6. Complainant alleges that 
it is entitled to refund of the difference between the through 
carload tariff rate applicable from original point of shipment to 
final destination plus the transit charge and the combination of 
carload rates to and from Mansfield, whether or not shipments 
moved on a government bill of lading. Asks cease and desist order, 
and refund and reparation of $200,000. (James McEvoy, Semmes, 
Goodrich & McEvoy, 3266 Penobscot Bldg., Detroit 26, Mich.) 


No. 29184, D. W. Davies, Chicago, and Anna, IIll., vs. Railway Express 
Agency, Inc. 


Alleges rates published by Railway Express in tariffs Nos. I. C. C. 
4078 and I. C. C. 4412 are in violation of section 1, in that carload 
rates from various points in Louisiana and Mississippi to interstate 
destinations are higher than less-carload rates. Also alleges 
Railway Express furnished free refrigeration from Poydras Junction 
and New Orleans on less-carload shipments destined to St. Louis, 
Mo., and other interstate points, whereas shippers of carload 
quantities to St. Louis must pay a refrigeration charge of $55.44. 
Asks cancellation of less-carload rates, or reduction of carload rates. 


MC F-2637, Joseph F. Whelan Co.—Investigation of Control—Ferris & 
Rossborough, Inc., and Ferris & Rossborough Co. 


Investigation instituted on the Commission’s own motion by 
division 4, for the purpose of inquiring into possible control or 
management of Ferris & Rossborough Co. and/or the operations 
formerly conducted by Ferris & Rossborough, Inc., in a common 
interest with Joseph F. Whelan Co., in violation of section 5(4). 
Joseph F. Whelan Co.; Ferris & Rossborough Co.; Lena Knell; 
Hugh F. Quinn; Leo L. Tauritz; Irene W. Watters; Mary E. 
Whelan; James F. Whelan; Joseph F. Whelan; Joseph W. Whelan; 
and Vincent M. Whelan were made respondents. 


MC C-433, Clark Thread Co., Newark, N. J., vs. Atlantic States Motor 
Lines, Inc., High Point, N. C. 

Alleges that, on 35 shipments of cotton yarn in waterproof canvas 
bags, in truckload lots, shipped between April 3 and December 18, 
1942, from Clarkdale, Ga., to Bloomfield, N. J., over line of the 
defendant and its short line connections via Atlanta, complainant 
paid charges on fourth class, or column 55 rate of $1.24 a 100 
pounds, and that defendant demands payment on a first class rate 
of $2.25 a 100 pounds, billing complainant for additional transporta- 
tion charges of $6,691.58. Asks Commission to determine lawful, 
just and reasonable rate, not in excess of $1.24 a 100 pounds. 
(Charles E. Cotterill, 70 East 45th St., New York, N. Y.) 


No. 29185, Henry L. Stimson, Secretary of War, vs. Aberdeen & Rock- 
fish, et al. 

Alleges failure and refusal of defendants to make and pay an 
allowance to the War Department for the use of wharfage facilities 
operated by the department at New Orleans, in connection with the 
delivery or receipt of shipments of the War Department, in export, 
import, intercoastal, and coastwise traffic, at New Orleans, were, 
are, and will continue to be in violation of sections 1, 2, 6, and 15. 
Asks cease and desist order, allowance for the future, and repara- 
tion. (Mastin G. White, Colonel, J. A. G. D., Chief, Litigation 
Division, Judge Advocate General, Washington, D. C.) 


No. 29186, E. I. du Pont de Nemours & Co., 
B. & O. et al. 
Alleges rate on iron borings, 


Wilmington, Del., vs. 


in carloads, from Bucyrus, O., 
Grove City, Pa., Warren, O., and Maysville, Ky., to Gibbstown 
(Thompsons Point), N. J., had been in the two years prior to 
the filing of the complaint, were, and for the future would be 
in violation of section 1 to the extent that they had exceeded, 
prior to May 15, 1943, rates a 100 pounds of 31, 24, 27, and 33 cents, 
respectively; and to the extent that they had exceeded on and 
after May 15, 1943, exceeded, or might exceed in the future, rates 
a 100 pounds of 29, 23, 25, and 31 cents, respectively. Asks cease 
and desist order, rates, and reparation. (Kenneth J. McAuliffe, 
Traffic Counsel, 10th and Market Sts., Wilmington, Del.) 


RATE REBATE HEARING OFF 


In order to allow interested parties additional time to 
prepare material for presentation, the Maritime Commission 
has postponed indefinitely the hearing on deferred rate rebates 
scheduled for September 18 at which proposals for the pro- 
hibition of such rebates on ocean cargoes were to be discussed. 
The hearing would not be held before 1945, is was stated. 





CHANGES IN DOCKET 


Hearing MC 11710, Sub. 3, September 13, Pittsburgh, Pa., postponed 
to October 14, Roosevelt Hotel, Pittsburgh, Pa., Jt. Bd. 27. 

Hearing Finance 14641, 14642, 14686, and 14687, September 16, Chi- 
cago, Ill., canceled and reassigned September 19, at Morrison Hotel, 
Chicago, Ill., Commissioner Porter. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Personal Notes 





Colonel William J. Williamson, chief of the traffic contro] 
division, Office Chief of Transportation, Army Service Forces, 
has been nominated by President Roosevelt to be a brigadier 
general (temporary appointment) in the Army of the United 
States. 

Richard H. Specker, executive vice-president, National Wa- 
ter Carriers’ Association, Inc., Washington, D. C., has been 
appointed an industry member on the war shipping panel of 
the National War Labor Board. 

Everett G. Baker has been appointed passenger traffic 
manager for the Illinois Central, effective October 1, succeed- 
ing John W. Nourse, who will retire that day after serving with 
the railroads 52 years, the last 14 as passenger traffic manager. 
Other appointments, effective October 1, include: M. Dudley 
Riggs, general passenger agent; P. W. Wilson and A. W. Arnett, 
assistant general passenger agents, all at Chicago, and Delbert 
Fields, division passenger agent at St. Louis. 

Samuel R. Goodman has been appointed assistant freight 
traffic manager for the Southern Railway at Washington, D. C. 

E. O. Walters has been appointed assistant to general 
manager at Kansas City, Mo., for the Kansas City Southern- 
Louisiana and Arkansas, and general manager, Louisiana, Ar- 
kansas and Texas Transportation. Company and Landa Motor 
Lines. He will continue as general manager of the Kansas 
City Southern Transport Company. Other K. C. S.-L. & A. 
appointments include: J. J. Taylor, general tax commissioner; 
Lloyd A. Kelley, commercial agent; Richard F. Craig, traveling 
freight agent, and Dennis L. Dawson, city freight agent, all at 
Kansas City. 

A. Jackson Kelly, formerly division traffic manager at 
London, England, for Pan American World Airways, has been 
appointed assistant to the division manager for the company at 
La Guardia Field, New York, succeeding Tolbert A. Rice, who 
has been transferred to the United Kingdom offices. 

John W. Keller has been appointed chief, and Robert E. 
Mooney, assistant chief, of the tariff bureau of the Minneapolis 
and St. Louis Railway, at Minneapolis. 

W. E. Hooks has been appointed general agent at Dallas, 
Tex., and Sidney F. Smith, traveling freight agent at Chicago, 
for the Chicago and Illinois Midland. 


The Milwaukee Road has announced the following appoint- 
ments: L. W. Palmquist, acting superintendent, Hastings and 
Dakota division, Aberdeen, S. D., succeeding F. R. Doud, who 
received leave of absence to enter military service; A. J. Farn- 
ham, acting assistant superintendent, Iowa division, Perry, Ia.; 
S. F. Philpot, assistant superintendent, Twin City terminals and 
Duluth division; K. R. Schwartz, trainmaster, Milwaukee ter- 
minal division, succeeding C. E. Crippen, who received leave of 
absence to enter military service; J. J. Van Bockern, terminal 
trainmaster, Davenport, Ia. 

Louis Csontos, formerly assistant traffic manager, Lamont 
Corliss Company, has been appointed. special representative, 
Western Transportation Company, New York. 

W. K. Payne has been appointed traveling freight and pas- 
senger agent at Houston, Tex., for the Burlington Route. 

Arthur H. Ferguson, formerly manager, bureau of trans- 
portation and public service, New Bedford, Mass., Board of 
Commerce, has been appointed manager, foreign trade and 
transportation department, Chamber of Commerce of Provi- 
dence, R. I., succeeding E. C. Southwick, who has been ap- 
pointed expert and executive secretary for the Rhode Island 
Port Authority at Providence. 

Karl W. Freeman has been appointed southern district 
manager for the motor truck division of International Har- 
vester Company. 

Howard C. Sauer has been appointed general manager of 
the newly created foreign division of the Timken Roller Bear- 
ing Company, at Canton, O. 

The Railroad Business Woman’s Association of Chicago 
will hold its first meeting of the season at the Bismarck Hotel, 
October 2. Sigrid Schultz, foreign correspondent and radio 
news commentator, will speak. Anna Koch is chairman of the 
committee on arrangements. 

Fourteen Illinois Central employes, each of whom this year 
completes fifty years of company service, were guests of honor 
at a dinner held by approximately 400 of the company’s em- 
ployes at the Palmer House September 15. J. L. Beven pre 
sented gold passes to the men, who were: Edgar W. Kennedy, 
Water Valley, Miss.; Arthur J. McLeod, Memphis, Tenn.; Frank 
C. Pratt, Champaign, IIl., and Lawrence B. C. Smith, Paducah, 
Ky., locomotive engineers; Theodore A. Gilbert, Iowa Falls, 
Ia.; Ben Herring, Birmingham, Ala., and John M. Pitts, Deland, 
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Ill., agents; Jonathan G. Ade, Chicago, and Arthur C. Truex, 
McComb, Miss., clerks; Samuel R. Cain, Canton, Miss., con- 
ductor; Benjamin B. Goddard, DuQuoin, Ill., general yardmas- 
ter; Edward E. Troyer, Louisville, traveling auditor; W. H. 
Wood, Clarksville, Miss., track superintendent; T. W. Twigg, 
Memphis, train porter. 

John J. Dunn has been appointed truck distribution man- 
ager for the Dodge division of the Chrysler Corporation. 

J. E. Bain has been appointed manager, Brooklyn, N. Y., 
branch, White Motor Company, succeeding E. J. Lynch, who 
has been appointed to a sales assignment at New York. 

Robert L. Crawford has been appointed traveling freight 
and passenger agent at Phoenix, Ariz., for the Santa Fe Rail- 
way. Other appointments include: George B. Guyton, traveling 
freight agent, Detroit; John A. Carroll, traveling freight agent, 
Ft. Madison, Ia., and Claude W. Sheppard, city freight and 
passenger agent, Des Moines, Ia. 

J. H. Hatcher has been appointed executive general agent, 
Atlantic Coast Line Railroad, at Washington, D. C. 

Walter Hedden, director, port development, Port of New 
York Authority, president of the American Association of Port 
Authorities, will speak on ‘‘Postwar Plans for the Development 
of Truck Terminals’ at a dinner meeting of the New Jersey 
Merchandise Warehousemen’s Association at the Robert Treat 
Hotel, Newark, N. J., September 19. 

Kinsey N. Merrit, general manager of public relations, 
Railway Express Agency, spoke on “Transportation and the 
Nation” at a meeting of the Railway Business Women’s Asso- 
ciation of Greater Kansas City, Kansas City, Mo., Septem- 
ber 13. 

The Alumni Association of the College of Advanced Traffic 
will hold a railroad transportation night meeting at the Sky- 
line Athletic Club September 19. The Santa Fe System’s col- 
ored sound motion pictures, ‘Loaded for War” and “Tank De- 
stroyer,” will be shown. 


J. B. Sharpton has been appointed assistant passenger 
traffic manager for the Atlantic Coast Line Railroad at Wilming- 
ton, N. C. 


Postwar Policies and Shipping 


Even the 15,000,000 to 20,000,000 deadweight tons of ship- 
ping that War Shipping Administrator Land recently had esti- 
mated as the amount of ship tonnage required for this coun- 
try’s commercial needs after the war could not be operated 
economically “unless our foreign trade expands greatly and we 
carry an increased portion of the goods of other nations,” said 
the House special committee on postwar economic policy and 
planning in a report on “Economic Problems of the Reconver- 
sion Period,’ designated as House report No. 1855, 78th Con- 
gress. 

The committee, headed by Representative Colmer, of Mis- 
sissippi, observed that after the war this country would be left 
with a merchant fleet far in excess of peacetime needs, and 
said that operation of the fleet retained and the disposal of 
surplus vessels would be a major problem for Congress. It said 
the committee expected to consider what measures would be 
necessary to enable the U. S. merchant marine to compete 
effectively for its share of foreign trade. 


Among the measures that it would study, the committee 
said, were: (1) Possible revisions of the merchant marine act 
of 1936, and (2) other forms of assistance, such as direct aid 
to operators, international agreements with respect to shipping, 
and disposal of surplus ships in a manner assuring minimum 
direct competition with our own fleet operations. 


The committee stressed the relationship of the future of 
the U. S. merchant marine to the future role of this country in 
international trade, and, on the latter subject, it made several 
recommendations, including one that “a minimum of artificial 
barriers to the free flow of international trade, both imports 
and exports, will assure the greatest contribution of our foreign 
trade to the continuing prosperity of our national economy.” 

“Foreign trade and shipping,” said the committee, “are 
probably the most baffling and complex of all our economic 
problems mainly because their consideration directly involves 


the interests, policies, intentions, and conditions of all other 
nations.” 


Redistribution of Shipping 
Its discussion of postwar shipping included the following: 


The war greatly changed the national distribution of the world’s 
merchant fleet, which had existed with little change of relative national 
strength for the 20 years between the two world wars. While we have 
been able during the war to.add greatly to our total tonnage, other 
nations—such as Great Britain, Norway, Germany, Italy and Japan— 
have lost more tonnage than they could replace. By the end of the 
war probably little of the fleets of Germany and Japan will remain. 

Gross receipts from international shipping reached a prewar maxi- 
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mum of 2.8 billion dollars per year. However, the United States, 
which was second only to the United Kingdom in its share of these 
receipts in 1929, dropped to fourth place in 1937 with less than 7 
per cent of the total.... 

The volume, direction, and composition of trade and the many 
factors affecting its shipping are not yet foreseeable. The great volume 
of trade necessary to assure profitable operation of a fleet adequate 
for assured national defense must be emphasized, as must the need of 
international cooperation and agreement to assure reasonable stability 
and maximum benefits to all.... 


Dealing with reconversion needs and shipping, the commit- 
tee said that no public hearings had been held as yet by its 
subcommittee on foreign trade and shipping, but that hearings 
would be held, for exploration of the various problems outlined 


in the report. Among questions requiring investigation, it said, 
were: 


What priorities and allocations of goods and shipping will be 
necessary during our reconversion period to assure fairness to con- 
sumers in both our domestic and foreign markets during the period 
of scarcity? While goods are scarce the competition between the two 
markets will be intense, but neglect of the needs of the foreign market 
during this period may prove to be a definite handicap when other 
sources of supply become available. 

How can we attain maximum utilization of the merchant shipping 
deemed necessary for military security, and how shall we dispose of 
the surplus shipping? 


On the subject of economic policies generally, the commit- 
tee stated its belief that large government spending in itself 
was not a satisfactory stimulus to sustatined production and 
said that “the stability of our national credit may be threat- 
ened if large-scale deficit spending continues in the peacetime 
period.” It said that present corporate income taxes should be 
reduced “if a serious deterrent to business expansion is to be 
avoided,” and that excise taxes should be cut as far as possible. 
It advocated extension of the unemployment compensation law 
to cover groups not now included, maritime workers constitut- 
ing one such group. 

“The main sources of additional jobs after the war,’ it 
said, “appear to be in trade, transportation, services and self- 
employment, and in construction. These industries must be 
counted on to take up most of the slack when the nation shifts 
from war to peacetime production.” 
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All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


TRAFFIC BULLETIN 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 
if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
it keeps you advised of short-notice changes, on 
both railroad and truck rates; on Fourth Section 
matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market Street 
CHICAGO 
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BRAZIL 
URUGUAY 


ARGENTINA 
A 


Due to the national emer- 
gency Delta Line service is 
now controlled by the War 
Shipping Administration 


FOR SAILING INFORMATION APPLY 


MISSISSIPPI SHIPPING COMPANY, INC., x NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 
501 HIBERNIA BANK BUILDING—NEW ORLEANS 











STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 





e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may de leased 
eHigh safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 


nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th — West 27th Streets—Illth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street 









Tel.: CHickering 4-5520 


Sleepless 
Giants 


| The train crews—engineers, firemen, conductors, 
brakemen and flagmen—know that every minute 
counts . 
and industry must be transported without delay 
to the military forces and home-front workers. 


That is Union Pacific’s biggest job. Over its strate- 
gic middle route, uniting the East with the Pacific 
Coast, the “‘sleepless giants’ are moving the prod- 
ucts of the nation’s factories, farms and forests. 


Union Pacific employes are fighting and working 
to hasten the day of peace. . . to uphold the spirit 
of freedom and equal opportunity—the spirit of 
your America. 
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The @ Night and day, these giants 
of the rails are performing their 
vital wartime tasks. Trainloads 
of troops, freight cars loaded 
with essential materials, must be 


kept rolling. 


























. . know that the implements of warfare 









































A. J. SEITZ 
Gen’! Freight Trafic Mgr 
Union Pacific Railroad 
Omaha, Neb. 
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THE PROGRESSIVE 


UNION PACIFIC 
RAILROAD 



























































_—* let your reputation for promptness 
lie around on the shipping room floor. 
When a customer marks his order “RUSH” — 
call for AIR EXPRESS pick-up and get it on its 
way as early in the day as possible! That’s the 
secret of fastest delivery by AIR EXPRESS—a 

service that moves cargo on swift Airlines 


schedules around the clock, for war 







and reconversion jobs. 


SPECIFY AIR EXPRESS 


A Money-Saving, 
High-Speed Tool 
for Every Business 


With additional planes and space available for all types of traffic, 
3-mile-a-minute Air Express directly serves hundreds of U.S. 
cities and scores of foreign countries. And shippers nationwide 
are now saving an average of more than 10% on Air Express 
charges — as a result of increased efficiency developed to meet 
wartime demands. 
















WRITE TODAY for “North, East, South, West’-—an informative 
booklet that will stimulate the thinking of every executive. 
Dept. PR-10, Railway Express Agency, 230 Park Avenue, 
New York 17, N. Y., or ask for it at any local office. 


RESS 


Gers there HAST 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 








TRAFFIC WORLD 


Docket of the Commission 





NOTE—~Items the docket marked with an asterisk (*) have been 
added since the last issue of THR Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change mm thik 
docket will be noted eleewhere. 


September 18—Des Moines, la.—State Com.—Examiner Driscoll: 

MC 105085—W. Peak, Grinnell, Ia., certificate. 
MC 105194—Lamoni Sale Corp., Lamoni, Ia., certificate. 

September 18—Los Angeles, Calif.—Fed. Bldg.—Examiner Stiles: 
28922—-California Cotton Oil Corp., et al vs. Alton, et al. 
29150—Albers Milling Co. vs. Alton, et al. 

September 18—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
1. & S. M-2376 and ist and 2nd Supplis.—Restriction in rates over Gor. 

dons Transports, Inc. 
1. & S. M-2388—Rate restrictions, Hoover Motor Express Co., Inc. 

September 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan. 
MC 21537, Sub. 20—Suwak Trucking Co., Washington, Pa., certificate 

to extend operations. ° 

September 18—Syracuse, N. Y.—U. S. Ct.—Examiner Winson: 

MC-F 2133—W. J. O’Neill, control, Moore Northern Haulers, Inc. 


September 19—Chicago, I!1.—Hotel Morrison—Examiner Walsh: 
1. & S. 5311—Routing restrictions, south to K. C. S. Ry points. 
September 19—Chicago, IIl.—Morrison Hotel—Commissioner Porter: 


Finance 14641—Appl. of Milwaukee Livestock Handling Co. for au- 
thority to acquire by lease and operate, railroad properties of 
Milwaukee Stock Yards Co. 

Finance 14642—Appl. of United Stockyards Corp. for authority to 
acquire direct control of railroad properties of Milwaukee Livestock 
Handling Co., Ft. Worth Livestock Handling Co., and South San 
Francisco Livestock Handling Co. 

Finance 14686—Appl. of Stockyards Ry. for authority to acquire by 
lease, and operate railroad properties of St. Paul Union Stock- 
yards Co. at Billings, Mont. 

Finance 14687—Appl. of Sioux City Terminal Ry. for authority to 
acquire by lease, and to operate railroad properties of Sioux City 
Stock Yards Co. at Butte, Mont. 

September 19—Des Moines, la.—State Com.—Jt. Bd. 138: : 

MC 52110 Sub. 27—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 

September 19—Des Moines, la.—State Com.—Jt. Bd. 92: 

MC 52110 Sub. 29—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 


September 19—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
MC 41635 Sub. 9—Dealers Transport Co., Memphis, Tenn., certificate 
to extend operations. 


September 19—Philadelphia, Pa.—Gimbel Bldg.—Examiner Cave: 
MC 8989 Sub. 82—Howard Sober, Inc., Lansing, Mich., certificate to 
extend operations. 
September 19—Washington, D. C.—Examiner Cremins: 
Finance 9918—Mo. Pac., reorganization. 


September 20—Allentown, Pa-—Hotel Traylor—Jt. Bd. 42: 
MC 81304 Sub. 4—M. A. Pursell, Bethlehem, Pa., certificate to ex- 
tend operations. 


September 20—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 2434 Sub. 3—M. & W. Transport, Billings, Mont., permit to ex- 
tend operations. 
MC 52934 Sub. 3—E. L. Jones Co., Billings, Mont., permit to extend 
operations. 
MC 39386 Sub. 8—Parker Tank Lines, Billings, Mont., permit to ex- 
tend operations. 


September 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Winson: 
MC F-2601—Joseph, et al., control; Frontier Delivery, Inc., purchase, 
Northland Petroleum Transport Co. 


September 20—Chicago, II!1.—Morrison Hotel—Examiner Walsh: 
29167—The Cudahy Packing Co. vs. B. & O. 


September 20—Des Moines, la.—State Com.—Jt. Bds. 54 and 92: 
MC 52110 Sub. 28—Brady Transfer and Storage Co., Fort Dodge, 
Ia., certificate to extend operations. 


September 20—Jamestown, N. Y.—Samuels Hotel—Examiner Badian: 
MC 65626 Sub. 8—De Ceilio Trucking Service, Fredonia, N. Y., cer 
tificate to extend operations. 
September 20—Little Rock, Ark.—Marion Hotel—Examiner Harrison: 
MC 1210 Sub. 23—Ozark Motor Lines, Dallas, Tex., certificate to ex 
tend operations. 
September 20—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 67: 
MC 13036 Sub. 3—Casper’s South Jersey Express, Atlantic City, N. J. 
certificate to extend operations, 
September 20—Washington, D. C.—Argument: 
Finance 14426—C. B. & Q. abandonment. 
Finance 14257—Southern, abandonment. 
September 20—Wilmington, N. C.—U. S. Ct. Examiner Rice: 
29090—Carolina Peanut Co. vs. A. C. L. et al. 
September 21—Billings, Mont.—City Hall—Jt. Bd. 84: 
MC 52869 Sub. 1—Balsam & De France, Miles City, Mont., certificate 
to extend operations. 
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MOBILE & OHIO RAILROAD 


INTERNATIONAL TRUCK 
SERVICE—as Near You as 
Your Phone | 


@ International Truck Service is available at 
branches and dealers in key cities from coast to coast. You'll find M u s i B e %y oO u rn d 
that service listed in your classified phone book. 
Call the dealer or branch near you and arrange for a program 
of SCHEDULED TRUCK SERVICE. And that means every tire on your truck 
INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue, Chicago 1, Illinois if you want to keep rolling. The 
slightest break—a small leak—may mean 


INTERNATI ONAL meal CKS the destruction of the tire and a forced 


lay-off of a truck that is vitally needed 
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* “America’s Most Modern Port” en This Sign 
Will Help 


TANS re 
ot <= YOU 
to ex- ' 
to ex- Port of olong Bonds The man who has this sign has earned 


extend it the hard way—by establishing a repu- 
to ex: e Ip : tation for skilled tire repair and treading 

a ifornia —hby adhering to the highest standards 
rchase, in the industry—by his integrity and 
reliability. He is a man you can depend 
on for his title of Certified Master Treader 


e hi e 
call YOUR ASSURANCE OF SHIPPING wat sgh in ah 


sid Li «2S | PACKS -“BOUND TO GET THERE!” Certified Master Treader in your area 
z., cer write and we'll tell you who he is. There 


rrison: \ are hundreds of them in every State. 
to ex: 


ll , P National Institute of 


ACME STEEL CO. 


; Treading Standards, Inc. 





rtisicate 0 631 Pennsylvania Ave. Washington, D. C. 
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To Find and Check Rates Quickly 
Use National Freight 
Rate Service — Only 


58 Cents Per Week 


@ How to find and check 
rates quickly and accurately 
is simple. All you need is 
the National Freight Rate 
Service which costs a nomi- 
nal 58 cents a week. It’s one of the most effective and 
low-cost employes you can put on your traffic department 
payroll. You can use it now. And, in post-war you'll find 
it more valuable than ever. 

Here are the advantages to you: Accurate, fast and 
easy to use, saves time looking through supplements, 
provides comparisons of rates, well arranged and effi- 
cient rate authority, a great saving is doing away with 
need for traffic file and full-time employes to read and 
interpret tariffs. 

At no obligation to you, write today for a ten-day free 
trial of NFRSB. You can also have parcel post and ex- 
press rates at less than ten cents per week extra. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 








MEMO TO MOTOR CARRIERS: 
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*Mailing Tubes can be supplied. 


I 


Maps help traffic men to select carriers and route 
freight. Carriers have a distinct advantage when their 
own route maps are in the hands of these men. 

Let us help you to select a Standard 3.lack and white 
map of the U. S. . a section of it, or individual 
States—mark your routes on it and let us reproduce 
it for you in any size and quantity.* 

We have a complete assortment of large maps for 
wall mounting, covering all sections of the country, and 
individual cities and States. Our Map Service is the 
most complete in the Middle West. Visit or write to 
Horder’s Map Department, 111 West Adams Street, 
Chicago 3. Ask for map circular. 

INC. 


HORDER’S, 
All Telephones FRAnklin 6760 


231 S. Jefferson Street, Chicago 6 
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September 21—Albany, N. Y.—Ten Eyck Hotel—Examiner Badian: 
MC 2060 Sub. 2—Pine Hill-Kingston Bus Corp., Kingston, N. Y. cer. 
tificate. 
MC 7257 Sub. 1—Provincial Transport Co., Montreal, Quebec Province, 
Canada, certificate to extend operation. 
September 21—Des Moines, la.—State Com.—Jt. Bd. 146: 
MC 52110—Sub. 30—Brady Transfer and Storage Co., Fort Dodge, 
Ia., certificate to extend operations. 
September 21—Erie, Pa.—U. S. Ct.—Jt. Bd. 65: 


MC 67646, Sub. 23—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 


September 21—Little Rock, Ark.—Marion Hotel—Examiner Harrison: 
* MC 36960 Sub. 7—Black Motor Lines, Inc., El Dorado, Ark., certifi. 
cate to extend operations. 


September 21—Philadelphia, Pa.—Gimbel Bldg.—Examiner Cave: 
MC 18008 Sub. 2—Lancaster Transportation Co., Lancaster, Pa. 


September 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Winson: 
MC F-2571—Greyhound Corp., control, West Ridge Transportation Co, 
and Buffalo & Erie Coach Corp. 
September 21—Portland, Ore.-—-Multnomah Hotel—Jt. Bd. 172: 
MC 52234 Sub. 1—Valley Motor Stages, Albany, Ore. 


September 21—Rocky Mount, N. C.—Fed. Bldg.—Examiner Rice: 
W-278—Foreman Gregory Co., extension common carrier application, 
September 21—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 58441 Sub. 2—Breeding Motor Coaches, Muskogee, Okla., certifi- 
cate. 
September 21—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 217: 
MC 58441 Sub. 3—Breeding Motor Coaches, Muskogee, Okla., certifi- 
eate to extend operations. 


September 21—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20915—Green salted hides from south to east, 
September 21—Wilkes-Barre, Pa.—Wyo. Valley Chamber of Commerce 
—Examiner Hanback and Jt. Bd. 42: 
MC 96528—-Zeedock’s Van Service, Nanticoke, Pa. 
MC 101954 Sub. 1—M. Akens, Moosic, Pa., to extend operations. 


September 22—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 87364 Sub. 3—W. J. Jackson, Pembroke, Mass., certificate to ex- 
tend operations. 
September 22—Chicago, I!!1.—Hotel Morrison—Examiner Walsh: 
29131—-Swift and Co. vs. B. & O. et al. 
29131 Sub. 1—Cudahy Packing Co. vs. B. & O. et al. 
29131 Sub. 2—Armour & Co. vs. B. & O. et al. 


September 22—Cleveland, O.—Fed. Bldg.—Examiner Hanrahan: 
MC 105206—H. H. Heffner, Parma Heights, O., permit. 
September 22—Los Angeles, Calif.—Fed. Bldg.—Examiner Stiles: 
29156—E. J. Stanton & Son vs. A. T. & S. F. et.al. 
29157—-Andrews Hardware & Metal Co. vs. A. T. & S. F. et al. 
September 22—Seattle, Wash.—Olympic Hotel—Commissioner Porter: 
Finance 13660—Appl. of P. C. R. R. for abandonment of line between 
Maple Valley and Taylor, King County, Wash. 
September 22—Shreveport, La.—Washington-Youree Hotel—Examiner 
Harrison: 
1. & S. M-2394—Oil field equipment and supplies. 


September 22—Tulsa, Okla., Mayo Hotel—Jt. Bd. 180: 

MC 22920 Sub. 10—Reliable Motor Freight Line, Tulsa, Okla., certifi- 
cate to extend operations. 

September 22—Washington, D. C.—Argument: 

FF 37—General Carloading Co., Inc., freight forwarder application. 
Finance 14607—T. P. & W., proposed notes. 

September 22—Washington, D. C.—Examiner Albus: 

* Finance 14695—Jt. appl. of trustees of D. & R. G. W. and trustees 
of W. P. for authority to use depot facilities of Salt Lake City 
Union Depot and R. R. Co. at Salt Lake City, Utah. 

September 22—Washington, D. C.—Examiner Molster: 

* Finance 14400—Application of C. R. I. & G. and C. R. I. & P. for 
authority to modify existing lease of a portion of properties of 
B.-R. I. so as to include all of properties of that carrier, together 
with existing trackage rights and leasehold interests. 

September 22—Wilkes-Barre, Pa.—Wyo. Valley Chamber of Commerce— 
Jt. Ba. @: 

MC 32520 Sub. 4—Follmer Trucking Co., Danville, Pa., certificate to 
extend operations. 
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September 23—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
1. & S. M-2428—Lumber, N. J. and N. Y. to Conn., Pa., N. J. and N.Y. 
September 23—Cleveland, O.—Fed. Bldg.—Jt. Bd. 117: 
MC 8902 Sub. 3—Western Express Co., Cleveland, O., 
extend operations. 
MC 24379 Sub. 6—Long Transportation Co., Detroit, Mich., certificate. 
September 23—Indianapolis, Ind.—U. S. Ct.—Examiner Driscoll: 
MC 103611 Sub. 2—G. Chumley, New Harmony, Ind., certificate. 
MC 105133—R. V. McCullough, Indianapolis, Ind., certificate. 
September 23—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 
McC 105121—H. F. Miller, Tulsa, Okla., certificate. 
September 23—Washington, D. C.—Argument: 
MC-F 2413—St. L.-S. F. Ry., control; Frisco Transportation Co., pul- 
chase, Righter Trucking Co., Inc. 
September 23—Washington, D. C.—Examiner Molster: - 
* Finance 14501—Seaboard acquisition or lease, and Sup. 1, acquisition 


certificate to 





S: A. 
September 25—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: Z 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New York, 


N. Y., certificate to extend operations. 
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Convenient, comfortable, hospitable 
—that’s Cleveland’s favorite hotel 
ls 


ate. For 36 years, LaSalle has given home-study training in 
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417 South Dearborn Street 


Traffic Management. Hundreds of men now successful 
in industrial Traffic and Transportation praise it for 
its help to them. 175 of them counsel us in the constant 
revision of this training. 


If you are really ambitious to build your knowledge 
and ability in Traffic—to serve better and progress in 
this great, growing field—it will pay you to investigate 
this training. Our free 48-page booklet will give you the 
facts, without obligation. Write for it today. 


LaSalle EXTENSION UNIVERSITY 


A Correspondence Institution 
Dept. 1295-TA Chicago 5, Illinois 
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CLEVELAND, OHIO 


Directly connected with Union Passenger 
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September 25—Cleveland, O.—Fed. Bldg.—Examiner Hanrahan and Jt. 
Bd. 117: 


MC 48846, Sub. 6—Curtis Keal Transport Co., Cleveland, O., certif- 
icate to extend operations. 


MC 52110, Sub. 32—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 


September 25—Decatur, I!!1.—Fed. Bldg.—Examiner Walsh: 
29141—A. E. Staley Manufacturing Co. vs. B. & O. 


September 25—Great Falls, Mont.—Rainbow Hotel—Jt. Bd. 83: 
MC 105217—Rice Truck Lines, Great Falls, Mont., certificate. 


September 25—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 
MC 22492 Sub. 3—Bowser Truck Line, Inc., Indianapolis, Ind., cer- 
tificate to extend operations. 
September 25—Oklahoma City, 
roughs: 
MC 74077 Sub. 3—Stone Transfer and Storage Co., Oklahoma City, 
Okla., certificate to extend operation. 


September 25—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Cave: 
MC 18008 Sub. 2—Lancaster Transportation Co., Lancaster, Pa. 


September 25—Sacramento, Calif.—U. S. Ct.—Commissioner Porter: 
Finance 14604—Appl. So. Pac. R. R. and So. Pac. Co., lessee, for 
abandonment of branch line from Grace to Wilson, Calif. 
Finance 14605—Appl. So. Pac. R. R. and So. Pac. Co., lessee for 
authority to construct a line from Yuba City to Berg, Calif. 
September 25—Williamsport, 
Jt. Bd. @: 
MC 104958 Sub. 1—McCormick Drayline, Lock Haven, Pa., certificate. 
MC 105134—Yeager’s Trucking, Clearfield, Pa., certificate. 
September 26—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 


MC 16682 Sub. 17—Mural Trucking Service, New York, N. Y., cer- 
tificate to extend operations. 


September 26—Detroit, Mich.—Hotel Fort Shelby—Examiner Hanrahan: 
MC 94430, Sub. 2—A. Weiss, Mongo, Ind., to extend operations. 

September 26—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 74588 Sub. 29—Marion Trucking Co., Inc., Marion, Ind., permit, 

to extend operations. 

September 26—Jacksonville, Fla.—Hotel Mayflower—Examiner Yardley: 
1. & S. M-2452—Increased joint class rates, St. Johns River Line. 

September 26—Kansas City, Mo.—Hotel President—Examiner Walsh: 
29144—Union Asphalts & Roadoils, Inc. vs. Mo. Pac. et al. 
29149—Union Asphalts & Roadoils, Inc. vs. A. T. & S. F. et al. 

* 29169—Carter Waters Corp. et al. vs. Alton et al. 

September 26—Providence, R. |.—Narragansett Hotel—Jt. Bd. 18: 


MC 1517 Sub. 7—New England Greyhound Lines, Inc., Cleveland, O., 
certificate to extend operations. 


Okla.—Skirvin Hotel—Examiner Bor- 


Pa.—U. S. Ct.—Examiner Hanback and 


FOR SALE 


Suitable for short-haul, interplant service or mobile storage —immediate delivery. ° 


TRAFFIC WORLD 


Septemb 


September 26—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 170: 
MC 69419 Sub. 16—Groendyke Transport Co., Enid, Okla., certificate 
to extend operations. 
September 26—Washington, D. C.—Argument: 
Finance 14469—N. C. & St. L., abandonment. 
September 26—Washington, D. C.—Examiner Brinkley: 
* Finance 10714—A. T. & N., reorganization. 


September 26—Wheeling, W. Va.—McLure Hotel—Examiner Prichard: 
Finance 14593—Appl. of B. & O. for abandonment of operation of St, 
Clairsville & Northern between Barton and St. Clairsville, O. 
Finance 14594—Appl. of village of St. Clairsville, O., and St. Clairs- 
ville & Northern for certificate permitting abandonment of St. 
Clairsville & Northern between Barton and St. Clairsville, O. 
September 26—Williamsport, Pa.—U. S. Ct.—Examiner Hanback: 
MC 94438, Sub. 1—A. J. Fremberg, Williamsport, Pa., permit to 
extend operations. 
September 27—Cincinnati, O.—Gibson Hotel—Jt. Bd. 117: 


MC 72214 Sub. 1—Hauselman Transportation Co., Middletown, 0., 
certificate. 


MC 105149—Union Transfer and Storage Co., Cincinnati, O., permit. 
September 27—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 


MC 104076, Sub. 2—Pioneer and Fayette Railroad Co., Pioneer, O.., 
certificate to extend operations. 


MC 3121, Sub. 5—Steel Trucking, Inc., Dearborn, Mich. 
September 27—Harrisburg, Pa.—State Comm.—Jt. Bd. 42: 
MC 41247 Sub. 2—New York and Pennsylvania Motor Express, Inc., 
Reading, Pa. 
September 27—Harrisburg, Pa.—State Comm.—Jt. Bd. 65: 
MC 66562 Sub. 561—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
September 27—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 73: 
MC 32903 Sub. 1—E. Ecker, Burbon, Ind., to extend operations. 
September 27—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 64: 
MC 29879 Sub. 8—Reliable Transfer Co., Inc., Augusta, Ga. 
September 27—Jacksonville, Fla-—Mayflower Hotel—Examiner Yardley: 
1. & S. M-2439—Kennelly Transfer & Storage Co., between Fla. and 
Southern points. 
September 27—Oklahoma City, 
roughs: 


MC 105153—Emergency Transit Service, Oklahoma City, Okla., per- 
mit. 








Okla.—Skirvin Hotel—Examiner Bor- 


September 27—Washington, D. C.—Examiner Romero: 
* Finance 14652—Application of P. L. & W. and Youngstown & Southern 
to merge franchises and properties of former into latter. 


* Finance 14653—Application of Youngstown & Southern for authority 
to issue securities. 








Standard Gauge Railway Tank Cars. 


RAILWAY ACCESSORIES COMPANY 


4100 CAREW TOWER, CINCINNATI 2, OHIO 
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ESEARCH SERVICES 
in the Transportation Field 
ADVISE US OF YOUR NEEDS 

















Transport Researcu, Inc. 
1129 VERMONT AVENUE, N. W. 














WASHINGTON 5, D. C., District 1474 paper. 
Publishers of: Motor Carrier Financial Manual : ° 
(5 Issues—Quarterly and Full Year) It is vital 
to the war 


Motor Carrier Cost Analysis Tables (Yearly) 
saa effort. 





Services in Washington 
and Met. Area: 


1. Pool Car Distribution—On B. & OR. R 


Tracks—Economical—F ast—Dependable pee 


2. Local Cartage 


The Jacobs Transfer Company, Inc. “fle e i li iL X 


Established 1859 4 4 / ’ 


81 Pierce Street, N. E. * Washington, D. C. 
Phone District 2412 EVERY ROOM AIR-CONDITIONED .«. NOISEPROOFED 
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September 27—Seattle, Wash.—Olympic Hotel—Examiner Stiles: 
W-587—Foss Launch & Tug Co., common carrier application. 


September 28—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 52110 Sub. 26—Brady Transfer and Storage Co., Ft. Dodge, Ia., 
certificate to extend operations. 


September 28—Cincinnati, O.—Gibson Hotel—Jt. Bds. 37 and 60: 
MC 15204 Sub. 5—R. L. Dance Trucking Co., Cincinnati, O., certificate 
to extend operations. 


MC 30697 Sub. 9—R. E. Dieckbrader, Cincinnati, O., permit to extend 
operations. 


MC 30697 Sub. 1:\—R. E. Dieckbrader, Cincinnati, O., permit to extend 
operations. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. — di —$15 a column inch.) 
S time, 26 Hs ime. fre 


isplay 
time. oi discount rates + 











FOR SALE—Interstate Commerce Commission reports. 
150. Good condition. Price reasonable. 
office. 


Vols. 1 to 
Box 275, Traffic World Chicago 











WANTED: Position as traffic manager of industrial concern or 
short line railroad. 33 years’ experience in traffic work, 20 years of 
which was employed as general frt. and pass. agt. of short line rail- 
road, and 2 years as traffic manager of industrial concern. Box 276, 
Chicago office Traffic World. 





TRAFFIC MANAGER—Capable, 20 years’ good practical carrier 
and industrial transportation experience, completing important traffic 
assignment with war industry in South, desires position with industrial 
plant or carrier. Prefer East or Midwest. Box 277, Chicago office 
Traffic World. 








TRAFFIC AND EXPORT MANAGER, or Assistant, 32, rail, motor, 
ocean routing, rate tariffs, warehousing, claims. 12 years’ experience 
gained with manufacturer, exporter and foreign freight forwarder. 
Thoroughly experienced with present export procedure, viz.: licenses, 
Consular invoices, bank collections, Letters of Credit, speaks fluent 
Spanish. Currently employed in similar capacity with pharmaceutical 
manufacturer. Capable, adaptable. Box 278, Chicago office Traffic World. 





WANTED TO BUY—Used Wetzel tariff file cabinets. 


Address Box 
279, Chicago office Traffic World. 








NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 








Storage Battery Type, built by General Electric Co. in 1930. Double 
truck, 4-motor type, each 75 H. P. Steeple cab. Good condition. 
Complete specifications available. 

IRON & STEEL PRODUCTS, INC. 

13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL” 








A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 
80—Hopper, Double, 50-Ton 
Es Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—-Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 
“ANYTHING conteining IRON or STEEL" 











TRAFFIC WORLD 


September 28—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 61741, Sub. 9—Great Lake Greyhound Lines, Inc., Detroit, Mich., 
certificate to extend operations. 


September 28—Harrisburg, Pa.—State Comm.—Jt. Bd. 42: 
MC 67646 Sub. 22—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 


September 28—Hartwell, Ga.—Ct. House—Examiner Lyle: 
Finance 14396—Appl. of Hartwell Ry. for abandonment of line from 
Bowersville to Hartwell, Ga. 


September 28—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 9: 
MC 50034 Sub. 10—Courier Express, Inc., Logansport, Ind., certificate 
to extend operations. 


September 28—Kansas City, Mo.—Hotel President—Examiner Walsh: 
Fourth Section Appl. 20266—Asphalt from El Dorado, Kan. 


September 28—Oklahoma City, Okla.—Skirvin Hotel—Examiner bBor- 
roughs: 

* MC 40494- Sub. 5—J. S. Byard, Enid, Okla., certificate to extend oper- 
ations. 


September 28—Tallahassee, Fla.—Fla. RR Comm.—Jt. Bd. 64: 
MC 58003 Sub. 2—Al Welch’s Transfer, Tallahassee, Fla., certificate 
to extend operations. 


MC 105249—Chastain Transfer Line, Thomasville, Ga., permit. 


September 28—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20849—Tankage from Carteret, N. J. 


September 28—Watertown, N. Y.—Ct. House—Examiner Prichard: 
Finance 14618—Appl. of N. Y. C. for certificate permitting abandon- 
ment of branch line extending from Limerick to Cape Vincent, N. Y. 
September 29—Albany, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 6009 Sub. 16—Georgia Stages, Inc., Albany, 
extend operations. 


September 29—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 61019 Sub. 3—Fish Transport Co., Inc., New Bedford, Mass., cer- 
tificate to extend operations. 


September 29—Chicago, !I1.—Sherman Hotel—Examiner Hanrahan: 
MC 78261, Sub. 21—Midwest Transfer Co., Maywood, IIll., permit to 
extend operations. 
September 29—Columbus, O.—State Comm.—Examiner Harrison: 
MC-C 370—The B. & T. Metals Co. vs. Transamerican Freight Lines. 
September 29—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 15808 Sub. 14—Girton Bros., Inc., Brazil, Ind., permit to extend 
operations. 


Ga., certificate to 








ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 





3,161,338 TRAIN MILES 


and not a single failure due to bearings! 


That’s the record — through December, 1943 
—of the Gulf, Mobile and Ohio Railroad Com- 
pany’s high-speed “Rebel” streamliners operat- 
ing between New Orleans and St. Louis on 
Timken Bearings. 


An overwhelming majority of American stream- 
lined trains are Timken Bearing Equipped. 


THE TIMKEN ROLLER BEARING COMPANY, CANTON 6, OHI0 
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MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps and Abed Dink Unique 


The maps in this section are different from maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD’S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 


Key fo Maps in Shis . 


quem Daily INTER- and INTRAstate service. 

Se Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 
Irregular or special service routes 

eeseees: Connecting lines. 

eecece ce Ferries. 


@© O Principal points served. [ Terminal cities. 


Unless otherwise noted on maps, motor lines offer. 
ing an intrastate service are also interstate oper- 


ators when their routes extend into cther states. 


CENTRAL STATES 


Clemans Truck Line, Inc. 
Established 1929 Incor porated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 


A. C. Clemans, Pres., A. C. Scheetz, T. M. 

C. L. Jones, Secy.-Treas. Tel. 4-2116 
COMMON CARRIER: I C.C. Certificate No. M-2136 
—P. S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
P.S. C. I. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C 

No. C-548 Interstate-Michigan. 

ss mg Overnight service between Elkhart, Indianapolis. 
Kokomo, LaPorte, Logansport Peru, Plymouth and Roches- 
ter, Indiana; Battle reek, Grand Rapids, Kalamazoo and 
Three Rivers, Michigan. All intermediate points served be- 

tween Indianapolis, Indiana and Grand Rapids, Michigan. 
NUMBER UNITS: Tractors 49; Trailers 56, Vans 34, Open 

t| 20, Flat 2; Trucks 22, Vans 12, Open 10. All Co. owned. 
=| INSURANCE: Cargo 50,000 and 100,009 (Marine Office of 
America); Public Liability, 25.000 and 100,000; Property 


Damage, 10,000; Workingmen’s Compensation, (Michigan 
Mutual Liability Co. 


) 
SAFE—COURTEOUS—SERVICE 


ANDERSON MOTOR. SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH “STREET, LOUIS, 


Post-War Planning? 


@ While your number one job is to continue to 
aid the war effort, your number two job can well 
be planning for post-war. 

Start planting the seeds now for your post-war 
sales harvest by constantly keeping before the 
leading shippers of the nation a map and details 
of your operation. 

The quickest, most effective, economical way 
to do this is through this motor transport section 
in the shippers’ everyday working tool. 
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DECATUR CARTAGE CO., INC 
OF INDIANA 


Decatur Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 6000 
WALTER MULLADY, President * R. A. BAENSCH, V. P.-Traffic 





°c ELAND or) 












































. | > COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. 1, 

Se pre S- yy NDIANAPOLIS No. 1597-A-1; P.S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 

(= ” a lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 

ee "TERRE HAUTE a oe Property Damage, $50,000. 

ftQ, Ww WwOIANA TEE ff a a e sash : ‘ 

| am ( ERR Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 

NCINNATL ~—- St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 

map ... served day and night by our great fleet of modern transports . . . affording a trans- 


Watch Display eORAFFIC WORLD. he portation service whose dependability amply proves that ““FOR SHIPMENTS MIDWEST, 


DECATUR IS BEST.” 
W.H.H , Pres. J. F. Walsh, Traffic Mgr. 
USING ERper usmann, Fres s! 1 


: NE. 
Lawrenceburg {EIN Cl NNO 


Freiony L.ssens, fese. ' ce nner is the time to keep the details of your operation 
> : 








Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 
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TARIFI 
Motor I 
Tariff 
Tariff | 
Motor | 
Souther 
tion an 
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EQUIP! 


semi. 


before the leading shippers of the country. 
Listings in this motor transport section are set- 


up in accordance to specifications of shippers. 
LC.C.-M.C.44290-5612 


Advertising rates are extremely low. Write for 
full details. 


mM 


Merchants Motor Freight, Inc. 


Established 1928 - - I.C. C. Permit No. MC 76266 
STANLEY L. WASIE, President *« WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 


van 

18 refrig 
CONNE 
lines at | 
Fond di 
lewa. 


Tariff Agency 






wurance: Cargo $50,000-$100 4g 
. $25,000 and $50,000; Equipment: 47 tractor-trailer units 
0. (company owned); 16 refr. units. 









OFFICES 
Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 Nerth (2th; 
- 4 ood Nester 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 tith; 
Phone 3-4185; Teltp. D. M. 90. a a hye om 
ce ee, ee a eu oak Phone 8753; Teltp. W'los 42. 
one Haymarket 3930; Teltp. ago i Rock Island, Ilinols, 2618 Fourth Ave.; 
St. Louis, Missouri, 4th and Spruce; Phone Rock island 584, Davenport 2-4942; 
Phone Garfield 5234; Teitp. St. L. 440. Teitp. R. |. 184. iii - <= eee 
Kansas City, Missouri, 2560 Warwick Traffieway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. 
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' . 
Fort Morgan 
eee 
| KANSAS St. Joseph }—JCameron 
COLORADO | TRAFFIC WORLD — CHICAGO 2) © 

TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- aS and 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Kansas City Kansas Cit 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- ' y 













ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; 
Central and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- , 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s sation. 54 city trucks. 
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TRUCK LINES, INC.| @ 






Est. and Inc. 1929 Montello 
COM. CARRIER ICC-MC 26560 "@ 
651 East Wilsen a 
Madison, Wis. a 232 
E. G. Dowe |“ Po aesh— 
Vice-Pres. @ - 
Traffic Dept. © 
TELEPHONE @ 3 
Fairchild 500 i 
MEMBER: a @ 
Am, Trucking 
Association, Inc dale 
Dodgeville © 


B a {18} @) V: 


a) \ 
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fol Se ANESVELDO a 
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; E.© Sa Geen cen ab cestsscnsneiis aun eum Beloi J eS) _ 

i — TRAFIC WORLD ]® (6) “B @ 
REPRESENTATIVE: Pennoyer | OW gy ||" Sx WAUREGA 
Merchants Transfer Company, = INOIS a) 
West Polk St., Monroe 5020, Chicago. Rockford SN : B 
TARIFF AGENCIES: Central States B a 
Motor Freight Bureau, Inc., Northwest ~@ 
Tariff Bureau, Inc., Rocky Mountain Egan TD) 

ariff Bureau, Inc,, Eastern Central " @ \ \ 
Motor Carriers iation, Central & INSURANCE: 50 HICAGON 
Southern Motor Freight Tariff Associa- Cargo, oe ng ” || 
tion and Mid-Western Motor Freight 900 (Northern Assurance ; \ 
Tariff Bureau, Inc. Company, Ltd. of London); 


EQUIPMENT: 41 Tractors (33 owned), 
30 semi-trailers owned), 18 trucks— 
van bodies (16 owned), | truck—open, 
18 refrigerator trucks and trailers. 


CONNECTING LINES: All responsible 
lines at Chicago, Illinois; Milwaukee and 


Fond du Lac, Wisconsin; and Dubuque, 
lewa. 
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A SIRINSON 






— eee 3 s- 
ity an sualty Companyof New York); 
Property Damage, $7,000 (Fidelity and 
Casualty Company of New York); Work- 
ing Men’s Comp. iFidelity and Casualty 
Company of New York). 

LOCAL SERVICES: Pool car distribu- 
tion and cartage service at Madison, 
Wisconsin. 
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routesthrough 19 Industrial 


cks) every 100 miles or less. 
Free pick-up. Free delivery. 
Teletype service. 
Insurance inspectors at terminals. 
Highway Patrol System. 


Registering stations (electric time Wire reports on trucks in transit. 


Experienced personnel. 
Courteous operators. 
Fully insured cargoes. 
Modern equipment. 
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Random Quotations from 
Shippers About this Motor 
Transport Section 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 


Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)— The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the 
time, an 
value. 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 


Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
any we could hope to make. 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 


eat number of trucks operating at the present 
ormation from a reliable source as to responsibility is of considerable 
eep this up. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck transportation, one to choose those which are the most stable and depend- 
able and this guide gives you just that. 


Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their ads your information is more dependable than that 
ebtained in a general guide. If you would arrange to give more general coverage 
you would inate complaints of non-coverage in certain sections. 


Flour Miller (Great Falls, Mont.)—The maps are very helpful. 


Salt Company (Chicago)—Your service is very helpful, but of course is not 
complete. Since we are national distributors we need this information in all parts 
of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 








CENTRAL MICHIGAN TRUCKING INC. 

EASTERN MICHIGAN FREIGHT LINES 

INTER-STATE MOTOR FREIGHT SYSTEM 

INTER-STATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 
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134 Grandville Avenue, S. W. 


Escablished 1924, a Michigan 
I.C.C. Docket Nos. MC35628 and MC48645 


Owned and leased—825 tractors, 1100 trailers, 
200 pick-up trucks; Total 2125. All equip- 
ment modern and efficient. 


Cargo: $120,000 (Primary), $155,000 a 
cess); Public Liability, $100,000/200,000; 
Property Damage, $25,000; Workmen’s 
Compensation. 





Elmer A. Schier, General Traffic Manager 
Grand Rapids, Michigan 
Tariff encies 
Central States Motor Freight Bureau 
Eastern-Central Motor Carriers Association. 
Indiana Motor Rate & Tariff Bureau, Inc. 
Southern Motor Carriers Rate > 
Mid-Western Motor Freight Tariff Bureau. 
Schedules and Extent of Service 
Following day deliveries are ordinarily made 
on all shipments within a 360-mile radius of 
principal terminal points. 


Common Carrier 


corporation. 


Equipment 


Insurance All schedules based on 22}4 mph. All 
All forms of insurance carried in companies Se daily. k-up and de- 
C.O.D. deliveries accepted. outhoriged to do business in cach state o2 OG. own Mince and cotahil 


tablished conneoting 
lines serve more than 25,000 points ig fhe 
United States. 
ation Mem 


Associ: berships 
A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
of Commerce in principal cities served. 
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Norwalk Truck Line 


**Satisfy your Customers with 
















OHIO TERMINALS—Axkron, 550 E. South St. (Franklin 5195): 
(Phone 241): Cleveland, 22r’ & Hamilton (Prospect 5350): Cly 


Bellevue 
de. 402 


Spring St. (Phone 2561)- Defiance (Phone 556); Elyria, 124 Maple §t, 


(Phone 3484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11m 


St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606) ; 
254 Smith Rd. (Phone 22181); Napoleon (Phone 28741); 


Medina, 
Norwalk, 


° 99 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 
Norwalk Service 2276); Toledo, 145 S. St. Clair St. (Adams 4291); Vermilion ‘Phone 
J. F. Ernsth 3363); Warren (United Terminals) (Phone 4886). 
. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105): Battle 
President ae CARRIER Creek, 220 S. Calmy St. (Phone 2-5107): Bay City, fovt of First st, 
.C.C Certificate No 71096 (Phone 6228), Detroit, 175 S. Campbell St. (Vinewd 2-1435): Flint, 
C. W. Hoke 1812 Beach St. (Phune 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President \ \\ : 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483): Kalamazoo. 115 West 
Grand Rapids Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 
Established 1921 Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ate, 
Incorporated (Ohio) (Phone 29201): Saginaw, 142 Wavenport St. (Phone 6228). 
INDIANA TERMIN**LS—Auburn, 334 W. 9th St. (Phone 618-J): Elk. 
36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 


NORWALK, OHIO 









St. @Anthony 4° © shen. 1201 8. 10th St. (Phone 111); H 


City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


ammond, 


1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main Sst, 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041): Michigan 


PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
| 

| PENNSYLVANIA 
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INSURANCE 








Co.). *Blanket Employees Bond New Bien HY ,! 
% Cargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded H 7 rw 
Fire Ins. Ce.). Lng i maante by new A. T. A. bond. EQUIPMENT w PF Bewres 13) 
% Property Damage, *Workmen’s 9 eee idlond Aliquippa \ 
een Rogen 1 pl TARIFF AGENCIES 317 tractors 309 company owned) 3. 9)4 
ance on All Terminals ( The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 isieancounel : Sein 2 ite 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau bin Sade 











Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. 


J. T. Bennett, Traffic Man ize: 
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‘“‘Maps and Information in this Section 
Superior to Any Other Type Published!”’ 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 


kee, Wis., wrote this: 


“In the issue of the Traffic World which is 








"Waynesboro el Konanlege Frederick, Md. a 
mae) a ffl Ate Emtlisr| | 300 East St. (Call 557) published in the third week of each month, 
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separate cover. If not, what suggestions do 
you have relative to filing these pages to make 


them readily available for reference works?” 


Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier 
Rocky Mountain Tariff Bureau 


EQUIPMENT 


15 tractors, 17 semi-trailers. 


and flat bodies available. 


Association 


Trucks, 35 vans (12 refrigerated); open 
All company owned. 


INSURANCE 
*% Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 
Liability, $10,000 & $50,000; Property Damage, $50,000-$50 


deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information 2nd 
maps are set up according to shippers’ specifications. 





| 





ee ey | 


Septemh 





J Page A 


a 


Bellevue 
fe. 409 
able St, 
J2 Alth 
Medina, 


( Phone 


> Battle 
irst St. 
> Flint, 

(Phone 
15 West 
49401); 
ass Ate, 


1): Elk 
Sherman 
jammond, 
Main St. 
Michigan 


(Phone 








finds 
n and 


September 16, 1944 


Li) a 
Ne rt’ SN 
eee 


Have you ever noticed that concrete pavements 
from which all traffic has been barred deteriorate 
more rapidly than identical pavement under con- 
tinuous traffic? 


* 





Highway engineers will tell you that the ravages 
of nature—winter frost ... spring thaws... and 
summer heat—are the most destructive forces they 
have to contend with. 


In fact, highway engineers know that pavements 
thick enough to withstand soil and weather con- 
ditions do not require additional thickness to carry 
even the heaviest of modern trucks with low pres- 
sure tires, scientific distribution of weight and im- 
pact-cushioning springs and shock absorbers. 


LAWS HAVE NOT KEPT PACE 


But, despite progress in highway construction 
and vehicle engineering, many States still retain 
antiquated, restrictive laws that were enacted 
in the days of solid-tire vehicles and old-fash- 
ioned macadam roads. 


The hodge-podge of State laws restricting com- 
mercial motor vehicles—particularly conflicting 
size and weight limitations—takes dollars out of 
your pocket. You eat the food and use the goods 
brought to you by Trucks and Trailers from all 
over the country and the cost of transportation is 
included in the price you pay. 


Years ago there may have been 
, some excuse for smaller size and 
” weight limits. But the excuse no 
longer exists. Federal Government surveys have 
found that highways would be built just as thick 
and strong today even if there were only passenger 
cars operating on them. 















World’s Largest Builders of Truck-Trailers 
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Moreover, engineers have proved it isn’t the 
total load that counts... it’s the amount of weight 
on each wheel or axle. That’s why you see big 
Truck-and-Trailer combinations with dual tires 
and three or more axles. By distributing the load, 
Trucks and Trailers protect the highways! 


LAWS CONTRADICT THEMSELVES 


The majority of States recognize this—and all 
but two, Illinois and Tennessee, permit a weight 
of 18,000 pounds or more per axle. 


But, in fourteen States, this doesn’t mean any- 
thing—because these fourteen States also re- 
strict the gross weight of vehicles and load to 
40,000 pounds or less! 


That’s at least one ton less than the safe weight 
permitted by their axle allowances—yet, the gross 
weight restriction is what must be followed. 


This inconsistency is typical of the contradictory, 
confusing situation facing the man who hauls al- 
most everything you use. 


Further evidence of the unsoundness of our 
highway law set-up is found in the fact that 17 
States have temporarily lifted and standardized 
their restrictions as a war-time measure. 


However, the old hamstringing laws are still 
on the books and will again be enforced after 
the war unless the State Legislatures take ac- 
tion to make them permanent. 


HERE’S WHAT YOU CAN DO ABOUT IT 


Since these unfair and arbitrary 
laws hit you in your pocketbook— 
you should know exactly how your 
State stands on this subject. Send for 
the interesting Fruehauf booklet “Are 
the United States United?’—it will 
give you the complete story. Read it— 
then write your State officials. 





Service in Principal Cities 





ENGINEERED TO THE JOB 


U.S. Royal Fleetway Truck Tires are engineered and 
built to move more tons more miles for less dollars. 
That’s why they are first choice of so many fleet oper- 
ators who want most tire miles for every tire certificate. 
On the road or off the road there is a “U.S.” Heavy 
Service tire engineered to the job. 






TRUCK TIRES 
ARE SCARCE 


It takes a lot of vehicles to 
move an army... and a lot of 
tires to keep those vehicles roll- 
ing. That’s why truck tires are 
scarce today. That’s why your Truck 
Tire Dealer may not be able to supply 
your size tire even though you are eli- 
gible. Regardless of make of tire you are 
now using, call your U.S. Truck Tire Dis- 
tributor for all the details on tire saving, money 
saving “U.S.” Transportation Maintenance. 
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1230 Sixth Avenue « Rockefeller Centcr * New York 20, N. Y. 
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